Allied really knows their business, and their business is 
to take over all your moving worries. You can rely on 
their experience, skill and knowledge of moving condi- 
tions to meet every long-distance moving requirement 
which may confront you. Whether you are about to 
move a single employee or an entire department, be sure 
to consult this great nationwide organization. They will 
handle the job promptly and safely. 


se " The name of your local Allied agent 
a. “i a is listed in the classified 
<i a Or D - 2 of ss ~~ * 
4 Guaranteed by we ~~ telephone directory. 
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AMERICA’S MOST EXPERIENCED LONG-DISTANCE MOVERS 
oF HOUSEHOLD GOODS + OFFICE FURNITURE AND EQUIPMENT 
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South Chicago Waterfront Warehouse 
103rd Street and Calumet River 
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The Southside Reshipping Warehouses 
Chicago 


CROOKS TERMINAL otters 


DPEN YARD AND DOCK StURAG 


with Excellent Rail, Truck, River and Lake Connections 


Ideal ground storage for bulk materials and iron and steel 
products arriving via water or rail... Fleet of heavy duty 
locomotive and crawler type cranes—25 to 35 ton capac- 
ity—available to facilitate handling. 


hether you ship by rail—truck or water— 
you will find Crooks Terminal Warehouses 
equipped to serve you economically—quickly 
and efficiently. 

Our modern dock, linking—water—rail and 
truck transportation, is geared for real perfor- 
mance. Waterfront warehouse with 100 car ca- 
pacity private switch-track is served by the Belt 


Railway of Chicago making direct connection 
with our inland warehouses and the huge net- 
work of railroads that serve this great transporta- 
tion center. Deep water—no towing necessary. 

We invite you to contact our New York—Chi- 
cago—Kansas City or Los Angeles offices for 
complete information. 


CHICAGO — KANSAS CITY — LOS ANGELES 


Chicago 7 - 433 W. Harrison St. New York Office 16 - 271 Madison Ave. Kansas City 7 - 1104 Union Ave. 


Associated with Overland Terminal Warehouse Co., 1807 E. Olympic Bivd., Los Angeles 21 
Members of the American Warehousemen's Association and Interlake Terminals, Inc. 
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The Rail Ticket Credit Plan 


It is to be hoped that other railroads will promptly 

® join the Rail Travel Credit Agency, through which 

34 railroads will begin, on April 1, to operate a plan of 
‘redit sale of passenger transportation. 

The plan represents a modernization of rail pas- 
senger service that will put it on a more nearly com- 
petitive basis with other types of transportation, no- 
ably the airlines, which had foresight to put such 
arrangements in effect somé years ago. 

As set up, the railroad credit plan will be of great- 
ast benefit to business firms. Under it, representatives 
wf such firms may travel without carrying undue 
amounts of cash. Moreover, where business organiza- 
‘ions have sales or other people who do considerable 
traveling, the handling and checking of expense ac- 
counts will be greatly simplified. 

In this respect as in others, however, the system 
will be useful and convenient in direct proportion to 
the number of participating railroads. Its benefits will 
only be fully realized when all the railroads participate. 
That is why we say that the inclusion of those not now 
varticipating is greatly to be desired. 

As we understand it, the group that evolved the 
plan does not consider it complete or perfect. It is ex- 
pected that operation under it for a period of months 
will suggest additions of modifications. As it stands, 
the plan represents, in a sense, a series of compromises 
among the participating lines. It contains those factors 
only on which all could agree, after scrutiny of sug- 
gestions received from business houses, some 20,000 of 
which were invited to express their wishes in the mat- 
ter. Much credit must go to Mr. Hugh Siddall, chair- 
man of the Railroad Passenger Territorial Committee, 
who conducted the preliminary conferences, and who, 
quite properly, has been designated chairman of the 
new agency. 

The plan has come under criticism, notably from 
Mr. Robert J. Bowman, president of the Chesapeake 
and Ohio, on the grounds that it does not go far enough. 


the Texas and Pacific and the Missouri-Kansas-Texas, 


which has originally announced individual credit plans 
®nilar in scope to that of the C. & O., have both, it is 


#nderstood, withdrawn such plans and have become 


Narticipants in the agency. 
In at least one respect, we think Mr. Bowman’s 


#titicism well taken—that is the fact that the agency 





lan does not eliminate the greatest annoyance con- 


545 


nected with railroad passenger ticket buying, the stand- 
ing in line interminably to obtain them. The agency 
plan does take one step in that direction in that it con- 
templates furnishing to businesses certified for credit 
what are tentatively called “one trip travel orders.” 
These are forms on which a designated officer of the 
corporation—probably the traffic manager—may order 
tickets for any individual connected with his firm to be 
picked up by his messenger at the ticket office or depot. 

And, of course, there still remains the “will call 
desk” that has become a part of most ticket offices in 
larger cities, where tickets ordered in advance, by let- 
ter or telephone, may be picked up with a minimum of 
delay. They must, however, still be picked up by the 
party holding the credit card who is to use them, be- 
cause a receipt for the tickets must be signed and the 
signature compared with that on the card. 


HE IDEAL in that respect would be the re-establish- 

ment of the pre-war practice on most railroads of 
delivering tickets on telephone order to purchasers at 
their offices or homes. A few railroads have already 
revived the practice on a limited scale, but the general 
annoyance of ticket office or station buying still re- 
mains one of the greatest deterrents to railroad travel. 
Perhaps the operation of the agency plan for a few ex- 
perimental months will reveal some practicable way in 
which to eliminate that hurdle. 


After all, as has been said, the motive behind the 
plan is competition. Those who evolved it and are par- 
ticipating in it are making a considerable investment 
in the setting up of the central agency office and in 
added and continuing accounting expense. In return, 
they predict no great tangible results in increasing pas- 
senger traffic, but they do hope to eliminate to a greater 
or less degree the alarming skid in passenger traffic 
that took place after World War I. 

Railroad passenger men are realistic in their ex- 
pectation that their new agency plan will bring with it 
not only the advantages of the air credit plan they are 
emulating, but also some of the disadvantages of that 
plan. The “no show” problem of the airlines has been 
increasingly acute in recent years. Practically any plan 
intended to make travel ticket purchase easier is likely 
to raise similar troubles on the railroads. At the mo- 
ment, no change in the present method of refunds by 
railroads for unused tickets is contemplated. Where 
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THE MECHANICAL 
HELPER THAT 


CAN LIFT A TON! 


@ A. L. Schwahn & Sons, Eau Claire, Wisconsin, 
wholesale meat distributors, boost deliveries with this 
“Mechanical Butcher Boy” —a Fruehauf Elevating 
Endgate mounted on their Trailer. 


Hydraulic power operates the Endgate — raising and 
lowering loads up to one ton. The “Elevator” stops 
‘ automatically at ground and truck or trailer-bed level 
—or stops by the one-lever control at any in-between 
heights. Note the tapered lip— designed to roll on 
caster-equipped bins, dollys or push trucks. 


Available for Trucks or Trailers. Nation-wide distribu- 
tion makes it easy for you to get a demonstration at 
any Fruehauf Factory Branch. See it in operation or 
write for your free copy of the fully illustrated booklet 
“Fruehauf Elevating Endgate”’. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. @ DETROIT, 32 


a ELEVATING 


9 Factories —65 Factory Service Branches 


FRUEHAUF 


FOR TRUCKS 














" ENGINEERED. 
TRANSPORTATION" 


AND 


GOING UP!... 
GOING DOWN! 


This load-lifter works either way. 
It’s the modern way to handle 
goods. “Pays for it- 
self in short order”, 
is what operators 
everywhere say 
about the Fruehauf 
Elevating Endgate. 





TRAFFIC WORLD 


Ye ELEVATING ENDGATE 


ENOGATE 


TRAILERS 
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February 22, 1947 


railroad tickets are not used, refunds will be made on 
written application. The same will be done on tickets 
for Pullman space, providing the tickets are turned in 
more than 24 hours before the train on which they 
cover space is scheduled to leave. Refunds on Pullman 
tickets turned in less than 24 hours before the deadline 
may be made in cases where the space is subsequently 
sold to another passenger. 

If this represents a hazard under the agency plan, 
however, it is likely to be even more severe under such 
a plan as that adopted by the C. & O., under which the 
passenger need not pick up his ticket at all until after 
he boards his train. If that broadening of the purchas- 
ing privilege represented an added convenience of any 
great moment, we should favor it; but we doubt that 
it does. 

Given some more convenient way of picking up 
tickets than the present necessity for standing in line, 
we fail to see where fussing about getting tickets and 
signing for them on the train will be of great help to 
anyone except the rare passenger who has to run to 


catch his train. And there are ways now of taking 
care of such emergencies. 


om OTHER CRITICISMS voiced by Mr. Bowman 
are, we think, of relatively minor consequence. It 
would, perhaps, be a good thing if the agency plan con- 
templated signing for meals on trains instead of paying 
for them in cash, and, as we understand it, several of 
the railroads participating in the plan are prepared so to 
honor the credit cards. On the other hand, we think 


| that, for obvious reasons, the extension of that privilege 


for service in club cars is a mistake. 

Finally, the plaint that individual railroads should 
be privileged to issue cards directly through their 
agents instead of requiring such action “through a re- 
mote semi-independent credit bureau,” is serious only 
to the extent that the contemplated bureau may not be 
diligent and prompt in its functioning. It can be efficient 
and, indeed, under the guidance of Mr. Siddall, we do 
not think that it will be. 

Our own suggestion for immediate amendment to 
the agency plan would be to make the credit card serve 
the individual somewhat in the manner of the identifi- 
cation cards customarily issued by the larger metro- 
politan hotels. That would make it possible for an in- 
dividual, holding a card through his firm, to pay for 
tickets for non-business travel by check. It is possible 
that passenger agents may, in most instances accept 
such cards as sufficient identification for that purpose 
anyway; but it would be a small modification to insure 
that added convenience. 

At any rate, here we have the first concrete and 
concerted effort on the part of the railroads to improve 
post-war passenger service. Added to the new passen- 
ger equipment and improvements in schedules—some 
already here and others in the offing—it serves to 
Prove that the thinking and planning of railroad pas- 
Senger men are now coming to fruition. If, coupled 
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with these things, we can soon have a few operating 
demonstrations in, for instance, the elimination of the 
cattle-herding of passengers at terminal gates, the se- 
lection of intelligible train callers, and the adjustment 


of schedules so that they can be met with something 


approaching the old reliability, riding on trains may 
again become a pleasure instead of a chore. 


A. A. R. President Says Railroads 
Must Have Not Less Than 6 Per Cent 


Fletcher, reviewing results of three-year study of rail- 
road finance, points out that 6 per cent is approxéi- 
mately double the rate the railroads. are expected to 
earn in 1947 and the railroads “must, therefore, seek a 
return commensurate with the earnings of other indus- 


tries, and sufficient to insure adequate transportation 
in the future” 








R. V. Fletcher, president of the Association of American 
Railroads, in a statement issued February 19, gave notice, in 
effect, of a move by the railroads to seek increases in revenues. 
The statement was predicated on a report on railroad finance 


made by the Bureau of Railway Economics. The statement 
follows: 


This country can neither wage war nor carry on business success- 
fully without adequate rail transportation. The only way to have such 
transportation is through continued investment in improved rail facili- 
ties. The only way .to insure this needed investment in the future is to 
allow railroads to earn not less than 6 per cent on what is already in- 
vested in their properties. Six per cent is approximately double the 
rate which railroads are expected to earn in 1947, The railroads must, 
therefore, seek a return commensurate with the earnings of other in- 
dustries, and sufficient to insure. adequate transportation in the future. 

These are the basic conclusions of a report on railroad finance made 
by the Bureau of Railway Economics for the Railroad Committee for 
the Study of Transportation, a research group of the Association of 
American Railroads. The member railroads of the Association agree 
with these conclusions, and have determined to do their utmost to 
carry them into effect, in the interest of their investors and of the 
public. 

This report, the result of three years’ study, goes exhaustively and 
in detail into all phases of railroad financing, with special reference to 
investment, capitalization and earnings since 1920, when full authority 
over the issuance of railroad securities of all types was given the Inter- 
state Commerce Commission by Congress. 


‘‘Little-Known Facts’’ 


This A. A. R. study of railroad investment and earnings over the 
past three decades reveals little-known facts, some of which are con- 
trary to wide-spread popular impression. It shows that since 1921 the 
railroads have spent a total of more than $13,000,000,000 on such im- 
provements as new and better cars and locomotives, better tracks and 
terminals, better shops and signals, and other improvements. For every 
dollar paid out in dividends in these years, the railroads have put two 
dollars back into the properties in improvements. Such improvements, 
which are wanted and which the railroads want to make, can be con- 
tinued in the future only if railroads are able to earn a fair and ade- 
quate return on the investment necessary to create them, 

The report shows that at the same time the railroads have greatly 
reduced the outstanding indebtedness in the hands of the public. Dur- 
ing the early years of the great improvement program which the rail- 
roads inaugurated in the 1920’s, there was an increase of approximately 
1% billion dollars in railroad indebtedness. Since 1932, however, railroad 
indebtedness has been reduced by approximately 3 billion dollars. Of 
this amount, only about one-fourth was retired through processes of 
reorganization, while three-fourths was paid off. 

The whole story is one of prudent and careful financial management 
of the resources and earnings of the railroad industry as a whole. 
Nevertheless, the rate of return earned by the railroads upon the sums 
invested in them has been, through the years, so low as to make it 
difficult, and in many cases impossible, to carry forward improvements 
of the sort which have proved themselves of the greatest value to the 
nation. 

In the past quarter of a century in which the railroads have made 
such great improvements in their plant, equipment and operations, the 
wages they pay have gone up more than 80 per cent, the prices they 
pay for supplies and fuel have gone up more than 50 per cent, and their 
tax burden has gone up in like proportion. In the same years, the pas- 
senger fares and freight rates which the public pays the railroads have 


gone down, and the return earned by the railroads on their investment 
has been cut virtually in half. 


Investment in Railroads 


The total investment in railroads today is more than $28,000,000,000. 
The net investment, after deducting the depreciation accrued, is more 
than $23,000,000,000. The Interstate Commerce Commission, which has 
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been engaged for nearly 35 years in a complete valuation of the rail- 
roads, has recently assigned a value, for rate-making purposes, of all 
railroads well above 20 billion dollars. This value was based on unit 
prices of materials and supplies which prevailed more than a decade 
ago, in the depths of the depression. Allowing for the price increases 
since the period 1932-1936, it would seem that this valuation would be 
not far from the 23 billion-dollar figure for depreciated, or net invest- 
ment. 

On their depreciated investment the railroads as a whole have 
earned, during the past 25 years, a rate of return averaging only about 
3% per cent. Even on the Interstate Commerce Commission valuation, 
based on depression prices, the return earned by the railroads was well 
under 4 per cent. And this, it should be borne in mind, was the aver- 
age return for a period which included both the boom decade of the 
1920’s and the five years of the Second World War, when railroads 
performed their greatest service and collected their greatest revenues. 

In 1946, when the railroads handled the heaviest peace-time traffic 
in their history, they earned only 2% per cent on their depreciate 
investment and less than 34% per cent on the Interstate Commerce Co 
mission valuation. And out of this meager return they had to meet th 
interest, rents and other fixed charges due, pay dividends, and financ 
improvements. 

With the beginning of 1947, the railroads were authorized to in- 
crease freight rates to meet to some extent the increases in wages and 
prices of materials and fuel which they have had to pay since 1939. But 
even with the increased rates, it is not likely that in 1947 the railroads 
will earn more than 3 per cent on net investment or 3% per cent on 
Interstate Commerce Commission valuation. 

Continuation of so low a return of earnings, even with business at 
high volume, raises serious questions for the railroads and the country. 

The public wants improved railroad service, and the frailroads are 
anxious to supply it. In the months since the close of hostilities the 
railroads have ordered more than twice as many new freight cars as 
they have been eble to get. They have ordered as many new passenger 
cars as were bought in the ten years just before the war. They plan 
further improvements in their tracks, stations, yards and terminals, 
signals and communications, and other fixed facilities. Such improve- 
ments, however, call for further large investments in railroads. 

To make such investments with borrowed funds is neither desirable 
nor, in many cases, possible, the A, A. R. financial report shows. Still 
less is it feasible or possible, on the basis of the present level of earn- 
ings, to finance such improvements to any extent from the sale of 
stock. The only way in which the country can secure and enjoy major 
improvements is to give railroads a chance to make such earnings as 
will enable them to finance the necessary investment in improved 
facilities either out of earnings or out of credit which the earnings 
will support. A striking fact developed in the A, A. R. financial report 
is the close correlation between the earnings of railroads and their 
expenditures for improved plant and equipment, 


Returns in Other Industries 


In comparison with the rate of return earned on capital invested in 
railroads, the return on capital invested in manufacturing and other 
general lines of business is about two and one-half times as much, and 
the return on capital invested in other regulated industries such as 
telephone companies and electric utilities is about twice as much as 
for the railroads. 

The rate of return earned by the railroads also is only about half 
of what the Supreme Court of the United States has repeatedly held to 
be a fair and reasonable rate of return for reguldted utilities. As late 
as 1942 and 1944 the Court has held that earnings of 6% per cent on the 
rate base of a public utility were no more than was fair and reasonable. 
In the 1944 case, (Federal Power Commission vs. Hope Natural Gas 
Co., 320 U. S. 603), after pointing out that there must be enough rev- 
enue not only for operating expenses but also for the capital cost of 
the business, the Court said: ‘‘These include service on the debt and 
dividends on the stock. . . . By that standard the return to the equity 
owner should be commensurate with returns on investments in other 
enterprises having corresponding risks. That return, moreover, should 
be sufficient to assure confidence in the financial integrity of the enter- 
prise, so as to maintain its credit and to attract capital.’’ The percent- 
age of return which the Supreme Court approved in this and other 
cases is about twice that which the railroads are expected to earn in 
1947, even with the new rates in effect and with the high volume of 
traffic anticipated. 


Return Needed by Railroads 


If the railroads are to continue for long their program of improve- 
ments they must, as the Supreme Court has said, have a return ‘‘suffi- 
cient to assure confidence in the financial integrity of the enterprise, 
so as to maintain its credit and to attract capital.’’ That means a rate 
of return which will average for the railroads as a whole, and over a 
period of years, not less than 6 per cent return which is as little as 
almost anyone would consider a reasonable profit in a business such 
as that of the railroads. 

It is the recommendation of this considered study of railroad in- 
vestment and earnings, therefore, that the future of the railroad busi- 
ness in the United States and the country’s stake in adequate and effi- 
cient rail transport, depend upon the railroads being allowed to earn 
an average return of at least 6 per cent, in keeping with the return 
earned on capital invested in other enterprises, 

In the final analysis, what railroads are permitted to earn is a 
question to be determined by the public authorities which regulate 
transportation and by the public which the railroads serve. 

Railroad earnings all remain in the stream of business and economic 
activity. The greater part of what railroads take in is immediately paid 
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out in wages, both to those who work for the railroads directly and 
those who work at making the 100,000 different sorts of things which 
railroads buy and use. A large part is paid in taxes, spent for the 
general public service and benefit in cities, counties and states all over 
the Union. A small portion goes to service the obligations of the rail- 
roads so largely held by insurance companies and other trustees of 
public funds as well as by individual investors. And this money, too, 
continues to flow in the main stream of business. Another portion of 
railroad earnings, provided that earnings are adequate, is spent for 
the improvements in transportation which not only represent additions 
to purchasing power but make possible better service at lower real cost, 

All in all, no better investment can be made in the future of agri- 
culture, industry and commerce in the United States, than rail earnings 


which make possible continued investment in more adequate and more 
efficient railroads. 








egaality of Transport Taxation 
ject of A. A. R. Report 


The Association of American Railroads has issued a 33- 
age pamphlet entitled, “Inequality of Taxation Among the 
Several Forms of Transportation,” which is a report by the 
subcommittee on taxation of the railroad committee for the 
study of transportation. 


One of the points made in the report is that the word 
“taxes” is often erroneously applied to most of the charges 
assessed against users of publicly financed highways, water- 
ways, airways and terminal facilities. 


“Amounts assessed by public authority against agencies or 
individuals actually using a facility, such as a bridge, canal or 
highway, in general may be defined as user charges,” says the 
report. “Charges such as vehicle licenses, registration and in- 
spection fees, gasoline taxes, tolls, landing fees, mileage and 
ton-mile taxes, gross-receipts taxes and several others are all 
in reality user charges and are principally allocated to the 
building, maintenance, and administration of highways and 
other publicly financed facilities or are used to meet expenses 
directly related to highway vehicles. They are no more ‘taxes’ 
than a charge levied by a railroad terminal company against 
a tenant carrier for maintenance and operation of tracks, 
buildings, and signal systems. 


“The development of the various forms of transportation 
in America has been of prime public importance, and govern- 
ment—national, state and local—has generally shown material 
interest, in various ways, by fostering new developments in 
each form of transportation. However, in a country dedicated 
to free individual enterprise, assistance is expected to cease or 
greatly diminish when the transport form becomes prosperous 
or large enough to stand alone.... 


“A business-like check is urged against appropriations for 
public transportation projects, with taxpayers protected by 
balancing every expenditure with a system of charges, such as 
excise charges on gasoline, lubricating oil, motor vehicles, mo- 
tor vehicle parts, registration of motor vehicles and appropriate 
fees for airports, airways and waterways. Such user charges 
should be separate and distinct, and in addition to taxes ex- 
acted from the business or person to defray other and more 
general governmental costs.” 


Among the conclusions stated in the report are the fol- 
lowing: 


A property tax equivalent, paid by those using publicly financed 
facilities, in addition to adequate user charges, is fair and sound tax- 
ation policy. Any trend toward additional government ownership of 
projects will increase the burden on property tax payers and should 
be avoided. Railroad retirement and unemployment taxes constitute 
normally the second largest tax burden on the carriers and, compared 
with other forms of transportation, are higher in percentage, on 4 
broader base and inequitably administered. Such discrimination should 
be abolished. Railroads are carrying more than their fair share of 
property taxes; other forms of transportation should assume an in- 
creasing proportion of the burden. 


Highway for-hire-operators, although they receive all benefits from 
state and local governments, pay low ad valorem taxes compared to 
book value of their property and averages of other urban property. 
Exemptions and lax methods responsible for it should be eliminated. 

Although airlines pay low taxes by any fair standards of taxation 
and are assessed insufficient user charges, they have requested more 
favorable treatment. Air transport should be subjected to adequate 
business taxes in all tax jurisdictions. 

Water transportation, even to a greater extent than highway trans 
portation, is conducted principally by private carriers. This, in addi- 
tion to non-existent user charges for expensive government-financed 
right-of-way and inadequate property taxation, is an inequitable condi- 
tion requiring correction. 

While oil pipelines, like railroads, pay high property taxes and 


additionally a special oil movement tax, private ownership gives them 
certain advantages. 
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I. C. C. Issues Interpretation 
of Southern Grain Findings 


Reopens proceedings as to lawfulness of proportional 
rates from Memphis, Tenn., to certain southeastern 
ports and fourth-section proceeding involving rates to 
Florida. Calls on respondent railroads to revise tariffs 
promptly to comply with findings in the original report, 
observing present report makes no change in original 


findings, but is merely explanatory and in clarification 
of the findings 


The Commission has issued a supplemental report and 
order in I. and S. No. 4208, Grain To, From and Within South- 
ern Territory and proceedings embraced with it, and No. 17000, 
Rate Structure Investigation, Part 7-A, Grain and Grain Prod- 
ucts To, From and Within Southern Territory, clarifying find- 
ings 6, 12 and 13 of the original report, 259 I. C. C. 629, and 
denying a petition of the Corporation Commission of Oklahoma 
to the extent it requested interpretation of the findings incon- 
sistent with the views expressed in the instant report. 

The Commission also reopened the proceedings: (1) For 
further hearing, solely on the question of the lawfulness of the 
proportional rates in issue from Memphis, Tenn., to Charleston, 
S. C., Brunswick and Savannah, Ga., and Jacksonville, Miami, 
and Tampa, Fla.; and (2) for further hearing in Fourth Section 
Application No. 15156, Grain and Grain Products to Florida, 
197 I. C. C. 441, in so far as it asks authority for relief from 
the long-and-short-haul provision of section 4 of the interstate 
commerce act to maintain or establish and maintain propor- 
tional rates on grain and grain products, in carloads, from 
Memphis to the aforementioned Florida ports, and to maintain 
higher rates on like traffic from Memphis to points inter- 
mediate to said ports. ; : 

Times and places for hearings in the reopened proceedings 
are to be designated later. 

The Oklahoma commission asked construction and interpre- 
tation of the original order as to findings 6, 12, and 13, and 
application of the increases in Ex Parte 123, Fifteen Per Cent 
Case, 1937-38, 226 I. C. C. 41 and 746. Respondents, and the 
Board of Trade and Kansas-Missouri River Mills, of Kansas 
City, Mo., opposed the relief sought. ; 

The Commission quoted finding No. 6, “so far as material 
here,” as follows: . 


We find that the present applicable proportional rates for the 
transportation of grain and grain products in interstate commerce from 
Memphis to destinations in southeastern territory are, and for the 
future will be, unreasonable and unduly prejudicial to the extent that 
they exceed a basis 11 cents lower than the rates contemporaneously 
applicable from St. Louis to the same destinations, such rates to be 
applied on ‘traffic from all origins, including origins in the South- 


That finding, the Commission said, was designed to correct 
the proportional rate situation to overcome a difference in the 
through combination proportional rate (46 cents) from Omaha 
to Atlanta which was 4 cents lower than the combination (50 
cents) on either Kansas City or Memphis, “by making the 
outbound proportional rate from Memphis to Atlanta, on traffic 
from Omaha, as much lower than the outbound proportional 
rate from St. Louis to Atlanta as the inbound proportional rate 
from Omaha to St. Louis was then lower than the inbound 
proportional rate from Omaha to Memphis.” 

The Commission said the prior report stated that “all of 
the rates prescribed or approved in that report were subject 
to the 5 per cent increase authorized on March 8, 1938.” The 
Oklahoma commission, it said, contended the rate from Mem- 
phis to Atlanta, as typical of the southeast, should not have 
exceeded 23 cents which, the Commission said, it arrived at by 
deducting 11 cents from the 33 cents in effect from St. Louis 
prior to Ex Parte 123, and increasing the resulting rate of 22 
cents by 5 per cent. Such a construction of finding No. 6 was 
too narrow, said the Commission, and would defeat the main 
purpose of the finding—to provide a fairly related as well as 
a reasonable and nonprejudicial basis of rates to the southeast 
through Memphis and St. Louis on traffic from all origins to all 
destinations in the southeast giving full regard to gateway 
equalizations. 
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The Commission said, with certain exceptions, as to which 
it said “we.make no determination at this time,” the rates 
published by the respondents from Memphis, 11.5 cents than 
the rates contemporaneously applicable from St. Louis to the 
same destinations, were in line with the basic equalization that 
it was the Commission’s purpose to effect. It concluded that 
“they are fully responsive to our findings and order.” 


Rates to Eastern Ports 


The respondents had not applied finding No. 6 to their 
water-competitive rates from the Ohio River crossings, St. 
Louis and Memphis to the south Atlantic ports of Jacksonville, 
Fla., Brunswick and Savannah, Ga., and Charleston, S. C., or 
the ports of Tampa and Miami, Fla., said the Commission, add- 
ing that the Kansas City opponents said they did not understand 
those rates were excepted from the basis prescribed. The Com- 
mission said rates from Memphis to the four northernmost ports 
were only 7 cents less, and those to Tampa and Miami were 
only 3 and 4 cents less, respectively, than the contemporaneous 
rates from St. Louis to the same destinations. 

As the ports were in southeastern territory, it said the 
Oklahoma commission asked it to construe finding No. 6 as 
requiring establishment of rates without the addition of the 
Ex Parte 123 increases to those ports from Memphis of 11 
cents less than the rate from St. Louis to the same ports on the 
date of the original report. Respondents, it continued, inter- 
preted the finding as dealing only with the normal adjustment 
to southeastern territory and not with the water-competitive 
rates to the mentioned ports. 

The respondents, said the Commission, pointed out that a 
basis to Tampa and Miami 11.5 cents less than from St. Louis, 
the basis to interior points in the southeast, would produce 
rates lower than could have been maintained under relief from 
the long-and-short-haul provision of section 4 authorized by divi- 


sion 2 in Grain and Grain Products to Florida, 197 I. C. C. 
441. It continued: 


The language of Finding No. 6 is clear and definite. As it now 
stands it relates to all destinations in southeastern territory. The 
keystone of that finding was the continuation of long-standing equaliza- 
tion of the St. Louis and Memphis gateways. There is little or nothing 
in our original report from which we may conclude that Finding No. 6 
is or is not applicable to situations which involve water-competitive 
rates from Memphis to these ports. Nor do the parties point to any 
basis in the record for such conclusions, In the circumstances we shall 
reopen these proceedings for further hearing solely upon the question 
of the iawfulness of the proportional rates from Memphis to the afore- 
said ports. We shall also reopen for further hearing the application 
for relief from the long-and-short-haul provision of section 4 considered 
in the proceeding cited in the next preceding paragraph, in so far as 
it relates to these proportional rates. 


Oklahoma and Kansas Rates 


_ _The Commission said findings Nos. 12 and 13 were prac- 
tically identical, in that they provided for reduced proportional 
rates from Oklahoma and southern and central Kansas to 
Memphis for beyond. The Oklahoma commission, it continued, 
asked that the Commission construe and interpret these findings 
“in respect to the rates from the Enid, Okla., group to Memphis, 
Tenn., when destined beyond in the south, including destinations 
such as the Ohio River cities, Kentucky, and Tennessee des- 
tinations and the Virginia cities.” In this connection, said the 
Commission, it also asked an interpretation of the portion of the 
report that provided for application of the Fifteen Per Cent 
Case increases to the effect that “the increase be applied to 
the rates specifically fixed as applicable from Oklahoma to 
we for beyond, in findings Nos. 12 and 13.” 


e Commission quoted finding No. 12 as subsequently 
modified, as follows: 


We find that the rate of 32 cents from the Enid group in Oklahoma, 
as hereinbefore described, to Memphis, in its application to shipments 
destined beyond in southeastern and Mississippi Valley territories, as 
also hereinbefore described, is and for the future will be, unreasonable 
and unduly prejudicial to the extent it exceeds, or will exceed, 29 
cents; and that the rates from other Oklahoma groups to Memphis, for 
similar application, are, and for the future will be, unreasonable and 
unduly prejudicial to the extent they exceed rates made in the present 
relation of those groups to the rate herein found reasonable from the 
Enid group. We further find that the rates from origins in Kansas on 
and south of the main line of the Union Pacific Railroad westerly from 
Kansas City through Topeka, Salina, and Oakley to the Colorado- 
Kansas State Line to Memphis, in their application to shipments des- 
tined beyond in the South, as hereinbefore described, are, and for the 
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future will be, unreasonable and unduly prejudicial to the extent they 
exceed, or will exceed, rates 3 cents lower than those now in effect. 


It continued by saying that finding No. 13 dealt with the 
factors of the rates from Oklahoma to Carolina territory appli- 
cable on traffic through Memphis, including the assailed rate of 
30 cents from the Enid group to Memphis. It was similar to 
finding No. 12 in its application from Oklahoma, the Commis- 
sion said. The maximum reasonable rates prescribed in finding 
No. 13 to Memphis, it added, were 29 cents from the Enid group 
and rates from the other groups which “bear the same relation 
to the prescribed 29-cent rate as they bear to the present rate.” 
That finding, it said, was limited to destinations in Carolina 
territory, whereas rates in finding No. 12 from Oklahoma were 
limited to destinations in southeastern and Mississippi Valley 
territories. Therefore, it continued, “these two findings plainly 
relate to rates in effect prior to the effective date of the in- 
creases authorized in Ex Parte 123 and together specifically 
prescribe proportional rates to Memphis from Oklahoma for 
destinations ‘in southeastern, Mississippi Valley and Carolina 
territories only.” 

The petitioner, the Commission said, had quoted from find- 
ing No. 12 the words “. . . is, and for the future will be, un- 
reasonable and unduly prejudicial to the extent it exceeds or 
will exceed 29 cents .. .” and that it “points out that the same 
finding as to the rate from the Enid group to Memphis on traffic 
destined to the Carolinas is contained in finding No. 13.” The 
Commission continued by saying that the language in each in- 
stance was clear and unequivocal and that the 5 per cent in- 
crease, authorized to be added to the 29-cent rate, observing 
the railroad-adopted rule for disposing of fractions, was one 
cent; and that the prescribed rate from the Enid group thus 
became and should have been published as 30 cents. 

The Commission said the western and southwestern re- 
spondents had offered no direct explanation for their failure to 
establish the 30-cent rate. After discussing their justification 
of the publication of a 31-cent rate from the Enid group, as 
— the existing spread of 2 cents, the Commission con- 
tinued: 


Viewed in the light of the context of the original report as they 
necessarily must be, Findings Nos. 12 and 13 each of which names the 
29-cent rate, relate to the rates in effect prior to the application of the 
increases authorized in the Fifteen Per Cent Case, supra. It is evident 
from the substance of the extensive treatment of the subject in our 
original report that the primary issue with respect to the rates from 
Oklahoma embraced in those findings was that raised under section 1. 
Respondents could have effected compliance with our order by estab- 
lishing rates in conformity with the terms of those findings. The rela- 
tion in the Enid and Wichita group rates thereby contemplated, observ- 
ing also our statement that the prescribed rates were subject to the 
authorized general increases, could have been established and main- 
tained within the limits of the prescribed maximum reasonable rates. 
Nothing in our report or order warrants an assumption that the find- 
ings as to maximum rates from Oklahoma might be disregarded in any 
particular in the process of compliance with that order. 


Reductions to Cincinnati, Etc. 


As to a contention of the Oklahoma Commission that there 
should have been reductions to Cincinnati and the Virginia 
cities, the Commission said, on traffic from Oklahoma, Cincin- 
nati was in Central Territory, and the Virginia cities in Trunk- 
Line Territory. The order of investigation in No. 17000, Part 
7-A, it continued, did not include through rates from Okla- 
homa to those points and said those rates were not included in 
the suspension proceeding. 

“The findings and order therefore do not require applica- 
tion of the reduced proportional rates from Oklahoma to Mem- 
phis on traffic to these points,” said the Commission. ‘“Okla- 
homa’s contention to the contrary is without merit and must 
be rejected.” 


Respondents to Revise Tariffs 


In ruling that it was mandatory that respondents revise 
their tariffs promptly responsive to its findings, the Commis- 
sion said: 


While Kansas City and the Kansas-Missouri River Mills ask that 
the Oklahoma petition be denied, they say that in the event we re- 
quire reductions in rates from Oklahoma, similar reductions should 
be required in rates from Kansas. They agree with petitioner 
that our order was based upon rates in effect prior to the addition of 
the Ex Parte 123 increases, and concede that such addition made the 
29-cent rate from the Enid group 30 cents. Nothing in this report con- 
templates reductions in the rates from Oklahoma other than those 
which are plainly required by our findings in the original report and 
that order, which is still in effect. Respondents herein are thereby 
required to ‘‘cease and desist’? on or before the effective date ‘‘and 
thereafter to abstain from publishing, demanding, or collecting’’ rates 
‘twhich exceed those found reasonable or otherwise lawful’’ in the 
original report. This report makes no change in our original findings 
or that order but is merely explanatory to and in clarification of those 
findings. It is therefore mandatory, to effect compliance with the terms 
of that order, that respondents revise their tariffs promptly responsive 
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to those findings, as herein explained and clarified, and the require- 
ments of that order. 

An order will be entered denying the petition to the extent that 
it requests interpretation of our findings inconsistent with the views 
expressed herein, and reopening the proceedings for the purpose here- 
tofore indicated. 


Commissioner Patterson Dissents 


The report noted that Commissioner Miller “would deny 
the petition in its entirety,” that Commissioner Barnard, being 
necessarily absent, did not participate in the disposition of the 
proceeding and that Commissioner Mitchell did not participate 
in the disposition of the proceedings. 

Dissenting in part, Commissioner Patterson said he agreed 
with the majority except insofar as they related to the inter- 
pretation to be placed on the findings respecting the prescrip- 
tion of the rate from Enid to Memphis. Continuing, he said: 


In the original report a reasonable and non-prejudicial rate of 29 
cents was prescribed on grain from the Enid group to Memphis, when 
destined beyond in Mississippi Valley, southeastern, and Carolina terri- 
tories. Reasonable and non-prejudicial rates to Memphis for beyond 
to the South and certain origins in Kansas, 3 cents lower than those 
then in effect, were also prescribed. This was done to carry out the 
conclusion that it would be unreasonable and unduly prejudicial to 
Kansas and unduly preferential of Oklahoma to maintain rates from 
Oklahoma to Memphis lower than from Kansas by more than the spread 
of 2 cents then existing in favor of Oklahoma. This resulted in rates 
of 29 cents from Oklahoma and 31 cents from Kansas. Under the Ex 
Parte 123 increases those rates became 30 cents and 33 cents, respec- 
tively. Thus the spread was 3 cents in favor of Enid instead of the 
2 cents found reasonable and non-prejudicial, but the carriers main- 
tained the prescribed relationship by deducting 2 cents from the 33-cent 
rate from Wichita, thus making the rate from Enid 31 cents instead of 
30 cents. Since it is my opinion that the carriers could meet the situa- 
tion either in the manner in which they did or by adding 2 cents to 
the Enid rate of 30 cents, which would have made the Wichita rate 
32 cents and thus preserved the prescribed relationship, they are not 
in violation of our findings and order. 


Key-Point Restriction Substituted 
in C. & N. W. Truck-for-Rail Case 


Substituting a so-called key-point restriction for a condi- 
tion previously ordered requiring a prior or subsequent move- 
ment by rail, the Commission, division 5, by a report and order 
in MC 42614, Sub. 13, Chicago & North Western Railway Co. 
Extension—lIllinois, Michigan, and Wisconsin, has granted the 
North Western common-carrier authority to transport general 
commodities between specified points. 

The division said the joint board recommended that the 
C. & N. W. be granted a certificate to transport general com- 
modities between specified Illinois points and over specified 
routes, subject to four conditions, No. 3 of which was that 
“Shipments transported by applicant by motor vehicle shall be 
limited to those which move under a through bill of lading 
covering, in addition to movement by motor vehicle, an im- 
mediately prior or an immediately subsequent movement by 
rail.” It said the board also recommended denial of the applica- 
tion in all other respects, including authority to operate between 
specified Michigan and Wisconsin points. 

“Application excepts only to the recommended denial of 
the requested authority to operate between points in Michigan 
and Wisconsin over the routes described in appendix B with- 
out the observance of condition No. 3,” said the division. ‘We 
have reviewed the record and find that those recommendations 
of the joint board to which no exceptions were taken are sup- 
ported by the evidence. They will be accepted as our find- 
MIR. 5.5 

The division granted a certificate to transport general com- 
modities (1) between specified Illinois points and over specified 
routes, subject to the aforementioned four conditions includ- 
ing the quoted condition No. 3, and amended a certificate previ- 
ously granted in MC 426146 transport such commodities. (2) 
between Sheboygan and Clintonville, Wis., between Manitowoc 
and Denmark, Wis., and between Fond du Lac, Wis., and 
Escanaba, Mich., over the routes described in the certificate, 
serving the intermediate and off-route points authorized in that 
proceeding, subject to the conditions there indicated with con- 
dition No. 3 modified to read as follows: 


No shipments shall be transported by applicant between any of 
the following points, or through or to, or from more than one of said 
points: Escanaba, Mich., and Green Bay, Fond du Lac, and Sheboy- 
gan, Wis. 


The division said that contrary to the usual situation the 
substitution by the C. & N. W. of truck for rail service between 
the considered Michigan and Wisconsin points was not dictated 
by a lack of traffic or deficiencies to present less-than-carload 
service but rather by an increasingly heavy volume of through 
rail traffic over its main lines to and from Green Bay,,. Wis. 
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“In order to accommodate and accelerate the movement of 
this through rail traffic applicant found it desirable to eliminate 
certain slower way-freight or peddler trains and to substitute 
truck service for the handling of less-than-carload freight to 
and from various small stations,’ said the division. “Through 
cars are set out at certain break-bulk points from whence de- 
livery is made by truck to adjacent smaller rail stations. Out- 
pound shipments from small rail stations are transported by 
truck to break-bulk or key points and then loaded in through 
cars for movement beyond by rail. All traffic transported by 
truck is tendered to applicant as a rail carrier and moves on 
rail bills of lading.” 3 

It was apparent, said the division, that many shipments by 
truck between points in Michigan and Wisconsin would be 
immediately preceded or followed by a movement by rail. In 
some instances, however, it continued, the railroad transported 
freight by truck between certain rail stations in those states 
where the requirement of a prior or subsequent movement by 
rail would tend to defeat the benefits otherwise obtainable from 
substituted service. 

The substitution of truck for rail service to, from, or be- 
tween small stations on the C. & N. W.’s rail lines in the in- 
volved territory, said the division, had enabled the railroad to 
operate more efficiently and more economically and to render 


better and more efficient rail service to the general public. Con- 
tinuing, it said: 


If condition No. 3, is continued, this freight will not, at least to 
any appreciable extent, be diverted to other carriers, but will be 
handled in the manner previously stated or perhaps applicant may 
have to resume some sort of way-freight rail service to serve its smaller 
stations. In either event, the public will be deprived of the advan- 


tages of a more efficient rail service without any material benefit to 
competing carriers, 


In the circumstances, it is readily apparent that condition No. 3 
requiring a prior or subsequent movement by rail should be eliminated. 
However, some condition should be imposed to insure the performance 
of a motor service by applicant that will be auxiliary to or supple- 
mental of its rail service and to preclude it from invading the motor- 
carrier field to the possible detriment of existing carriers. In similar 
circumstances we have found a so-called ‘‘key-point’’ condition ap- 
propriate and it appears to be so here. 


G. M. & O. Trackage to Connect with 
Alton at East St. Louis Approved 


Acquisition by the Gulf, Mobile & Ohio Railroad Co. of 
trackage rights over part of the line of the East St. Louis Con- 
necting Railway Co. (Terminal Railroad Association of St. 
Louis, lessee), in East St. Louis, Ill., has been approved by 
the Commission, division 4, with conditions for employe pro- 
tection, by a report in Finance No. 14931 (second supplemental 
application), Gulf, Mobile & Ohio Railroad Co. Purchase Se 
curities, etc. 

The division said the purpose of the trackage operation was 
to provide a connecting link between the present G. M. & O. 
properties and the Alton Railroad Co. properties for use if and 
when those properties were unified pursuant to the Alton 
reorganization plan approved by the Commission in Alton R. 
Co. Reorganization, 261 I. C. C. 343, and the authorization 


granted in the original report in the instant proceeding, 261 
BIC. € 405. 


The conditions prescribed were: 


(1) That- during the period of four years from the effective date 
of our order herein such transaction will not result in employes of the 
carrier or carriers by railroad affected by such order being in a worse 
position with respect, to their employment, except that the protection 
afforded to any employe pursuant to this section shall not be required 
to continue for a longer period, following the effective date of such 
order, than the period during which such employe was in the employ 
of such carrier or carriers prior to the effective date of such order. 

(2) That the applicant shall assume with the Terminal Association, 
Share and share alike, the expense which may be incurred by the 
latter in complying with the conditions prescribed pursuant to section 
5 (2) (f) as indicated in (1) above. 


The division said the G. M. & O., on August 5, 1946, filed 
its second supplemental application for authority to acquire 
trackage rights under a supplemental contract over a part of 
line extending about 0.8 mile in East St. Louis leased from the 
East St. Louis Connecting Railway Co. by the Terminal Rail- 
road Association of St. Louis. 

In its supplemental report decided December 11, 1945, said 
the division, it approved acquisition by the G. M. & O. of track- 
age rights over the line of railroad involved on the terms and 
conditions of the agreement between the parties. Later, it said, 
the G. M. & O. decided that the rights obtained by it under 
the agreement would not adequately satisfy its requirements; 
that it would not be to its best interest to exercise the authority 
granted; and that its requirements would be served best by 
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constructing its own connecting line. The G. M. & O. filed an 
application in Finance No. 15255, said the division, for author- 
ity to construct a line along Front Street, in East St. Louis, 
immediately east of and parallel to the Terminal Association 
line over which it had obtained trackage rights, and over which 
it requested authority to acquire trackage rights in the instant 
proceeding under a different agreement. 


Not to Construct Own Line 


The application to construct, said the division, was assigned 
for hearing but prior to the date fixed the hearing was post- 
poned at the G. M. & O.’s request. It added: 


On July 15, 1946, a supplemental agreement was entered into be- 
tween the applicant and the Terminal Association in which the former 
was granted additional rights with respect to the use of the track 
in question. Subsequently the applicant withdrew its application to 
construct the new line and filed the application herein for use of the 
Front Street trackages under the terms of the supplemental agreement. 
The authority first granted by us for use thereof was never exercised, 
and it is not contemplated that the authority requested herein will be 


exercised until the unified operation of the Gulf-Mobile & Ohio-Alton 
properties is begun. 


The supplemental agreement, said the division, modified 
the original agreement dated September 26, 1945, in three im- 
portant particulars: 


(a) Originally the applicant was to pay 50 cents for each loaded 
car handled over the track, but now it proposes to pay, in addition 
thereto, 10 cents for each empty car moving over it; (b) the applicant 
was restricted originally in the use of the track to traffic moving be- 
tween its line and the line of the Alton, excluding traffic interchanged 
with connecting carriers, whereas now the rights of the applicant are 
enlarged to permit it to handle cars moving between its line on the 
one hand, and the line of the Alton and direct connections thereof in 
the East St. Louis area on the other, and between the line of the Alton 
on the one hand and the line of the applicant and direct connections 
thereof in the East St. Louis area on the other; and (c) the applicant 
had agreed to assume responsibility for and indemnify the Terminal 
Association against all obligations and liabilities which may result from 
differences with employees arising out of the trackage agreement or 
the operation thereunder, but the agreement now provides that each 
party thereto shall assume sole responsibility to its own employees for 
the compliance with any conditions which may be prescribed by us 
under section 5 (2) (f) of the interstate commerce act. 


The G. M. & O’s use of the track under the supplemental 
agreement would be much more extensive than was possible 
under the original proposal, said the division, adding that the 
G. M. & O. estimated that its movement of traffic over the track 
involved under normal conditions would amount to approxi- 
mately 62,000 carloads annually. It said the railroad expected 
to make a net saving of approximately $97,000 annually under 
the instant transaction. 

The division said the G. M. & O. had no objection to the 
Commission’s imposing conditions for the protection of em- 
ployes substantially in the language of the statute such as were 
prescribed in Chicago & N. W. Ry. Co. Merger, 261 I. C. C. 
672. Under its contract with the Terminal Association, how- 
ever, said the division, the G. M. & O. assumed a responsibility 
for the compliance with any such conditions only to the extent 
that its own employes were affected. Such employes, said 
the division, actually would be benefited by the transaction. 


Terminal Association’s Views 


It said the Terminal Association acquiesced in the view 
that none of its employes would be adversely affected but 
asserted that actual operation might prove this view erroneous. 
Accordingly, continued the division, the association objected to 
the imposition of any conditions with respect to employe pro- 
tection at this time. It said the Terminal Association also 
referred to the fact that it was required to make its facilities 
available as nearly as might be possible to all of its tenant 
and proprietary companies on a plane of equality. The associa- 
tion requested, it said, that if the Commission decided to follow 
its decision in Chicago & N. W. Ry. Co. Merger and impose 
conditions substantially in the language of the statute, it should 
clearly state that its order was not to be construed to prevent 
the association from litigating the question of loss of employ- 
ment rights, and damages on the merits, when, as, and if that 
question properly arose. 

Citing section 5(2) of the act, the division said it saw no 
reason for departing from its recent practice of prescribing 
conditions for employe protection substantially in the language 
of the statute. It said it had not been shown definitely that no 
employes would be affected and that it could not ignore the 
implications to the contrary. 


“Enviable Bargaining Position” 

The G, M. & O., said the division, had been in an “enviable 
bargaining position” in its negotiations with the Terminal As- 
sociation, largely because of the conclusions reached and the 
authorizations granted in the Commission’s original report and 











also because of its ‘threat to construct its own line along Front 
Street.” That construction could be undertaken only with 
Commission approval, said the division, adding: 


In our original report we deferred action with respect to the track- 
age rights here involved until the applicant was in a position to submit 
the terms and conditions with respect thereto. Later we approved its 
application under a contract providing for a limited use of the track 
and providing also that the anplicant would assume full responsibility 
for the protection of the employes of the Terminal Association. Under 
its amended contract it would completely escape that responsibility. 


Observing that a substantial net saving would be effected 
by the G. M. & O. in connection with the transaction and that 
it would be in a position to provide a more efficient operation 
in connection with its through traffic, the division added: 


The Terminal Association will lose the revenue which it now re- 
ceives for performing the switching service although it will benefit by 
the transaction because it will receive compensation for the use of its 
track which it would not receive should the applicant be permitted to 
construct its own facility. Inasmuch as the applicant is the only party 
making a net gain from the transaction we think that its responsibility 
for the protection of employees should not be limited to its own em- 
ployees who will suffer no adverse affect. However, the Terminal 
Association should not be relieved of all financial responsibility in the 
premises because it has control of its own employes and is in a position 
to mitigate the effect of the transaction upon them. Under such cir- 
cumstances, and in view of the fact that the transactidn herein is an 
integral part of the proposed plan for unification of the properties of 
the applicant and the Alton, we believe that we may require properly 
as a condition of our approval, that the applicant shall assume with the 
Terminal Association, share and share alike, the expense which may 


be incurred by the latter in complying with the conditions prescribed 
herein pursuant to section 5 (2) (f). 


Motor Bus Control Approved: 
Price Questioned in Dissent 


Commissioner Mahaffie, voicing his dissént in a motor bus 
purchase case involving an outlay of $375,000, said it was diffi- 
cult, in the long run, to believe that competition, or in its de- 
fault, regulatory authorities, would permit fares and charges 
pe aga to produce a return on inflated values of operating 
rights. 

He was dissenting from the approval of division 4 of the 
Commission, in a report and order in MC F-3168, Moss Pat- 
terson et al.—Control; Mid-Continent Coaches, Inc.—Control— 
Southwestern Motor Carriers Corporation, through purchase 
of capital stock, of acquisition of control of Southwestern Mo- 
tor Carriers Corporation, doing business as Southwestern Trail- 
ways, of Oklahoma City, Okla., by Mid-Continent and by Moss 
Patterson, Nell C. Patterson, Kenneth T. Wilson, and Mary 
Nell Wilson, of Enid, Okla. 

According to the majority report, Mid-Continent would 
pay $375,000 for the Southwestern stock, $100,000 payable on 
approval and the remainder, evidenced by interest-bearing 
notes, in four annual installments. The majority said the in- 
crease in Mid-Continent’s fixed charges resulting from the 
transaction would not be contrary tothe public interest. Con- 
summation of the transaction. it said, would result in Mid- 
Continent, Southwestern, and Rainbow Coaches and Southwest 
Coaches, Inc., being under control of the Patterson family. It 
said prompt consideration should be given, subject to Commis- 
sion approval, of unification of the four operations, or at least 
those of Mid-Continent and Southwestern. 

: Commissioner Mahaffie said, in his judgment, the applica- 

tion should be denied. The terms found reasonable included a 
price of $375,000, of which $275,000 was in interest bearing 
securities to be issued by the purchaser, he said, adding that 
“the stock being acquired, if intangibles are excluded, has 
practically no book value.” Observing that the incentive was 
acquisition of operating rights, he said the transaction called 
for the investment by the purchase of practically its entire net 
assets in the stock. He continued: 


Bus operations in recent times have been very profitable. Earnings 
from war traffic or otherwise have reached levels, which certainly in 
a regulated industry, cannot reasonably be expected to continue indefi- 
nitely. A result of this phenomenal current prosperity is the high 
price present being paid for operating rights. Such a price is likely 
to be very largely based on current results and early prospects. In the 
long run, however, it is difficult to believe that competition or, in its 
default, regulatory authorities will permit fares and charges calculated 
to produce a return on inflated values of operating rights. It should 
be kept in mind that section 216 (h) provides that in any proceeding 
to determine the justness or reasonableness of any rate, fare, or charge 
of a motor carrier, ‘‘there shall not be taken into consideration or 
allowed as evidence or elements of value of the property of such carrier, 


either good will, earning power, or the certificate under which such 
carrier is operating.’’ 


Commissioner Mahaffie said he was unable, on the record, 
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to join in the findings that the terms were just and reasonable 
and that the increase in fixed charges would not be contrary to 
the public interest. He said it might be added that a merger 
of the properties involved appeared desirable, adding that “if 
such a merger is to be brought about, however, it should be 
on terms which do not so greatly deplete the present resources 
nor so heavily mortgage the future of the enterprise as does 
this transaction.” 


I. C. C. Rules in Bruce Motor Freight 
Duplicate Authority Case 


In a report and order on reconsideration in MC F-2533, 
E. W. Harlan et al.—Control; Bruce Motor Freight, Inc.—Pur- 
chase—G. E. and E. I. Bruce, and an embraced case, the Com- 
mission, division 4, has given the parties 90 days from date of 
service of the report in which to terminate control of Bruce 
Motor Freight, Inc The division ruled that if such control was 
terminated a condition imposed in the prior reports intended to 
eliminate duplicating authority of Bruce and a contract carrier, 
Meadows Transfer, Inc., would become inapplicable. 


Authority. was granted in the first report and order, decided 
February 17, 1945, for acquisition by Charles Iles, Harold Mc- 
Kinney and E. W. Harlan of control of Bruce Motor Freight, 
Inc., through ownership of capital stock; for purchase by 
Bruce Motor Freight of the operating rights of G. E. and E. I. 
Bruce, doing business as Bruce Transfer and Storage Co.; and 
for acquisition by Iles, McKinney and Harlan of control of the 
operating rights on two conditions. The title report embraced 
MC F-2534, Charles Iles and Harold McKinney—Control— 
ae Motor Freight, Inc. All parties are located in Des Moines, 

a. 


The divisions traced in detail the transactions between Iles, 
McKinney and Harlan and said the applicants, in their petition 
for reconsideration and approval without the aforementioned 
conditions, contended that Harlan was the sole stockholder of 
Bruce Motor Freight and had no interest in Meadows or any 
other motor carrier. ‘That argument ignored the facts that 
Harlan was affiliated with Tles and McKinney as outlined in 
the report, the latter two controlling Meadows; that control and 
management of Motor Freight and Meadows in a common in- 
terest had already been effectuated without Commission ap- 
proval; and that the authority was conditionally granted in the 
prior report for all three and not merely Harlan, to acquire 
control of the operations of Bruce Transfer & Storage, said the 
division, and continued: 


It appears that the parties have been under a misapprehension as 
to the applicability of the condition, particularly with respect to the 
purchase by Motor Freight of the operating rights of Storage. To 
avoid any unnecessary drastic curtailment in the service now rendered 
to the public and undue hardship to the parties, and to afford the 
parties an opportunity to end the present control, which has not been 
authorized in the manner in which it is now held, our findings will 
modify the above-quoted condition in such manner as to make it 
inapplicable if, within 90 days from the date of service hereof, the 
existing control of Motor Freight is terminated. Unless within said 
time the transaction approved by the report and order of February 17, 
1945, is completed through formal transfer of the stock in Motor Freight 
to Iles and McKinney, thus making the condition cancelling the rights 
concurrently operative, or satisfactory evidence is submitted to us that 
the existing control of Motor Freight has been terminated, considera- 


tion will be given to the institution of appropriate proceedings under 
the act. 


Reqular- and Irreqular-Route Motor 
Differences Established Generally 


Division 5 of the Commission says each case must be 
considered on its merits, but sets forth eight character- 
istics of regular-route operations that, taken together, 
it says must result in classifying an operator in tbat 
group. Admits difficulty of drawing clear line of de- 
marcation. Brady case used as opportunity to invite 
discussion of carrier classification 


By a report and order in MC C-246, Transportation Activi- 
ties of Brady Transfer & Storage Co., the Commission, division 
5, has found the respondent to be conducting unauthorized 
regular-route overations as a common carrier between St. Paul 
and Minneapolis, Minn., and Fort Dodge and Svencer, Ia. The 
respondent was ordered, on or before April 9, to cease and 
desist the overations found unlawful. At the same time. the 
division indicated that alterations in the method of operations 
might bring them within its present authority, suggesting that 
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the respondent might take lesser action than that outlined in 
the report, at its peril. 

‘ The instant proceeding was made the occasion, in 1944, of 
the issuance of a tentative report in which the respondent was 
found to be conducting unauthorized regular-route operations, 
coupled with an invitation to interested parties to voice their 
Opan.ons in exceptions or briefs to the tentative conciusions in 
the report as to what constituted a reguiar-route operation as 
distinguished from an irregular-route operation (see ‘l'raftic 
World, Dec. 30, p. 1676). 

‘Lhe report now issued, the division said, followed careful 
consideration of the points of view expressed by those who 
took advantage of the invitation to submit their views. 

‘Lhe investigation was entered into by order of February 
4, 1941, the report said. 1t concerned (1) reputed unauthorized 
transportation of property, in interstate or toreign commerce, 
by the respondent, of fort Dodge, la., as a common carrier by 
motor vehicle of property, over regular routes, between the 
fixed termini of St. kaul-Minneapols, Minn., and Fort Dodge 
and Spencer, la., and (2) the reputed providing and furnishing 
by the same respondent of an unauthorized regular-route 
scheduled interstate motor carrier transportation service be- 
tween St. Paul and Minneapolis, on the one hand, and various 
points in Iowa, Minnesota, and Nebraska, on the other. 

‘the report said Brady’s “grandfather” application had been 
the subject of extended consideration, 23 M. C. C. 767, 34 
M. C. ©. 731, and 43 M. C. C. 831, but that it had never been 
found entitled to authority to serve any points in Minnesota 
except over irregular routes. 

‘she responuent, according to the report, contended that 
the specific issue raised was moot and the proceeding should 
be closed without entry of any final order, because it had filed 
an application seeking authority to operate over a regular 
route between the ‘l'win Cities and a point on its certiticate 
routes in lowa; that a joint board had found public convenience 
and necessity to require the proposed operation; and that, if 
granted the authority, it would then have the right to conduct 
the operations condemned by division 5. The division said ex- 
ceptions had been filed by certain protestants to the recom- 
mendations of the joint board and that no final determination 
had been made. Therefore, it said, the specific issue in the 
proceeding was not moot. 


Regular-Route Characteristics 


The facts of the operation, the division said, admitted only 
of the conclusion that the respondent, since June, 1940, had 
been engaged in a regular-route operation between the Twin 
Cities and Spencer and Fort Dodge. It continued: 


It operatés according to a predetermined plan, the inauguration 
of which represented a material change in prior practices, a ‘‘turning 
on of the heat.’’ Daily service is held out by full-time solicitors and in 
printed advertisements, and is, in fact, supplied without noteworthy 
exception. A terminal is maintained at the Twin Cities where numerous 
and miscellaneous small lot shipments of general merchandise are 
assembled, sorted, and loaded into line-haul equipment. The traffic 
transported is predominantly miscellaneous less-than-truckload mer- 
chandise which originates with many shippers. The equipment arrives 
at and departs from the specified points at hours which do not vary 
greatly. Respondent habitually and customarily follows certain routes, 
departing therefrom only on occasions. In no single material aspect 
does its operation between the aforementioned points differ from that 
of hundreds of regular-route carriers of property. Respondent’s occa- 
sional departure from its customary routes is not enough to negative 
a finding of a regular-route operation. Admittedly more than 70 per 
cent of respondent’s less-than-truckload traffic, originated in the Twin 


a moves over direct and customary routes to Fort Dodge and 
pencer. 


The condition that brought on the changes, according to 
the report, was that, when its “grandfather” right to serve the 
Twin Cities was fixed, its traffic from and to that area was 
predominantly eastbound, and that westbound traffic was so 
light it did not warrant sending a truck “through with it,” but 
that it was regularly given to other carriers at Chicago or 
some point in Iowa for ultimate delivery. However, it said, 
the westbound traffic increased to a point where it out-balanced 
eastbound traffic, creating an empty-equipment problem, to 
meet which the respondent “turned on the heat” in the manner 
aforementioned. 


Possible Changes 


As to what the respondent might do to make its operations 
conform to its present authority, the division said: 


Borrowing respondent’s own phrase, compliance therewith may be 
achieved by its now ‘‘turning off the heat’’ and restoring the status 
quo; or, more specifically, by its discontinuing its holding out of daily 
service and next-morning deliveries of less-than-truckload freight in 
connection with its operations between the Twin Cities and Fort Dodge 
and Spencer; by its discontinuing its solicitation of, and advertising for, 
Miscellaneous less-than-truckload traffic in the Twin Cities on the basis 
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of such holding out; by its closing its terminal in St. Paul and dis- 
continuing its daily pick-up and delivery of less-than-truckload ship- 
ments in the Twin Cities; by its discontinuing the daily operation of 
its line-haul trucks over the direct routes between the Twin Cities, 
Fort Dodge, and Spencer in the transportation of less-than-truckload 
shipments of misceijianeous freight, and by its giving notice to ship- 
pers individuaiiy and to the public generally of such changes in a 
manner comparable to the notices given when the uniawful operations 
were begun. 

Admuvedly, however, the dichotomy of motor carriers contem- 
plated by seciion 208 (c) of the act and recognized in our practice of 
granting both regwar and irreguiar-route operating authoriues is not 
a rigid or inilexibie thing. It dues not admit of the drawing a definite 
line of demarcation. lt respondent teels that the terms ot compliance 
outlined above are too onerous; and if it feeis that it can make cnanges 
in its present operations which will bring them within its present 
authority and at the same time retain, or continue, any of the prac- 
tices wnich originated with, and marked the unlawful conversion of 
its original irreguiar-rouie service into a reguiar-route service, it is 
free, at ils perii, 10 take such lesser action than that outlined above 
as it 1eels it can justily. Kespondent is a long-time operator who is 
familiar with, and experiencea in, the practices of the industry. We 
think it is capabie, without a biueprint from us, of bringing its con- 
Slaered Operauons within its authority. 


Regular and Irregular-Route Issue 
A large portion of the instant report is given over to a 


‘discussion of tne criteria set up in the tentauve report as to 


the qustunguisning marks between a reguiar-rOulte and an 
irreguiar-1ruoule Operauion. ‘I'he division sa.d the extremes of 
those types OL Services were easily recognized, but that, in the 
deveiopuient of What was originaily an iuregular-route opera- 
tion it was not aiways easy lo mark the line of demarcauon 
at which it became a regular-route operat.on. lt set torth in 
the report eignt characterisucs of reguiar-route operation, ob- 
serving that, except tor the observance of a tixeu period.ci.y 
of service, none or them was the exciusive mark ot a reguwar 
route operation. ‘lhose characteristics were said to be: rre- 
determined plan; character of tratiic; solic.tat.on; term.nais 
and call stations; fixed routes; periodicity of serv.ce; fixed ter- 
muni; schedwes or their equivalent. 

Among the particular arguments raised by those who sub- 
mitted ther views, and discussed in the report, was the con- 
tention that the Commussion had no authori.y to classify moior 
carriers. However, the division said section 20s(a) (14), 
204(b), 206‘a) and 209 “all recognize the existence of irregular- 
route carriers, both of property and of passengers, as a ciass 
distinct from those who operate over regular routes.” In so 
doing, it said, the interstate commerce act followed the pattern 
ot many state statutes in effect when the motor carrier act of 
1935 was adopted. lt added that, however, “no where ... in 
the interstate commerce act are regular or irregular-route car- 
riers detined or the peculiar or identifying characteristics of 
either class set forth.” 

After discussing, and quoting from, three cases relied on 
in support of the tneory that the act did not contemplate the 
two classes of common carriers of property, the division said 
the clear intent of the act that motor common carriers of pas- 
sengers were to be grouped as regular- or irregular-route car- 
riers was confirmed by the cases. It added that neither the 
circumstance that they happened to involve passenger carriers, 
nor anything said by the court in any of the cases warranted 
or suggested the conclusion that carriers of property were not 
also to be classitied as regular or irregular-route carriers. 
Some of the language of the quoted cases, it said, strongly 
suggested “just the opposite conclusion.” 


Two Types of Carriers 


It then cited U. S. vs. Caroline Carriers Corp. 315 U. S. 
475, and Falwell vs. United States, decided December 21, 1946, 
by the federal court for the western Virginia district (see 
Traffic World, Jan. 4, p. 31), as “significant.” The division 
quoted from the court opinions in the two cases and continued: 


In view of the foregoing, we conclude (1) that the act does con- 
template two distinct types of property carriers or of property-carrier 
services, namely, those over regular and irregular routes, and (2) 
that, not only do we have the power so to classify property carriers 
or the operations performed by them, but that it is our duty under the 
act to do so and to reflect the result in the form of authority issued. 
Being heretofore cognizant of this duty, we have, in the administration 
of Part II of the act, consistently recognized these two types of car- 
riers or carrier services. For example, early in the administration of 
the Motor Carrier Act, 1935, now part II of the Interstate Commerce 
Act, the Commission, division 5, approved and adopted a classification 
of property carriers. Classification of Motor Carriers of Property, 2 
M. C. C. 703. Carriers of property (other than local cartage carriers) 
were divided into four classes according to the character of their serv- 
ices, as follows: (a) those supplying regular-route scheduled service, (b) 
those supplying regular-route non-scheduled service, (c) those supply- 
ing irregular-route radial service, and (d) those supplying irregular- 
route non-radial service. In the case cited, at page 709, each of these 
types of service was described in general terms, but no attempt was 
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made to trace definitely the line of demarcation between regular and 
irregular-route services. 

In the disposition to date of ‘‘grandfather’’ and other motor carrier 
applications, regular or irregular-route rights have been granted accord- 
ing to the facts of each particular case. In the case of irregular-route 
carriers of property, their operating authorities have been drawn in a 
manner to distinguish between radial and non-radial operations, In 
contrast, the operating authorities of regular-route carriers of property 
have not been phrased in a manner to distinguish between scheduled 
and non-scheduled regular-route services and any carrier of property 
authorized to operate over any described regular route lawfully may 
establish thereover either a scheduled or non-scheduld service. 


The division also observed that, almost simultaneously with 
the issuance of the report in the classification case, the Bureau 
of Motor Carriers issued, in August 1937, administrative ruling 
64 emphasizing that: 


Service within a designated territory over irregular routes is dif- 
ferent and distinct from service between fixed termini over a regular 
route. No motor carrier may so change the scope of its operations 
without prior authority from this Commission. ‘ 


Carriers Warned 


Repeatedly, said the division, carriers had been warned 
they could not, without appropriate authority, convert author- 
ized irregular-route operation or service, in whole or in part, 
into a regular-route operation or service. A number of irregu- 
lar-route carriers, it said, including the respondent, recognizing 
their lack of a right to convert to regular routes, had filed 
applications under section 207 of the act for authority to oper- 
ate over a regular route or routes between points covered by 
their irregular-route authorities. If public convenience and 
authority was found to require it, the division said, the regular- 
route authority was granted, citing Booze Truck Lines Ext.— 
Roanoke, Va.—Ronceverte, W. Va., 9 M. C. C. 162; Brady 
Transfer & Storage Co. Com. Car. Application, 34 M. C. C. 731,- 
Le ae 8 — _— Extension of Operations—Regular Route, 43 


“The argument that we have no authority to classify mo- 
tor carriers of property or their service as over regular or irreg- 
ular routes is completely without foundation,” said the d:vision. 

The division said the argument raised that “a grant of 
irregular-route authority allows a carrier to perform any serv- 
ice in any manner it desires over any route it chooses within 
the territorial and commodity limits of its certificate” and the 
corollary of the argument that authority to operate over reg- 
ular routes was a “restricted” or “limited” grant, something 
less than irregular-route authority was startlingly contrary to 
the whole past concept of regular- and irregular-route service 
and in complete conflict with the principles on which thousands 
of “grandfather” applications and others had been decided. In 
a development of the thought, the division said: 


In a sense, regular-route operations are restricted territorially and 
limited to the use of specified highways. Over those highways, how- 
ever, they are permitted, and are expected to render a type of service 
not permitted to irregular-route carriers. In contrast, irregular-route 
carriers are not restricted territcrially, except, generally, to certain 
boundaries. Within these boundaries of their authority, they may 
reach over any convenient route or routes any authorized point. But 
though freer territorially than regular-route carriers, they are restricted 
in other respects, namely, in the character of the service which they 
may render. It is imperative that they be so limited if, consistently 
with the national transportation policy, regular-route operators between 
points between which ample regular-route service is already being fur- 
nished are to be protected from destructive competition. As seen these 
carriers can not move to other territory and without the protection 
from uncontrolled competition, which the act contemplates, their serv- 
ices might be adversely affected, possibly even to the point of destroy- 
ing them to the public detriment. Possession by irregular-route car- 
riers of any such right indiscriminately and at will to invade the fields 
of service of regular-route carriers would largely nullify section 207 
of the act and our ability to carry out our duties of regulation in the 
public interest would be seriously impaired. 


Obligation of Carriers 


_ As to the tendency of irregular-route operations to fall 
into a regular-route pattern, the division said it was the obliga- 
tion of every irregular-route carrier either to check the tendency 
and preserve its status, or to obtain appropriate authority for 
the conversion. The latter requirement, it said, was not an 
undue impediment to progress, initiative, or the public interest. 

_. The division then discussed arguments raised as to the 
criteria it had set forth in the tentative report by which regular- 
route carriers might be identified. It said it had repeatedly em- 
phasized in the report, and did so again at this point, that 
“none of the indicia, except possibly the observance of definite 
published schedules, is standing alone necessarily conclusive.” 
On the other hand, it continued, an operation marked or char- 
acterized by any substantial number of them, in combination, 


articularly some of them, permitted of only one classification. ’ 


t continued: 
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We are, however, reluctantly compelled to the conclusion that it 
is impossible in this case, or in any other, to lay down a general 
rule by which the regular or irregular-route character of all operations 
can be determined. Too much depends upon the peculiar character- 
istics of each considered operation and upon the surrounding circum- 
stances. We are convinced that each must be judged on its own par- 
ticuiar facts. In our review of the various tests, we have hypothesized 
operations characterized by practices which, though ordinarily very 
significant, were completely outweighed by other unusual circumstances. 
When this can be done no general rule can be framed to fit all cases. 


Contract Condition Held to 
Eliminate Discrimination 

The Commission, division 5, in approving the holding of a 
permit in MC 106553, Auto Transports, Inc., Contract Carrier 
Application, and the holding of a certificate by another motor 
carrier, stock of which was held by the controlling stockholders 
of Auto Transports, based its approval on the conditions under 
which the contract carrier service would be performed. 

The division observed that the applicant, under contract 
with General Motors, would not be permitted to give transpor- 
tation service for any other concern. This, and the fact that 
General Motor’s policy was not to engage motor common Car- 
riers, left no apparent opportunity for discriminatory practices 
between shippers or unfair competitive practices between car- 
riers. It also observed that there would be no competition be- 
tween the two carriers on initial movements and that the vol- 
ume of secondary movements, where there would be competi- 
tion, was expected to be very small. 

Authority was granted the applicant to operate as a con- 
tract carrier over irregular routes, transporting new motor 
vehicles, vehicle cabs and bodies and automobile show equip- 
ment and paraphernalia, by drive-away and truck-away meth- 
ods (1) in initial movements from points in Wyandotte county, 
Kan., to points in Arkansas, Colorado, Illinois, Iowa, Louisiana, 
Minnesota, Missouri, Montana, Nebraska, New Mexico, Okla- 
homa, South Dakota, Texas, Utah, and Wyoming, and (2) in 


secondary movements between points in all of the aforemen- — 


tioned states and Kansas. 

Commissioner Rodgers concurred, but said he did not be- 
lieve the applicant’s president and members of his family had 
retained power to exercise contro] over the motor common 
carrier, United Transports, Inc. Commissioner Patterson, dis- 
sented in part, agreed with the grant of rights, but said it had 
not been shown that dual operations were consistent with the 
public interest. 


RATES ON STEEL JUNCTION-OUTLET BOXES 


No. 29373, Steel City Electric Co., Pittsburgh, Pa. vs. C. & 
N. W. et al. By the Commission, Commissioner Patterson Dis- 
missed. Rates on steel conduit junction boxes and steel outlet 
boxes, in straight and mixed carloads, from Pittsburgh, Pa., 
to Vancouver and Seattle, Wash., and San Francisco and Los 
Angeles, Calif., found not shown to have been or to be unrea- 
sonable or unduly prejudicial. 


TEXAS INTRASTATE RATES 


The Commission has issued an order in No. 28846, Increases 
in Texas Rates, Fares and Charges, vacating its order of De- 
cember 18, 1942, as amended, insofar as it applied to freight 
rates and charges, including rates on milk and cream. It also 
dismissed a petition of the railroads, dated July 6, 1946, and 
of the New Orleans Traffic and Transportation Bureau, dated 
July 12, 1946, seeking reinstatement of the December 18, 1942, 
order, as amended. 

The respondent railroads filed a motion with the Commis- 
sion in December asking vacation of the 1942 order, but not 
that portion of the order providing for a 10 per cent increase 
of the basic first-class intrastate passenger fares of three cents 
a mile between points in Texas. That motion, they said, super- 
seded a petition they had filed for reinstatement of the 1942 
order, which petition they asked permission to withdraw. 

Referring to the decision in Ex Parte 162, Increased Rail- 
way Rates, Fares and Charges, the railroads said they had a 
petition pending before the Railroad Commission of Texas for 
authority to increase intrastate rates and charges in Texas in 
accordance with the interstate increases authorized in Ex Parte 
162 (see Traffic World, Jan. 4, p. 25). 


MICHIGAN ATLANTIC WATER RIGHTS 


The Commission has issued a second amended certificate 
and order in W-607, Michigan Atlantic Corporation, Common 
Carrier Application, authorizing transfer of the operating rights 
granted October 2, 1946, to a corporation of the same name, 
effective March 24. The authority involves operation as a com- 
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mon carrier by self propelled vessels in the transportation of 
commodities generally, except inflammable articles, between 
ports on the Great Lakes, except Lake Superior, and ports in 
New York Harbor and intermediate ports on the route of the 
New York State barge canal system. 


CAMPBELL TRANSPORTATION WATER AUTHORITY 
By a second amended certificate and order in W-78, Camp- 
bell Transportation Co. Common Carrier Application, the Com- 
mission, division 4, has granted Mississippi Valley Barge Line 
Co. the authority formerly held by Campbell. The action, ac- 
cording to the order, followed notice to the Commission of con- 
summation of the merger of the two properties and franchises 
authorized by the Commission in Finance No. 15391, Missis- 
sippi Valley Barge Line Co. et al. Merger. 
The second amended order supersedes and cancels the 
—_ A W-78 of December 14, 1943, and is to take effect 
arc . 


ATLAS TUG WATER RIGHTS TRANSFER 


By a second amended certificate and order, effective March 
24, the Commission, division 4, has authorized transfer of the 
rights granted in W-401, Atlas Tug Service Contract Carrier 
Application to Bert and Lester Howard, a partnership, dong 
business as Atlas Tug Service. The order said transfer ofthe 
rights had been authorized in Finance No. 15520, William M. 
Gazeley Certificate Transfer, and that notice had been given 
the Commission of consummation of the transaction. 

The Atlas rights covering the performance of general tow- 
age between ports and points along the Columbia River and its 
tributaries below and including Bonneville, Ore., and along the 
Willamette River and its tributaries below its confluence with 
the Yamhill River. 

The instant order supersedes an amended certificate and 
order issued September 25, 1943, to William M. Gazeley, doing 
business as Atlas Tug Service. 


JOINT TERMINAL USE EXTENSION 


The Commission, division 3, has issued amendment*No. 3 
to Service Order No. 82, Joint Use of Terminals at Louisv'l'e, 
Ky., for Livestock, further extending from February 23 to Jne 
30. at 11:59 p. m., the expiration date of its order requ'r'ng 
joint use by railroads of terminals in the Louisville switching 
district. 


INTERSTATE NAVIGATION AUTHORITY 


The Commission, division 4, by an order in W-843, Sub. 
1TA, Interstate Navigation Co. Temporary Authority, has 
authorized the applicant, of Providence, R. I., to operate as a 
common carrier by self-propelled vessels, in interstate or for- 
eign commerce, in the transportation of commodities generally 
between Point Judith and Block Island, R. I., the order to con- 
tinue in force until March 31. 


I. C. C. DENIES INTERIM WATER RELIEF 

The Commission has issued two orders denying a petition 
of Gulf Intercoastal Conference and Luckenbach Steamship Co., 
for relief in connection with transcontinental ral rates, in which 
the water carriers asked that the rail rates be increased 25 
per cent as an emergency measure, thus permitting an in- 
eo in intercoastal water rates (see Traffic World, Jan. 18, 
p. <> 

In Ex Parte 162, Increased Railway Rates, Fares, and 
Charges, 1946, the Commission denied the petition of the water 
carriers for reconsideration and modification of the findings 
and order in that proceeding. In Ex Parte 162, Water Com- 
petitive Railroad Rates and Practices, the Commission denied 
the petition for an immediate and partial interim adjustment 
in transcontinental freight rates. 

In filing their petition, the water carriers explained that if 
the transcontinental and other water competitive rates they 
complained of were raised, what they called the subsidiary 
proposal in Ex Parte 162 would be satisfied. 


D. OF A. MOTOR REVENUE REQUEST DENIED 


Secretary Bartel, of the Commission, has informed the 
Department of Agriculture in a letter that the Commission 
voted to denty the department’s petition for a general investiga- 
tion of the rate levels of motor carriers throughout the country. 
In addition, the department had asked that, in the pendency 
of the investigation, the Commission defer from making decj- 
sions on any proposal for increases then on file, or to be filed. 
by which the motor carriers would seek to bring their rates to 
the level of rail rates after the increases in Ex Parte 162, 
Increased Railway Rates, Fares and Charges, 1946 (see Traffic 
World, Jan. 4, p. 27). That request was also denied. 

Copies of the letter, addressed to Chas. B. Bowling, chief, 
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Transportation Rates and Services Division, Marketing Facili- 
ties Branch, of the department, we sent to: K. Tracy Power, 
general manager, Rocky Mountain Motor Tariff Bureau, Inc., 
Denver, Colo.; D. T. Waring, general manager, Middle Atlantic 
States Motor Carrier Conference, Inc., Washington. D. C.; T. 
A. L. Loretz, secretary-agent, Interstate Freight Carriers’ Con- 
ference, Inc., Los Angeles, Calif.; and J. D. Hughett, general 
manager, Southwestern Motor Freight Bureau, Inc., Dallas, Tex. 


WALTER SWAN TARIFFS 


The Commission by an order, “Walter Swan—Philade'phia, 
Pa.,” has ordered the tariff of the respondent in MC C-448, 
MF-I. C. C. No. 1, and powers of attorney, MFXAL Nos. 1 and 
2, stricken from the files of the Commission as of February 12. 

The Commission said that, in MC C-448, the Commission, 
division 5, revoked and canceled the certificate issued January 
Lee te bs MC 22337 to Walter Swan, who, it said, could not 

e located. 


Commission Motor Reports 


(An astensk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed coptes of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC' 103463. Sub. 3, C. S. Weeks, Fort Worth, Tex. Permit 
granted. Specified commodities, under contract with the U. S. 
Government, between Fort Worth, Tex.. Barksdale Field, La., 
and military establishments in Tex., Okla., and N. M., over 
irregular routes. 

*MC 31870, Sub. 15, G. N. Childress, dba G. N. Childress 
Transportation Co., Sanford, N. C. Certificate cranted. General 
commod'ties, with exceptions, from Sanford, N. C., to points in 
N. C. within 100 miles of Sanford, and snecified commodities 
from and to’tértain points or territories in N. C., Pa., Md., N. J., 
N. Y., Del., Ga., S. C., and D. C., over irregular routes. 


*MC 55876. Sub. 2, Rivers Truck Lines. Meridian, Miss. 
Certificate granted. General commodities, w'th exceptions. be- 
tween Winona and Senatobia, Miss.. over U. S. hiehway 51. 

*MC 58052, Sub. 30, Utica Carting, Storane & Contracting 
Co., Inc., Utica, N. Y. Certificate granted. Heavy machinery 
and building materials which require snecial equipment and 
handling, over irregular routes, between Utica. N. Y.. and roints 
within 50 miles of Utica, on the one hand. and points in N. Y., 
Pa., N. J., O., Conn., Mass., R. I., Vt., and N. H., on the other. 

*MC 8963. Sub 6. Joe J. Wilson dba Beaver Valley Trans- 
port Service, Albion, Neb. Certificate granted Petroleum prod- 
ucts, in bulk. in tank trucks, from Council Bluffs. Ia., and roints 
in Ia., within 10 miles thereof, to Albion and Newman Grove, 
Neb., over irregular routes. 

*MC 48957, Sub. 10, Crown Motor Freight Co., Paterson, 
N. J. Certificate granted. Over irregular routes. (1) machinery 
and narts thereof used in lamp manufacturing plants, and elec- 
tric lamps and mater‘als and parts used in the manufacture 
thereof, from Fairmont. W. Va., to points in Essex countv. N. J., 
and (2) electric lamps from Fairmont to New York. N. Y. 

*MC 59496. Sub. 6. Mercury Motors, Inc.. Fort Smith, Ark. 
Certificate granted. General commodities, except those requir- 
ing snecial equipment, between specified points in Ark., over 
described routes. 

*MC 45432. Sub. 16, R. G. Watkins & Son, Inc., Amesbury, 
Mass. Certificate granted. Wool, from Amesbury, Mass., to 
Beacon. N. Y.. and Danbury, Conn., over irregular routes. 

*MC 62110, Sub. 6, H. C. Billings, dba Billings Transfer, 
North Wilkesboro, N. C. Certificate granted. New furn‘ture, 
over irregular routes, from North Wilkesboro and Ronda, N. C., 
to points in Ala., Fla., Ga., S. C., and Va., and rejected ship- 
ments on return. 

*MC 100518, Sub. 2, R. C. McCarty, dba R. C. McCarty 
Co., Kansas City, Mo. Permit granted. Fresh and processed 
fish and shell fish from Boothbay Harbor, Portland, and Rock- 
land, Me., to St. Louis and Kansas City, Mo., Tulsa and Okla- 
homa City, Okla., and Wichita, Kan. over irregular routes. 
Commissicner Lee dissented. 

*MC 106411, Transport Trucking Co., Albuquerque, N. M. 
Certificate denied. Automobiles and trucks, in truckaway serv- 
ice, in initial or secondary movements, between Kansas City, 
Mo., and points in Kan., and Mo., within 50 miles thereof, on 
selon hand, and points in N. M., on the other, over irregular 
routes. 

*MC 106853, Vernon Masters, dba Hebron Bus Line, He- 
bron, Ky. Certificate denied. Passengers, between Hebron and 
Cincinnati, O., over a described regular route. 

*MC 30042, Sub. 5, John W. Presley, dba Security Truck- 
ing Co., Tulsa, Okla. Certificate denied. Oil-field and gas-field 
equipment and supplies between points in Oklahoma, on the 
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one hand, and, on the other, 
irregular routes. 

*MC 64930, Sub. 6, Clement De Simone, dba Rockland 
Express, Nyack, N. Y. Certificate denied. Household goods, 
between points in the District of Columbia, Conn., Del., Md., 
Mass., N. J., N. Y., Pa., and R. I., over irregular routes. 

*MC 67430, Sub. 3, William H. States, Jr., dba States’ 
Trucking, Corydon, Pa. Certificate granted. Over irregular 
routes, fresh fruits and vegetables, between specified points in 
Pa., on the one hand, and, on the other, Washington, D. C., and 
points in Mass., N. Y., Conn., N. J., Va., W. Va., Vt., Md., 
Del., N. H., and R. 1.; and frozen fruits and vegetables between 
points in Pa. and N. J. within 35 miles of Philadelphia, includ- 
ing Philadelphia, on the one hand, and, on the other, New York 
and Albany, N. Y., and points in designated counties in N. Y., 
and from and to designated points in New England and Middle 
Atlantic states. Commissioner Lee dissented. 

*MC 69526, Sub. 21, Arrowhead Freight Lines, Ltd., Los 
Angeles, Calif. Certificate granted. General commodities, with 
exceptions, between Preston, Ida., and McCammon, Ida., over 
U. S. highway 91, serving no intermediate points, as an alter- 
nate route for operating convenience only, subject to restriction 
that service is not authorized in connection with shipments 
moving to, from, or through, Pocatello, Ida., except as otherwise 
provided in applicant’s presently effective certificate in respect 
of operations when Ida. highway 34 is impassable due to 
weather conditions. 

*MC 93980, Sub. 16, Vance Trucking Co., Inc., Henderson, 
N. C. Certificate granted. On reconsideration, findings in prior 
report, decided June 5, 1946, affirmed with respect to trans- 
portation of materials, supplies and equipment used in market- 
ing, packing, processing, and handling of unmanufactured leaf 
tobacco, authorizing. transportation of such traffic between 
points in N. C. and Va., on the one hand, and, on the other, 
Baltimore, Md., Philadelphia, Pa., points in the New York 
commercial zone and within 15 miles thereof; between specified 
Va. points on the one hand, and. on the other, ‘specified Pa. 
points; and between Lake City and Live Oak, Fla., on the one 
hand, and, on the other, points in N. C. and Va. 

*MC 101093, Sub. 1, Harold Baker, Stone Creek, O. Permit 
granted. Over irregular routes, brick, clay tile, clay pipe, and 
clay building materials, from points in Stark and Tuscarawas 
counties, O., to Chicago, Ill., points in named Ky. counties, 
those in the southern peninsula of Mich., those in N. Y., Ind., 
and W. Va., and those in Pa. west of U. S. highway 15, and 
rejected shipments on return. Applicant to request revocation 
of permit in MC 101093. 

*MC 103412, Sub. 2, M. K. Watkins, Florence, Ala., com- 
mon carrier. Certificate granted. Passengers and their baggage, 
and mail] and express, between Iron City, Tenn., and Listerhill, 
ae over a specified regular route, serving all intermediate 
points. 

*MC 104159, Sub. 2, Charles Acheson, Cheyenne, Wyo., 
common carrier. Certificate granted. Live stock, between points 
in Colo., Neb., and Wyo., within 125 miles of Cheyenne, includ- 
ing Cheyenne, and coal, live stock feeds, farm machinery, farm 
equipment and parts, and building materials, with exceptions, 
and containers therefor, from plants manufacturing such com- 
modities, from points in Colo. and Neb. within 125 miles of 
Cheyenne to Cheyenne and points in Wyo. within 50 miles of 
Cheyenne. 

*MC 105643, Sub. 1, Franklin Ferguson Co., Florala, Ala., 
common carrier. Certificate granted. Passengers and their 
baggage, between Florala and DeFuniak Springs, Fla., and 
between Florala and Laurel Hill, Fla., over a specified route 
in each case and return over same route, serving all inter- 
mediate points. 

*MC 106470, Marvin Osnes, Burke, S. D., common carrier. 
Certificate granted. (1) Live stock, from Burke and from points 
in S. D. west of the Missouri River and within 25 miles of 
Burke, with exceptions, to Sioux City, Ia.; (2) live stock, feed, 
seed, and agricultural machinery parts from Sioux City to 
origin points in (1) but not including Burke; and (3) general 
commodities, with exceptions, from Sioux City to Burke, over 
irregular routes. 


*MC 107036, Sub. 1, Midland Transfer, Midland, Pa. Cer- 
tificate granted. Iron and steel, and iron and steel products, 
between Midland, on the one hand, and points in described 
areas of O. and W. Va., on the other; and in dump trucks, of 
such building materials as can be unloaded by dumping, be- 
tween Midland, on the one hand, and points in O. and W. Va., 
within 50 miles thereof, on the other. Holding of permit and 
certificate found consistent. Commissioner Patterson dissented. 

*MC 106548, Rubin Katz, dba Kay’s Highway Line, Brook- 
lyn, N. Y. Certificate denied. Passengers and their baggage, in 
special or charter operations, over irregular routes, between 
New York, N. Y., on the one hand, and points in Orange, Sulli- 
van and Ulster counties, N. Y., on the other. 

*MC 43038, Sub. 286, Commercial Carriers, Inc., Detroit, 


points in Ark. and La., over 
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Mich. On further hearing, findings in prior report, decided 
March 11, 1946, reversed, and certificate granted. Motor ve- 
hicles and parts therefor when transported in connection there- 
with, in truckaway service, in initial movements, over irregular 
routes, from Toledo, O., to points in Ill., Ind., Ky., Mich., N. C., 
S. C., Pa., Tenn., and Wis., with rejected or damaged shipments 
in the reverse direction. 

*MC 21866, Sub. 20, Winfield Alfred West, dba West Motor 
Freight, Boyertown, Pa. Certificate granted. Specified com- 
modities between, and from and to designated points and areas 
in Pa., Conn., R. I., Mass., Del., Va., W. Va., N. C., O., N. Y., 
N. J., Md., and D. C., over irregular routes. 

*MC 37421, Sub. 4, W. R. Candler, dba W. R. Candler Trans- 
fer Co., Asheville, N. C. Certificate granted. General commod- 
ities, with exceptions, between Asheville, Pisgah Forest, Swan- 
nanoa, and Woodfin, N. C., on the one hand, and, on the other, 
Washington, D. C., points in Pa., N. J., and Del., within 35 miles 
of Philadelphia, Pa., and those in N. J., within 35 miles of the 
New York, N. Y. commercial zone, and canned goods from 
Frederick, Cambridge, Westminster, and Easton, Md., to Ashe- 
ville, N. C., over irregular routes. 

*MC 74321, Sub. 10, B. F. Walker, Inc., Fort Worth, Tex. 
On reconsideration, finding in prior report, decided August 14, 
1946, modified and certificate granted. Commodities, the trans- 
portation of which because of their size or weight requires the 
use of special equipment or special handling, and parts thereof, 
over irregular routes, between points in Tex., on the one hand, 
and points in Kan., La., N. M., and Okla., on the other, subject 
to elimination of duplicating authority. 

*MC 104777, Sub. 4, Southeastern Equipment Co., Inc., 
Columbia, S. C. Certificate granted. Road building machinery 
and equipment which because of size or weight requires the 
use of special equipment, between points in S. C., and between 
points in S. C., on the one hand, and points in N. C., on the 
other, over irregular routes. 

*MC 8600, Werner Transportation Co., Minneapolis, Minn., 
embracing Sub. No. 1, Same. On further consideration in MC 
8600, findings in prior reports, 26 M. C. C. 803, 42 M. C. C. 809, 
and report decided May 10, 1945, and certificate granted as to 
continuance of operations, general commodities, with exceptions, 
from and to certain intermediate and off-route points in Ill, 
and Wis., over regular routes. On further consideration in 
MC 8600, Sub. 1, findings in prior report, 42 M. C. C. 809 and 
report decided May 10, 1945, modified and certificate granted 
as to general and specified commodities from and to described 
points in Il., Minn., and Wis., over regular and irregular routes. 


COMMISSION ORDERS 

1. & S. M-2646, Refrigeration, Glendenning, Wheeler. Respondents 
under special permission having filed tariffs effective January 7, can- 
celling schedules under postponement, proceeding discontinued. 

1. & S. M-2650, Assembling rates, Rockford Motor Service, Inc. 
Respondent under special permission having filed a tariff effective De- 
cember 26, 1946, cancelling schedules under postponement, proceedings 
discontinued. 

1. & S. M-2660, Batteries, Warsaw, Ill., to Chicago. Respondent 
under special permission having filed a tariff effective December 22, 
1946, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2664, Minimum rates or charges, refrigerated food service. 
Respondent under special permission having filed a schedule effective 
November 12, 1946, cancelling suspended schedules, proceeding dis- 
continued. 

1. & S. M-2668, Transit, batteries, Kearny, N. J., to Boston. Re- 
spondent under special permission having filed a tariff effective January 
11, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2676, Canned goods, Swedesboro, N. J., to Va., N. C. 
and S. C. Respondent having filed a tariff effective December 23, 1946, 
cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2682, Ammonia, bottles, boxes, salt, over Buske Lines. 
Respondent under special permission having filed a schedule effective 
November 25, 1946, cancelling suspended schedules, proceeding dis- 
continued. 

1. & S. M-2688, Iron and steel, Kansas City to Oklahoma City and 

‘Tulsa. Respondents under special permission having filed a tariff 
effective January 16, cancelling suspended s¢hedules, proceeding dis- 
continued. 

1. & S. M-2689, Fibre and yarn, Ohio and W. Va. to southern points. 
Respondents under special permission having filed tariffs effective 
December 13, 1946, cancelling suspended schedules, proceeding dis- 
continued, 

1. & S. M-2695, Minimum rate when shipments picked up and 
delivered. Respondents under special permission having filed tariffs 
effective December 14, 1946, cancelling suspended schedules, proceeding 
discontinued. 

1. & S. M-2697, Extra charge, shipments on order bills of lading. 
Respondents under special permission having filed tariffs effective Janu- 
ary 27. cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2698, Increases, between central and middlewest territories. 
Respondents under special permission having filed tariffs effective Janu- 
ary 15, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2702, Freight, all kinds, iron and steel, Chicago to Omaha. 
Respondents under special permission having filed a tariff effective Janu- 
ary 15, cancelling suspended schedules, proceeding discontinued. 

1. & S. M-2705, Minimum class rates on small shipments, N, J. and 
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N. ¥. Respondents under special permission having filed a tariff effec- 
tive January 8, cancelling suspended schedules, proceeding discontinued. 

MC-C 483, Mayflower Terminals, Inc., motor carrier operations within 
Ohio. Date on or before which respondent shall comply with require- 
ments to cease and desist from performing any motor carrier opera- 
tion, in interstate or foreign commerce, under authority of its Ohio 
Certificate. as specified in order of December 5, 1945, further extended 
from January 31, to April 1. 

MC-C 579, Cecil Thirley Harris, revocation of certificate. Order of 
August 19, 1946, vacated, and proceeding discontinued. 

MC-C 633, A. B. C. Moving & Storage Co., revocation of certificate. 
Order of August 21, 1946, vacated, and proceeding discontinued. 

MC-C 678, Cecil Farris, revocation of certificate. Order of August 
20, 1946, vacated, and proceeding discontinued. 

MC-C 685, J. Harold Musgrave, revocation of certificate. Order of 
August 20, 1946, vacated, and proceeding discontinued. 

MC-C 697, Robert Steiner, revocation of certificate. 
gust 20, 1946, vacated, and proceeding discontinued. 

MC-C 740, George Krouse, revocation of certificate. 
ber 11, 1946, vacated, and proceeding discontinued. 

MC-C 743, Roy Kirby, revocation of certificate. Order of August 23, 
1946, vacated, and proceeding discontinued. 

MC-C 754, Orra Greening, revocation of certificate. Order of August 
12, 1946, vacated. and proceeding discontinued. 

MC-C 797, Vernon P. Moore, revocation of certificate. 
August 23, 1946, vacated, and proceeding discontinued. 

MC-C 833, T. R. Hanson, revocation of certificate. Order of August 
27, 1946. vacated, and proceeding discontinued. 

No. 13535 et al., Consolidated southwestern cases. Order of Mar 22, 
1946, eliminating certain commodities from requirements of prior find- 
ings and orders therein, modified so as to eliminate therefrom following 
description: Semi-chemical pulp mill waste liquor, suitable only for 
reclamatjon, in tank cars; and to substitute in lieu thereof following 
description: Spent hardwood cooking liquor, consisting of approximately 
40 per cent water, 30 per cent dissolved hardwood chips and 30 per cent 
chemicals, having value only for reclamation of a portion of inorganic 
chemicals applied in original pulping process, carload, in tank cars. 
Order of April 15, 1927, as since amended, further amended to permit 
publication to and from West Lake Charles and West Lake, La., via 
all-rail, rail-water, and rail-water-rail routes of same rates as are, 
or in future may be, applicable to and from Lake Charles, La. 

No. 29315, Merchants & Manufacturers Traffic Bureau vs. A. T. & 
Ss. F. et al. Reopened for further hearing in respect of amount oi 
damages sustained as a result of undue prejudice to which complainants 
were subjected and undue preference given their competitors at Tulsa. 
1g? gees to have existed by Davision 3, in its report of November 

; 6. 

1. & S. M+2700, Malt beverages and empty containers in New Eng- 
land. Respondents under special permission having filed tariffs. effec- 
tive December 20, 1946, and later, cancelling suspended schedules, 
proceeding discontinued. 

No. 29500, Summer & Co. vs. B. & O. et-al., and No. 29500, Sub. 1, 
Summer & Co. vs. N. Y. C. Defendants’ motion to strike complainant’s 
petition for further hearing, overruled. Reopened for purpose of 
Teceiving as evidence verified statements to supplement record with 
respect to paying and bearing of charges on 33 shipments of scrap 
iron and steel involved in complaints. 

MC-F 1601, Glades Motor Lines, Inc., lease, Mary M. Kettner and 
Tamiami Trail Tours, Inc., and MC-F 2387, Miles Collier (trustee). 
control; Tamiami Trail Tours, Inc., purchase, Mary M. Kettner. Peti- 
tion filed by Tamiami Trail Tours, Inc., requesting that either or both 
orders of February 4, 1943, and October 29, 1946, be modified insofar 
as necessary to permit parties immediately to consummate transaction 
authorized by order of October 29, 1946, and, contemporaneously with 
such consummation, to permit its substitution in lieu of Mary M. 
Kettner as lessor under lease authorized by order of February 4, 1943, 
or, in event modification requested is unnecessary, that petition be 
dismissed. dismissed. 

No. 29514, T. R. Harris, R. C. Harris and Mary W. Harris, a co- 
partnership. trading as Harris Foundry & Machine Co. vs. A. B. & C. 
et al. Harris Foundry & Machine Co., a Georgia corporation. substi- 
tuted as complainant in place of T. R. Harris, R. C. Harris, and Mary 
W. Harris, a copartnership, trading as Harris Foundry & Machine Co. 

Ex Parte 104, Part 2, Practices of carriers affecting operating reve- 
hues or expenses, terminal services, American Smelting & Refining Co. 
Order of October 14, 1946, further modified to become effective May 31, 
instead of March 31. 

Ex Parte 104, Part 2, Practices of carriers affecting operating reve- 
hues or expenses, terminal services, United States Smelting, Refining 
and Mining Co. Order of October 14, 1946, further modified to become 
effective May 31. instead of March 31. 

1. & S. M-2693, Tin foil scrap, Anderson, Ind., to St. Louis, Mo. 
Respondent under special permission having filed a schedule effective 
soeaeer 31, 1946, cancelling suspended schedules, proceeding discon- 

nued, 

1. & S. M-2699, Delivery service, Brady Transfer & Storage Co. 
Respondents under special permission having filed tariffs effective De- 
ee 30, 1946, cancelling suspended schedules, proceeding discon- 

nued. 

MC 24907, Sub. 2, Elmer Bruhn, extension, Texas, New Mexico. 
Reopened for recons.deration on record as made. 

MC 107303, Sofus J. Sorenson and Robert D. Sorenson, common 
carrier application. Reopened for further hearing. 

W-929, Sub. 1, Hardy Lines, common carrier application, and 
W-929 TA, R. F. Hardy, temporary authority application. Effective 
date of certificate and order of September 16, 1946, further postponed 
to March 20. 

No, 29307, Storage-in-transit on artificial rubber, and No. 29313, 
Inland Waterways Corp., operating Federal Barge Lines vs. Akron & 
Barberton Belt et al. Order of November 25, 1946, modified to become 
effective on not less than 10 days’ notice, instead of 30 days’ notice. 


Order of Au- 
Order of Octo- 


Order of 
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No. 29584, F. W. Stock & Sons et al. vs. C. M. St. P. & P. et al. 
The following portions of complainants’ brief are stricken from the 
record in this proceeding: 

(1) References to Lowell and Ionia, Mich., on pages 2, lines 2, 24 
and 25; page 20, line 13; and pages 29, line 11. 

(2) Matter on pages 24 and 25 under heading: ‘‘Policy of New 
York Central in Docket No. 29360—The Opposite.’’ 

(3) The words on page 26, lines 30 and 31, reading as follows: 
“A, It is the policy of every railroad in the country. (Rec. 152.)’’ 

No. 29659, Simmons Machine Tool Corp. vs. D. & H. et al. Motion 
of Transcontinental Lines, defendants, for order requiring complainant 
to’ make its complaint more definite and certain, sustained. Com- 
plainant may file an amended complaint on or before February 28, 
which will make its complaint more definite and certain with respect 
to matters set forth in said motion. 

Finance 12615, North Kansas City Bridge & Railroad Company 
Construction. Application dismissed. 

¢-NQ, 29471, E. J. Stanton & Son et al. vs. Texican Mexican et al. 
Complaint dismissed. 

No. 28882, Coast Packing Co. vs. Union Pacific. Petition of de- 
fendant requesting leave to file a petition for reconsideration and con- 
solidation of this proceeding with No. 29578, Cudahy Packing Co. vs. 
A. T. & S. F. et al., granted, and petition received and filed in pro- 
ceeding. Said petition for reconsideration and consolidation, denied. 

No. 29575, Louisville and Nashville Railroad vs. St. L.-S. F. et al. 
Complaint dismissed. 


No. 29627, First National Stores, Inc., vs. B. & M. et al. Com- 
plaint dismissed. 
No. 29629, Booth & Olson, Inc., vs. C. St. P. M. & O. et al. Com- 


plaint dismissed. 

No. 29641, Minneapolis Traffic Association vs. C. B. & Q. et al. 
Complaint ‘dismissed. 

No. 29661, M. L. Woosley and T. H. Baker, dba Woosley & Baker 
Supply Co. vs. A. T. & S. F. et al. Complaint dismissed. 

Finance 15549, Utah Idaho Central Railroad abandonment. S. J. 
Quinney, Receiver, substituted as applicant in this proceeding. 

MC-C 780, J. H. Waddell and George A. Waddell, revocation of 
certificate. Order of August 23, 1946, vacated, and proceeding discon- 
tinued. 

MC-C 800, Forest Richardson, revocation of certificate. 
August 23, 1946, vacated, and proceeding discontinued. 

MC-F .2583, Greyhound Corp., investigation of control, Southern 
Limited, Inc. Respondents’ petition requesting an extension of time 
for complying with the requirements of the Commission’s order of 
September 13, 1946, granted, and time for complying with the require- 
ments of said order extended to May 13. 

No. 13535 et al., Consolidated southwestern cases. Order of April 
5, 1927, as since amended, further amended by eliminating following 
commodities from requirements thereof, and from proceedings: Mag- 
nesium alloy, salvaged from cracking iron and steel noses from M-50 
bomb bodies, loose or in packages, straight carloads. Assembly bomb 
nose bodies M-50-X-A3, assembly bomb nose bodies M-50-A2, loose or 
in packages, straight or mixed carloads. Ethylene Glycol, carloads. 

MC-C 631, Joseph R. Reed, revocation of certificaté. Orders of 
August 21, 1946, and January 29, vacated, and proceeding discontinued. 

MC-C 749, Albert Funk, revocation of certificate. Order of August 
23, 1946, vacated, and proceeding discontinued. 

MC-C 755, Robert Burns, revocation of permit. 
23, 1946, vacated, and proceeding discontinued. 

MC-C 756, Clarence Alfred Pebley, revocation of certificate. Order 
of August 23, 1946, vacated, and proceeding discontinued. 


Order of 


Order of August 


MC-C 791, Harry McClarnon, revocation of certificate. Order of 
August 23, 1946, vacated, and proceeding discontinued. 
1. & S. M-2663, Midwestern states, exceptions ratings. Respondents 


under special permission authority having cancelled remaining sus- 
pended schedules effective February 7, proceeding discontinued. 

1. & S. M-2703, Increases, Brown’s Express, Conway’s Express. 
Respondents under special permission having filed tariffs effective Jan- 
uary 30, cancelling suspended schedules, proceeding discontinued. 

Il. & S. 5382, Woodpulp, New Orleans to river ports and interior. 
Respondents under special permission having filed tariffs effective Janu- 
ary 13, cancelling suspended schedules, proceeding discontinued. 


1. & S. 5383, Coffee, barge-rail from New Orleans to southwest. 
Respondents under special permission having filed tariffs effective 
January 19, cancelling suspended schedules, proceeding discontinued. 

1. & S. 5390, Coffee, barge-rail from New Orleans to W. T. L. 
Respondents under special permission having filed tariffs effective Jan- 
uary 1, cancelling suspended schedules, proceeding discontinued. 

1. & S. 5397, Coffee, barge-rail, New Orleans to Illinois, Kentucky 
and Tennessee. Respondents under special permission having filed 


tariffs effective January 22, cancelling suspended schedules, proceeding 
discontinued. 


1. & S. 5399, Grain, all-barge between Mississippi Valley Barge Line 
river ports. Respondents under special permission having filed tariffs 
effective January 13, cancelling suspended schedules, proceeding dis- 
continued. 

1. & S. 5405, Tankage, official territory. Respondents under special 
permission having filed tariffs effective January 6, cancelling suspended 
schedules, proceeding discontinued. 


1. & S. 5431, Non-absorption of wharfage charges at Gulf ports. 
Respondents under special permission having filed tariffs effective on 


or before February 8, cancelling suspended schedules, proceeding dis- 
continued. ’ 


1. & S. 5433, Grain, Iowa to Chicago and St. Louis. Respondents 
under special permission having filed tariffs effective on or before 
January 10, cancelling suspended schedules, proceeding discontinued. 

1. & S. 5442, Grain, Iowa to Peoria. Respondents under special 
permission having filed tariffs effective on or before January 10, can- 
celling suspended schedules, proceeding discontinued. 

MC. 20697, Sub. 14, Willett Co., extension, petroleum products. Re- 
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opened for further hearing, and referred to Division 5 for administra- 
tive handling and disposition. 


UNCONTESTED FINANCE CASES 

Report and order in Finance No. 15582, New York, Chicago & St. 
Louis Railroad Co. Equipment Trust Certificates, granting authority to 
assume obligation and liability, as guarantor, in respect of not exceed- 
ing $1,000.000 of New York, Chicago & St. Louis Railroad equipment 
trust of 1947, 1% per cent serial equipment trust certificates, to be 
issued by the Guaranty Trust Co. of New York, as trustee, and sold 
at 99.059 and accrued dividends in connection with the procurement 
of certain equipment. Approved. 


MOTOR FINANCE CASES 

MC F-3344, Joseph L. Maguire and John T. Maguire—Control— 
Gettysbyrg-Harrisburg Transportation Co. (1) Acquisition by Joseph L. 
Maguire and John T. Maguire, of Harrisburg, Pa., of control of 
Gettysburg-Harrisburg Transportation Co., of Gettysburg, Pa., approved 
and authorized. (2) Issuance of a certificate of public convenience and 
necessity to Joseph L. Maguire and John T. Maguire, partners, doing 
business as Capitol Bus Co., approved and authorized on compliance 
with certain conditions. 

MC F-3372, R J. Hofmann et al.—Control; Ridgely Transport— 
Purchase—B, I. Fitzmorris. Application for authority under section 
210a(b). of Ridgely Transport, of Cheyenne, Wyo., for temporary opera- 
tion of motor-carrier rights of B. I. Fitzmorris, doing business as 
Pioneer Freight Lines, of Scottsbluff, Neb., granted with conditions. 

MC F-3388, Donald H. Anderson—Control; A & H Truck Lines, Inc. 
—Purchase—Maurice Stanley. Application for authority under section 
210a(b) of A & H Truck Line, Inc., of Tell City, Ind.,- for temporary 
operation of motor-carrier rights of Maurice Stanley, doing business @s 
Shippers Forwarding Co., of Evansville, Ind., granted with conditions. 

MC F-3305, Alvin Hill and E. J. Griffiths—Control; Hill Lines, Inc. 
—Purchase (portion)—Inter-City Motor Express, Ine. Purchase by Hill 
Lines, Inc., Amarillo, Tex., of certain operating rights of Inter-City 
Motor Express, Inc., Lubbock, Tex., and acquisition of control of the 
operating rights by Alvin Hill, of Amarillo, and E. J. Griffiths, El Paso, 
Tex., through the proposed purchase, approved and authorized, subject 
to conditions, 

MC F-3303, Clyde M. Booher—Purchase—Berry P. Howard et al. 
Purchase by Clyde M. Booher, dba Bristol-Norton Btis*Line, Norton, 
Va., of the operating rights of Berry P. Howard, James P.. Godwin, 
and Cecil D. Quillen, partners, dba Valley Creek Bus Line, Gate City, 
Va., approved and authorized, subject to condition. 

MC F-3278, Allan J. Resler and Norman Forman—Purchase (portion) 
—Gaetano DeStefano. Purchase by Allan J. Resler and Norman For- 
man, partners, dba American Freightways Co., New York, N. Y., of 
certain operating rights of Gaetano DeStefano, dba B. & D. Motor 
Lines. Paterson, N. J., approved and authorized, subject to condition. 

MC F-3227, American Buslines, Inc.—Lease (portion)—Frank Ar- 
quillo. Lease by American Buslines, Inc., Chicago, Ill., of certain 
operating rights of Frank Arquillo, dba De Luxe Motor Stages, Detroit, 
Mich., approved and authorized, subject to condition. 

MC F-3324, Waldo E. Stewart—Control; Auto Convoy Co.—Lease 
(portion)—Automobile Shippers, Inc. Application for authority under 
section 210a(b) of Auto Convoy Co., of Dallas, Tex., for temporary 
operation of a portion of the motor-carrier rights of Automobile Ship- 
pers, Inc., of Detroit, Mich., denied. 

MC F-2985, John Bridge—Control; Bridgeways, Inc.—Purchase— 
Dolhun Freight Lines, Inc. Purchase by Bridgeways, Inc., formerly 
Lecrone-Benedict Way, Inc., Detroit, Mich., of the operating rights of 
Dolhun Freight Lines, Inc., Chicago, Ill., and acquisition of control 
of the operating rights by John Bridge, Detroit, through the purchase, 
approved and authorized, subject to condition. 

MC F-1761, Henry P. Corcoran and James J. Penrose—Control; 
Short Line, Inc., of Penn.—Lease (portion)—Eastern Shore Stages, 
Inc. Renewal of lease by the Short Line, Inc., of Penn., West Chester, 
Pa., of the operating rights of Eastern Shore Stages, Inc., of Shelby- 
ville, Del., between Milford, Del., and Pocomoke City, Md., for a 
period extending from February 10, 1947, to February 1, 1950, and 
acquisition of control of the operating rights by Henry P. Corcoran and 
James J. Penrose. both of West Chester, through the lease, approved 
and authorized, subject to condition. 

MC F-3363, Miami Transportation Co., of Indiana—Purchase—John 
R. Green. Application for authority under section 210a(b) of Miami 
Transportation Co., Inc., of Indiana, of Cincinnati, Ohio, for temporary 
operation of motor-carrier rights of John R. Green, doing business as 
Madison Motor Express, of Madison, Ind., denied. 


FINANCE APPLICATIONS 


Finance No. 15609, George M. and Helen L. Peppard, partners, dba 
Mid-Continent Barge Line Co., ask authority to transfer third amended 
certificate in W-764 to Mid-Continent Barge Line Co., a Delaware 
corporation, organized for the purpose of engaging in the towing 
business. 

MC F-3397, Brown’s Express, Inc., of Pittsfield, Mass., asks author- 
ity to purchase certain operating authority of Gorea’s Motor Express, 
Inc., of Utica, N. Y. 

MC F-3398, Moshassuck Transportation Co., of Saylesville, R. I., 
asks authority to purchase certain operating rights and equipment of 
R. J. Lippincott, dba Lippincott’s Express, of Pemberton, N. J., and 
temporarily to operate. 

MC F-3399. Jesse O. Willett, of Monroe, La., asks authority to 
purchase certain operating rights of -Dixon Truck Contractors, of 
Edmond. Okla. 

MC F-3400, Edwin Nichols Yeary, dba Yeary Transfer, of Winches- 
ter, Ky., asks authority to purchase and merge certain operating rights 
of Huey Motor Express, of Cincinnati, O., and temporarily to operate. 

Finance No. 15588, supplemental. Missouri-Kansas-Texas asks 
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authority to assume obligation in respect of $3,900,000 of equipment 
trust certificates, series 1947, under accepted bid of Halsey, Stuart @ 
Co., Inc., and its associates, which the applicant said was the equivalent 
of an interest basis, net, to it of about 2.109 per cent a year. 

Finance No. 15612, American Buslines, Inc., of Chicago, IIll., asks 
authority to issue 41,655 shares of common stock without par value, 
and 10,413 shares of preferred stock, par value $100. The applicant 
showed $1,249,650 as the amount to be received for the additional 
common stock, and $1.041,300 for the preferred stock. Purpose of the 
proposed issue, it said. was to provide $1,392,700 to purchase 49 per 
cent of the outstanding stock of Burlington Transportation Co., the 
balance of the proceeds from the issue of stock to be used to replenish 
applicant’s general cash funds and provide needed additional working 
capital, and to enable applicant to discharge certain indebtedness. The 
applicant said it already owned 51 per cent of the Burlington stock. 

MC F-3401, Stone’s Express, Inc., of Boston, Mass., asks authority 
to merge the properties of Big Three, Inc., of Cambridge, Mass., Stone's 
Express being the sole stockholder of Big Three. 

MC F-3402, Pinson Transfer Co., Inc., of Pikeville, Ky., asks 
authority to lease certain operating rights of Germann Bros. Motor 
Transportation, Inc., of Ripley, Ohio. 

Finance No. 15616, the Houston & Henderson Railroad Co. asks 
authority to issue, and the Missouri-Kansas-Texas Railroad Co., Mis- 
souri-Kansas-Texas Railroad Co. of Texas, and Guy A. Thompson, 
trustee of the International-Great Northern Railroad Co., ask authority 
to assume liability in respect of $1,672,000 guaranteed serial collateral 
notes of the H. & H., to be issued under bid received from South 
Texas Commercial National Bank of Houston, Tex., for itself and for 
the First National Bank in Houston and the City National Bank of 
Houston. The proceeds will be used to pay the balance of a loan now 
outstanding with the Reconstruction Finance Corporation, bearing 
interest at 5 per cent, but on which the applicants say, ‘‘by indulgence 
of the creditor,”’ only 5 per cent is being paid. Under the bid, the 
banks will pay par for 20 guaranteed serial collateral notes, with 
interest at 3 per cent, payable semi-annually. The applicants also ask 
authority to amend trackage contracts under which the International- 
Great Northern and the M.-K.-T. of Texas presently use property of 
the H. & H., tc conform to the changes proposed in the form, maturity, 
rate of interest and other provisions of the H. & H. indebtedness. 


PETITIONS FOR REHEARING, ETC. 


No. 29378, American Steel Abrasives Co, et al. vs. Ann Arbor et al. 
Defendants ask for modification of Commission’s order of November 
12, 1946. 

d. & S. 5410, Labor charge for customs examination. Protestants, 
New 'York Custom Brokers Association, Inc., et al., ask for reconsidera- 
tion of report and order of Division 2, of January 21, and for further 
suspension of proposed schedules. 

No. 13535 et ai., Consviiaaied southwestern cases. Defendant car- 
riers operating in southwestern territory ask for approval under Finding 
27 in 123 I. C. C. 203, et seq., to permit establishment of rates on 
vinegar, carloads, as described in Item 13980 of Texas Lines’ Tariff 
60-F, Agent Ira D. Dodge’s I. C. C. 688, from Shreveport, La., to desti- 
nations in Texas, subject to increase under Ex Parte 162. 

No. 29447, General Bronze Corp. vs. C. & N. W. et al. Defendants 
ask for reopening and reconsideration by entire Commission or appellate 
division thereof, of report by Division 3 of November 16, 1946. 

No. 29449, Hackney Bros. Body Co. vs. N. Y. C. et al. Defendants 
ask for reopening for rehearing, and that as a result of such rehearing 
and consideration Commission may rescind report and order of Decem- 
ber 10, 1946, and dismiss complaint. 

No. 29497, Leeds and Northrup Co. et al. vs. Truck Rail Terminals, 
Inc., et al., and No. 29522, Great Atlantic & Pacific Tea Co. vs. Truck- 
Rail Terminals, Inc. Defendants ask for reconsideration of report of 
November 27, 1946. 

MC F-3005, E. L. Farmer et al., purchase, Ira Crouse. L. C. Jones 
Trucking Co., Percy Jones, Spicers, Inc., Campbell Truck Co., H. J. 
Jeffries Truck Line, and O. L. Harvey Truck Service ask for reconsid- 
eration and for an order staying effective date of decision of Division 4, 
of December 11, 1946, 

Finance 15566, M.-K.-T. R. R. Co. securities. Applicant asks com- 
— for amendment to report and order of Division 4, of Feb- 
ruary 3. 

MC F-3310, George H. Mickow, control, Service Transport Com- 
pany. George H. Mickow, d.b.a. Hammond Motor Express, and P. E. 
Mogensen, shareholder in Service Transport Co., ask Commission for 
dismissal of application. 

MC F-3242, C. B. Fischbach, purchase, William A. Givens. Appli- 
eants asks Commission for reconsideration and modification of report 
and order of December 9, 1946. 

1. & S. 5419, Reciprocal switching, Lima, Ohio. Protestant, Francis 
X. Ebner, Jr., asks for extension of time in which to file brief, for 
permission to file additional exhibits, and for an order extending invi- 
tations to Attorney General of United States of America, Attorney 
General of Ohio, United States Senate Committee on Interstate Com- 
merce to file briefs in this cause as friends of Commission. 


1. C. C. ACCIDENT REPORTS 

A head-end collision between a passenger train and 4 
freight train on the Milwaukee railroad at Waubay, S. D., De- 
cember 23, 1946, that resulted in the injury of 110 passengers, 


one person carried under contract, and 16 employes, was caused 
by failure properly to control speed of train in accordance with 


signal indications and approaching a meeting point, according 
to a report of the Commission by Commissioner Patterson 1 
investigation No. 3052. 

An Illinois Central passenger-train derailment near Rud 
dock, La., on December 27, 1946, that resulted in the injury of 


44 passengers and four dining-car employes, was caused by 4 
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proken rail, according to a report of the Commission by Com- 
missioner Patterson in investigation No. 3053. It said another 
passenger train passed over this track about 14 minutes before 
the derailment occurred, and the crew did not observe any 
abnormal condition of the track. The report also said it was 
probable the complete failure of the rail occurred when the 
front portion of the passenger train that was derailed passed 
over it. It said the track involved, laid in May, 1925, had been 
Jast inspected by a section foreman one hour and 20 minutes 
before the derailment occurred, and that no defective condition 
was observed. A rail-detector car was last operated over this 
territory on October 2, 1946, said the report, adding that the 
test did not disclose any defect in the rail in question. 

Kinked track, said the Commission, in a report by Com- 
missioner Patterson in investigation No. 3054, was the cause 
of a Long Island railroad passenger-train derailment near Med- 
ford, N. Y., on December 28, 1946, that resulted in the injury 
of 22 passengers and six employes. The report said that about 
10 minutes prior to the derailment a truck, in attempting to 
clear a bridge near where the accident occurred, struck the 
bridge. It said the truck driver reported that he examined the 
bridge and the track immediately after the impact occurred, 
but did not observe that the track and the bridge had been 
forced out of proper alinement, and took no action to provide 
protection for approaching trains. The report sad the engineer, 
as the train approached the bridge, observed that the track was 
out of normal alinement and immediately moved the brake 
valve to emergency position, but the derailment occurred before 
the speed of the train was materially reduced. 

A Milwaukee railroad passenger train derailment that re- 
sulted in the injury of 28 passengers and two employes near 
Beaver, Wis., January 5, was caused by a broken rail, according 
to a report of the Commission, by Commissioner Patterson, in 
investigation No. 3058. The report said there were 121 rail fail- 
ures, including 75 breaks at unused bolt-hole locations, in the 
considered territory, in 1946, and no rail-detector car had been 
in use in that territory. On January 11, it said, the superintend- 
ent reduced the maximum authorized speed for passenger trains 
in the territory to 40 miles an hour. 

A derailment of a Columbus & Greenville mixed train near 
Means, Miss., on December 30, 1946, that resulted in the death 
of one employe and the injury of six passengers, was caused by 
broken angle bars, according to a report of the Commission by 
Commissioner Patterson in investigation No. 3055. z 


REPARATION ORDERS 


Reparation orders have been issued in No. 29214 (supple- 
mental), Goslin-Birmingham Manufacturing Co., Inc. vs. P. R. 
R., et al.; No, 29262 (amended), Standard Cap and Seal Corp. 
vs. D. L. & W., et al.; and No. 29353, Dorsey Brothers vs. 
C.M. St. P. & P., et al. 

Reparation orders have been issued in No. 28947 (supple- 
mental), American Agricultural Chemical Co., et al. vs. A. C. L., 
et al.; and No. 28947 (amended), Same vs. Same 


Minimum Rail and Rail-Water Rates 
North-South, Under Investigation 


Following a conference between railroad representatives 
and a Commission committee, in an unsuccessful attempt to 
work out an adjustment in connection with a proposal by which, 
class rates would apply as minima on less-carload and any- 
quantity interterritorial traffic between points in Official Terri- 
tory and the south, the Commission, division 2, has issued an 
order, No. 29677, Minimum Rates on Rail Traffic Between North 
and South, entering into an investigation of the involved rates. 
_ On protests filed by a number of southern interests, includ- 
ing the East Tennessee Border Traffic Association, the Blue 
Ridge Glass Corporation, the Nashville Freight Bureau, the 
North Carolina Traffic League and the Lynchburg (Va.) Traffic 
Bureau, the Commission suspended the protested traiffs, sup- 
Dlement No. 51 to Curlett’s I. C. C. No. A-800 and others in 
Land S. No. 5439. 

In this first action, the schedules were suspended only from 
November 15 until December 30 in order to give Director Jen- 
sen, of the Commission’s Bureau of Traffic, an opportunity to 
work out a proper adjustment with the carriers (see Traffic 
World, Nov. 9, 1946, p. 1222, and Nov. 23, p. 1338). Later, the 
tariffs were further suspended to June 15, 1947. 

By reason of failure to work out an agreement w'th the 
carriers, it was said at the Commission, the investigation was 
instituted. It will concern the reasonableness and otherwise 
lawfulness of the tariff minimum rates on interterritor al class- 
tate traffic between the north and the south, carload and less 
tarload, established by the carriers, prescribed by the Commis- 
Sion, or resulting from decisions of the Commission, with a view 
to determining whether such minimum rates are in violation of 
the interstate commerce act. 
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The rates were described as those applicable to transporta- 
tion by railroad and partly by railroad and partly by water, of 
various commodities, and the investigation will include the 
propriety of the border points selected to govern their appli- 
cation. 

All common carriers by railroad and by water operating 
within Official and Southern territories, or between those terri- 
tories, were made respondents to the proceeding, which is to 
be assigned later for hearing. 


DESTRUCTION OF PIPE LINE RECORDS 


The Commission, division 1, has issued an order modifying 
its order of November 25, 1942, prescribing “Regulations to 
Govern the Destruction of Records of Carriers by Pipe Lines, 
Issue“of 1943,” by adding the following provision to section 
115.2, Preservation of other records: Special permission to de- 
stroy: 


(c) Pipe line companies may be granted authority to preserve 
photographic copies of certain records in lieu of original records or 
other copies specified in these regulations. Application for such author- 
ity shall be filed in the form of a letter which shall describe the par- 
ticular records intended to be preserved by this method and the process 
to be used. 


The order was made effective March 17. It observed that 
as the proposed modification was initiated prior to the effective 
date of the. administrative procedure act and that, under scc- 
tion 12 of that act, publication of a general notice of the modi- 
fication as proposed rule making, as contemplated by scction 4 
of the act, was not necessary. 


Trunk-Line Railroads Intervene 
in Private Carrier Case 


By an_order in MC 96541, In the Matter of the Application 
of Lenoir Chair Co., Lenoir, N. C., in which for-h.re motor car- 
riers are asking the Commission for a review of the charac- 
teristics of private carriage, the Commission, by Comm7:ssioner 
Lee, has permitted railroads in Trunk Line Territory, except 
- | & Ohio, to intervene (see Traffic World, Feb. 
15, p. 483). 

The railroads said that, while the applicant asked a permit 
to continue operations as a contract carrier, “it was d:sclosed at 
the hearing that it filed the instant application for the deter- 
mination of its status as to whether it is a common or contract 
carrier subject to the act or a private carrier not subject 
thereto,” except with reference to the provisions for safety of 
operations, hours of service of employes, and standards of 
equipment. 

As the applicant considered its operations to be those of a 
private carrier, said the railroads, no particular effort was made 
to present evidence on the issue of public convenience and ne- 
cessity or public interest. 

Observing that the examiner had found the applicant’s 
operations to be those of a private carrier, the railroads asked 
leave to intervene and be treated as parties, with the right to 
file exceptions. 


Southern Motor Rate Increase 
Suspended by I. C. C. 


The Commission in I. and S. M-2721, Increased Rates 
Within South and Between South-North, has suspended from 
February 17 to and including September 16, the operation of 
certain schedules proposing to increase the motor common 
carrier rates within the south and between the south and north 
(see Traffic World, Feb. 15, p. 488). 

The schedules involved are published in supplement No. 30 
to MF-I. C. C. No. 331 of Southern Motor Carriers Rate Confer- 
ence, agent, supplement No. 20 to MF-I. C. C. No. 102 of R. S. 
Cooper, agent, and numerous other publications of these and 
other agents and individual carriers. 

The Commission said the following was illustrative of the 
rates in issue: 

Between Atlanta,’ Ga., and Charlotte, N. C. 
(Rates in cents per 100 lbs.) 


Present rates Classes 
i 2 3 4 5 6 
TR BD TER sic asks obese cckse 158 136 116 91 73 66 
FT OR ik 5s inis sok ins hs aboels bos bie 148 126 107 S4 67 61 
BO I OU iio is is ca icnes dec caw es 138 116 97 76 61 55 
Proposed rates 
RE A OS as ore oes cbse ocd 5s see 173 146 122 95 TT 69 
PS a rE ee a 150 127 106 83 67 60 


The Commission also directed that the respondent motor 
carriers and protestants be notified that, pending disposition of 
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this proceeding, consideration will be given to special permis- 
sion applications to publish, on less than statutory notice, rates 
on a basis not to exceed that proposed in the suspended sched- 
ules for application on shipments weighing 5,000 pounds or 
more, in those instances where the rates continued in effect by 
reason of this suspension are lower. 

Numerous requests for suspension of the involved schedules 
were received by the Commission. Among the grounds of pro- 
test was the statement made by some of the protestants that 
the motor carriers were attempting to take advantage of the 
increases in rail rates granted by the Commission in Ex Parte 
162, Increased Railway Rates, Fares and Charges, 1946. In 
defense of the proposed increases, the Southern Motor Carriers 
Rate Conference said they were justified by the increased costs 
of motor carrier operations. 


:* 





Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5460, Classification Rating—Ice Cream Cones 
and Dishes, from February 15, to and including September 14, 
certain schedules as published in supplement No. 14 to Con- 
solidated Freight Classification No. 17, Agent A.:H. Greenly’s 
I. C. C.-O. C. No. 61. The suspended schedules propose to in- 
crease the less-than-carload rating on edible ice cream cones 
and dishes between points in the United States, from first-class 
to one and one-half times first-class. 

I. and S. No. 5461, Furniture—San Francisco to Portland 
and Seattle, from February 15, to and including September 14, 
certain schedules as published on list Revised Page 308A to 
Agent. J. P. Haynes’ tariff I. C. C. No. 1352 and MF-I. C. C. 
No. 11. The suspended schedules propose to reduce the all- 
rail rates on iron or steel furniture, in carloads, from San 
Francisco, Calif., to Portland, Ore., and Seattle, Wash., and 
points intermediate thereto. 


I. and S. No. 5462, Switching, N. C. & St. L. and C. of Ga. 
at Atlanta, from February 16, to and including September 15, 
certain schedules as published in various revised pages of Nash- 
ville, Chattanooga & St. Louis Railway’s tariff I. C. C. No. 
2896-A and Central of Georgia Railway’s tariff I. C. C. No. 
2475. The suspended schedules propose to increase the re- 
ciprocal switching charges between industries served by the 
Nashville, Chattanooga & St. Louis Railway and points of in- 
terchange with connecting lines, and also between industries 
served by the Central of Georgia and points of interchange 
with the Nashville, Chattanooga & St. Louis and the Southern 
Railway at Atlanta, Ga. 


I. and S. M-2722, Pick-up and Delivery Allowances, from 
February 18 to and including September 17, certain schedules 
published in supplement No. 55 to tariff MF-I. C. C. No. 26 of 
Middlewest Motor Freight Bureau, agent, Kansas City, Mo., and 
supplement No. 128 to tariff MF-I. C. C. No. 100 of M:d-Western 
Motor Freight Tariff Bureau, Inc., agent, Kansas City, Mo. 
The suspended schedules propose to increase from 5 to 11 cents 
per 100 pounds the allowance to shippers and consignees who 
perform their own pick-up or delivery service, in lieu of pick-up 
or delivery service by carrier, in connection with less-truckload 
shipments at Kansas City, Mo., and Augusta, Eldorado, Em- 
poria, Florence, Kansas City, Newton, Peabody, and Wichita, 
Kan. 


Railroad Abandonments 


Southern Pacific 


In Finance No. 15608, the Southern Pacific Co. has asked 
authority to abandon operations over, and the Central Pacific 
Railway Co. has asked authority to abandon, the entire Keswick 
branch, between a point of connection near Redding, Calif. and 
the end of the branch at Coram, Calif., about 13.45 miles, in 
Shasta county, Calif. Central Pacific said it proposed to aban- 
don that portion of the branch owned by it near Redding, about 
0.62 mile, and to classify it as a yard or siding mileage if 
abandonment was authorized. Abandonment of operation and 
of the line itself was asked as to the portion near Redding, and 
authority to abandon operations by Southern Pacific was sought 
as to the remainder, between Redding and Coram. Abandon- 
ment was warranted the applicants said, because the govern- 
ment had given notice of termination of a contract with the 
S. P. under which that company operated the portion of the 
branch owned by the government—the line between Redding 
and Coram. The reason the government elected to terminate 
the agreement, it was said, was because it proposed to complete 
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the Keswich dam in the Sacramento River, making necessary 
removal of the line of railroad. 


Smoky Mountain 


The Railroad and Public Utilities Commission of the State 
of Tennessee has filed a petition with the Commission, docketed 
as Finance No. 15610, asking the Commission to issue a sum- 
mary order directed to the Smoky Mountain Railroad, Knox- 
ville, Tenn., requiring officials of the road immediately to in- 
stitute action providing for emergency service to the area by 
the railroad; institute an immediate investigation of the cir- 
cumstances surrounding an alleged washout and the subsequent 
failure of the railroad to attempt to provide service of any 
nature, and further failure to attempt any remedial action; 
and for an early hearing. The Tennessee commission said the 
railroad had advised it that a fill had been washed out, that it 
would cost thousands of dollars to repair the road, and that the 
railroad saw no way in which the repairs could be financed. The 
commission called attention to previous attempts it said had 
been made by the railroad to abandon its line, all of which, it 
said, had terminated unsuccessfully, the Tennessee body hav:ng 
made findings of fact and law that such abandonment was not 
justified, and continuance of operations had been expressly 
required. 


Manistee & Northeastern 


The Manistee & Northeastern Railway Co. has asked the 
Commission, in Finance No. 15611, for authority to abandon a 
portion of its main line, about 1,087 feet, and to acquire track- 
age rights over a side track about 800 feet long and portion of 
main line about 466 feet of Pere Marquette Railway Co., all sit- 
uated between Harrison Street and Madison Street, in Manistee, 
Manistee county, Mich. The applicant said the main lines of the 
two railroads were parallel within about 25 feet and _ crossed 
over U. S. highway 31 in Manistee. It said the State Highway 
Department of Michigan had requested that one of the ra lroads 
eliminate the grade crossing over U. S. highway 31 in the in- 
terest of greater safety to traffic moving on the highway. 


Cc. & N. W. 


In Finance No. 15614, the Chicago & North Western Rail- 
way Co. asks authority to abandon a branch line, about 6.178 
miles in length, between Parrish Junction and Harris, in Lan- 
glade, Oneida and Lincoln counties, Wis., and a wye track 
about .405 mile in length in Lincoln county. The applicant said 
the branch line and wye trackage were no longer economically 
useful or otherwise required and that present and prospective 
traffic was such that continued operation could not reasonably 
be expected to be profitable. Formerly, it said, some interline 
freight was interchanged with the Marinette, Tomahawk & 
Western Railroad Co., but that that railroad had ceased its 
operation, its trackage was removed, and that source of traffic 
and revenue had ceased to exist. 


Pennsylvania and Reading 


The Pennsylvania Railroad Co. has asked authority to 
abandon, and the Reading Co. has asked authority to abandon 
operation over the so-called Shenandoah branch, extend ng from 
a connection with the Reading at Frackville Junction to a junc- 
tion with the Pennsylania at Shenandoah, 4.51 miles, including 
an industrial track known as the Gilberton branch, .79 mile in 
length, in Schuylkill county, Pa., in Finance No. 15613. The 
Pennsylvania said, from its standpoint, abandonment was sought 
because of absence of any need for the line, part of which, it 
added, was out of service. As to the portion over which Reading 
had trackage rights, it said that portion of the line was not 
in satisfactory operating condition and required rehabilitat:on, 
due principally to mine subsidence. Restoration of Read ng con- 
nections between Frackville Junction and Bear Run Junction 
would be restored, the application said, with such track re- 
locations as were required by the mine subsidence. 


Chesapeake & Ohio 


The Chesapeake & Ohio Railroad Co. has asked the Com: 
mission, in Finance No. 15615, for authority to abandon its 
ferry and operation thereof between New Richmond, Campbell 
county, Ky., and New Richmond, Clermont county, O., about 
one mile. The applicant said it had operated the ferry at sub- 
stantial and continuing deficits in the past decade, and estl- 
mated that tonnage and revenue in the future would not exceed 
that realized in the year 1945, when the out-of-pocket expense 
exceeded the total system revenue from traffic handled to and 
from New Richmond, O., the only point having any industries. 

The Chicago Great Western Railway Co., in Finance No. 
15617, asks authority to abandon a line of railroad between a 
point near Charles Street in Sycamore, Ill., and a point near 
Lewis Street in DeKalb, Ill., about 3.854 miles long; to con 
struct and operate 365 feet of track connecting its line with 
that of the North Western in Sycamore; to acquire trackage 
rights for operating engines and trains over a line of the North 
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Western between Charles Street in Sycamore and a point near 
Lewis Street in DeKalb, about 3.706 miles; and to acquire 
trackage rights for the turning of engines over about 0.988 
miles of tracks of the North Western in Sycamore, all in De- 
Kalb county, Ill. The applicant said the two railroads operated 
adjacent and parallel branch lines between Sycamore and 
DeKalb and that one line was adequate. The C. G. W. will 
continue to maintain and operate terminal facilities in both 
cities. 


Ex Parte 162 Grain Rate 
Increases Protested 


The Duluth Chamber of Commerce, the St. Paul Associa- 
tion of Commerce, and the Minneapolis Traffic Association have 
asked the Commission to suspend certain tariffs proposing in- 
creased proportional rates on grain, grain products and related 
articles, published to become effective March 1. 

The tariffs protested by the Minnesota interests were: 
Supplement 81 to Western Trunk Lines Freight Tariff No. 
332-C, L. E. Kipp, agent. I. C. C. No. A-3455; M. St. Paul & 
S. Ste. Marie, I. C. C. No. 7152; and tariffs providing increases 
from Duluth and Minneapolis to Gulf Ports, for exports, based 
on increases in the proportional rates to Chicago, IIl., as 
follows: C. M. St. P. & P. I. C. C. No. B-7562; M. & St. L. 
R. R., I. C. C. No. B-1066, supplement No. 21; C. Y. N. W. 
I. C. C. No. 11030, supplement No. 20; C. B. & Q. I. C. C. No. 
19977, supplement No. 17; C. R. I. & P. I. C. C. No. C-13196, 
supplement No. 12; and C. G. W. I. C. C. No. 5564, supplement 
No. 19. 

The Western Trunk Line and Soo Line tariff, said the 
protestants, provided for increases in the proportional rate: 
1. From Minneapolis, Minnesota Transfer and St. Paul to 
Manistique, Mich., (for beyond) from 15 to 15.5 cents; 2. In- 
crease in rates from Minneapolis and Duluth, and points 
taking same rates, to Chicago and Peoria, Ill., and points taking 
same rate. In addition, it said, the Kipp tariff provided 
increased proportional rate to Momence Transfer, Ill., and pro- 
portional rates from Minneapolis and Duluth and points taking 
the same rates, to destinations in Illinois, Wisconsin and Iowa, 
as shown in a territory outlined in an exhibit attached to the 

rotest. 

4 According to the protest, the basis for the increased rates 
was the authorized increase of 15 per cent on grain in Ex 
Parte 162, Increased Railway Rates, Fares, and Charges, 1946, 
and the directions as to application of the increase to the rates. 

Referring to a special permission they said was granted 
Agent Kipp to publish rates on 20 days’ notice, and to the Soo 
Line, the protestants said the application did not refer to 
rates from points taking the Minneapolis or Duluth rates or 
the rates to points taking the Chicago or Peoria rates, or to 
the rates to interior points in Iowa, Wisconsin, [llinois, or 
Michigan (Upper Peninsula) although, they said, those rates 
were increased. They contended that the increase, except to 
Chicago and Peoria, was unlawful and not within the scope of 
the special permission. 

Quoting the Kipp application as saying the relationship to 
be restored was required by the Commission’s findings and 
orders in the Western Grain Case, and in Southwestern Millers’ 
League vs. A. T. & S. F. 225, I. C. C. 195, and that they proposed 
to do so by establishing a rate of 15% cents from Minneapolis 
and Duluth to Chicago and Peoria and related points 3 cents 
less than from Missouri River to Chicago, the protestants said 
a listing of representative points in the Southwestern Millers’ 
case did not establish a relationship of rates to Chicago or 
Peoria and that the carriers were in error in contending that 
such relationship existed. 

As to rates to Wisconsin, Iowa, and Illinois, they said there 
was no relationship between these rates and rates from Mis- 
souri River points, and no authority for increasing the rates. 
Also, they said, the Commission had not prescribed proportional 
rates to intermediate points and did not prescribe any relation- 
ship between the rates from Minneapolis or Duluth with the 
rates from Missouri River points. They made a similar com- 
ment on the rate increase proposed from the northwest. 


D. of A. Also Asks Suspension 


The Department of Agriculture, joined by others, has 
asked the Commission to suspend increased grain rates in 
estern Territory and Central Freight Association Territory, 
and from certain western origins to the east, which it said 
Seemed to be according to a general plan of the carriers “pur- 
Ported to be in response to the Commission’s direction in Ex 
Parte 162 that rates should be revised ‘to restore rate rela- 
tionships and market, gateway, and port equalizations, to ad- 

here to rate-break principles now in effect’.” 
It said the protested changes in Western Territory were 
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being made on short notice under special permission No. 32233 
of February 3, in C. F. A. Territory on statutory notice, and 
from western origins to the east on short notice under special 
permission No. 32257. 

The department said the carriers took the highest rates 
involved in any purported restoration of relationships, “‘i.e., 
those rates on which the percentage increase of 15 per cent 
yielded the largest increase in cents per 100 pounds.” It said 
the lower rates were then brought into the required relation- 
ship by increasing the lower rates to the necessary level, rela- 
tionships considered, and in a large number of instances, it 
said, this method brought about increases exceeding the 15 per 
cent permitted, “but not ordered,” in Ex Parte 162. 

“The Secretary protests the general theory under which 
the carriers have proposed the readjustment (1) as evidence 
of undue domination of the carriers by the market interests 
and (2) for lack of proper consideration on the part of the 
public interest as defined in the national transportation pol- 
icy,” the protest said. 

After setting out the direction of the Commission in Ex 
Parte 162, as to application of increases to each one-factor 
rate, the department said it had protested such increases in 
each proportional or reshipping rate factor in connection with 
the Ex Parte 148 interim adjustment in 1946, adding that “to 
do so violates all of the pronouncements of the Commission 
and the courts to the effect that proportional and reshipping 
rates constitute but portions of through rates.” The Commis- 
sion had disregarded the protest in Ex Parte 162, the depart- 
ment said, and that the increases now reflected were in excess 
of the authorized 15 per cent on through traffic when moving 
under one-factor through rates. The increases were being 
made, it said, in face of the Commission’s observation in Ex 
Parte 162 that all combination or multiple-factor through rates 
on grain and grain products were already too high, adding that 
“the plain implication being that the said combination rates 
should be reduced rather than increased.” 


The department also took the position that the rates were 
unlawful because the Office of Temporary Controls had not 
been notified of the increases until February 6, to become 
effective March 1, thus failing to meet the 30-day notice re- 
quirement. ; 

It said there were many instances in Agent Kipps special 
permission application No. 894 where inter-market propor- 
tional rates, prescribed by the Commissions one-factor rates, 
had been broken down into two components and each com- 
ponent increased separately “in order to obtain increases 
greater than those authorized under Ex Parte 162.” 

It also said that where the inter-market proportional rates 
were increased more than 15 per cent, in the equalization 
process, the result would be to increase the flat rates between 
the markets by a corresponding amount because those market 
flat rates were made by adding the proportional rates to the 
minimum inbound flat rates to the primary markets. 

At one point, the department said there were no market 
relationships to be restored in C. F. A. Territory, adding that 
“nor are there any fixed rate relationships to be restored.” It 
said that, what the eastern carriers were restoring was the 
“old McGraham percentage formula and the eastern basing 
point system, which has not been passed upon by the Commis- 
sion so far as grain and grain product rates are concerned.” 
It added that the Commission had condemned the basing point 
svstem and the McGraham formula in the Eastern Class Rate 
Case. 164 I. C. C. 314. 

In support of its position, the denartment referred to the 
Commission’s further report in No. 17000, Rate Structure In- 


_ vestigation, Part 7-A, Grain and Grain Products to, from and 


within Southern Territory and an embraced case (see else- 
where). That decision, it said, meant that the carriers must 
restore the required relationships by readjusting against the 
lower rates instead of using the higher rates as a means of 
obtaining additional unlawful increases. 

The department said the Secretary had been authorized 
to state that the following had “tendered their support of and 
join” in the protest: 

North Dakota Public Service Commission; South Dakota Public 
Utilities Commission; North Dakota Farmers Union; Fargo, N. D., 
Chamber of Commerce. Also that others would file individual protests 
and requests for suspension: Oklahoma Corroration Commission: Ne- 
braska State Railway Commission; Kansas State Corporation Commis- 


sion; and the Duluth, Minneapolis and St. Paul groups, which have 
already filed a protest. 


CENTRAL PACKAGE FORWARDER RIGHTS 
By an application in FF-177, Central Package Car Co. and 
Clipper Carloading Co., ask the Commission to approve transfer 
by Central to Clipper ‘of all of its operating rights as a freight 
forwarder under. FF-12. Central, according to the application, 
is authorized to forward commodities generally from points in 
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Connecticut, Delaware, Illinois, Indiana, Iowa, Kentucky, Maine, 
Maryland, Massachusetts, Michigan, Minnesota, Missouri, New 
Hampshire, New Jersey, New York, Ohio, Pennsylvania, Rhode 
Island, Vermont, West Virginia, Wisconsin, and the District. of 
Columbia, to points in Texas. 


The application said all issued and outstanding capital 
stock of Central, except for qualifying shares, was owned by 
Central Freight Lines, Inc., a common motor carrier. Central, 
it said, had operated consistently at a loss since its organization 
and that its operation had become a hardship and undue burden 
on Central, and continued operation might well impair the 
solvency of Central. 


Rails Ask Investigation of 
Illinois Intrastate Rates 


Railroads operating in Illinois have petitioned the Com- 
mission to investigate the situation created by an order of the 
Illinois Commerce Commission excepting certa'n intrastate 
traffic from increases the same as permitted on interstate tref- 
fic by the Commission in Ex Parte 162, Increased Railway 
Rates, Fares and Charges, 1946. The railroads asserted that 
their revenues on the excepted Illinois traffic would be $800,000 
less a year than on the basis of the increases granted on inter- 
state traffic between points in Official Territory. 


The petition, the railroads said, was directed to all intra- 
state rates and charges in Illinois on commodities other than 
coal. As to coal, they said they were endeavoring by means 
other than the instant petition to obtain increases fully corre- 


~~ rai to those authorized by the Commission in Ex Parte 
162. 


As a result of the action of the Illinois commission, the 
railroads said, “the relationship heretofore existing between a 
substantial body of intrastate and interstate rates and charges 
in Illinois territory has been markedly changed.” They cited 
the resulting situation of industries at Indiana points within 
the Chicago industrial district, as compared with those in Illi- 
nois, and asserted another example was St. Louis, Mo., and 
East St. Louis, Ill., which, they said, were practically one in- 
dustrial district. Undue prejudice also existed, the railroads 
said, because routes of some rail carriers between two Illinois 
points extended into an adjacent state. They cited numerous 
examples involving specific commodities and said “other ex- 
amples of unjust and undue prejudice against persons and lo- 
calities in interstate commerce could be given.” 


The Illinois carriers said the situation that confronted 
them was substantially that following establishment of the in- 
crease authorized by the Commission in Ex Parte 74, Increased 
Rates, 1920, 58 I. C. C. 220, and Authority to Increase Rates, 
28 I. C. C. 302, when the Illinois commission had limited the 
increases on intrastate rates. They quoted from the report of 
the Commission resulting from a petition filed by the railroads, 
Intrastate Rates. Within Illinois, 60 I. C. C. 92, and said the 
decision with reference to “these discriminations and prejudices 
well characterizes the very situation which exists today.” 


RAILS ASK SWITCHING ORDER POSTPONEMENT 


The railroad defendants have asked postponement of the 
effective date of the Commission’s order in No. 29245, Min- 
neapolis Traffic Association vs. Chicago & North Western et 
al., from March 28, on 30 days’ notice, to a date sufficiently 
advanced to permit reconsideration on petitions now in prep- 
aration and shortly to be filed. 


In that proceeding, the Commission found unreasonable, 
unjustly discriminatory, and unduly prejudicial, practices of 
certain roads governing the absorption of connecting Ine 
switching charges at Minneapolis, St. Paul, and Duluth, Minn., 
and at Superior, Wis., on designated carload traffic (see Traffic 
World, Jan. 4, p. 14). 

The railroads said the facts were involved and the legal 
questions important not only to them but to other railroads 
throughout the United States, particularly in the west and south. 
By its decision, they said, the Commission had announced a 
policy that was far-reaching in effect and constituted a serious 
departure, in their judgment, from correct and established 
principles. They said they believed the Commission would be 


persuaded by the petitions for reconsideration to a revision or 
modification of the decision. 


Joined in the petition were the C. & N. W.; the C. St. P. M. 
& O.; the D. S. S. & A.; the Duluth, Winnipeg & Pacific; the 
G. N.; the Soo Line, and the Northern Pacific. 
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29692, Armstrong Tire & Rubber Co., a Delaware corporation, vs, 
B. & M. et al. 

Rates on 4 carloads of latex (dispersed reclaimed rubber) shipped 
from East Cambridge, Mass., to Natchez, Miss., and on 2 carloads 
of dispersed reclaimed rubber, liquid, in drums, shipped from 
Whippany, N. J., to Natchez, in the period February 24 to May 26, 
1945, alleged in violation of sections 1, 3, and 6. Asks cease and 
desist order, rates, and reparation of $936.01 with interest. (L. V. 
Brandt, 1811 S. Prairie Ave., Chicago 16, Ill.) 

29693, Mid West Tar Products Corporation, Baltimore, Md., vs. 
C. M. St. P. & P. et al. 


Alleges charges on 217 carloads of pitch coke, shipped from Terre 
Haute, Ind., to Alcoa, Tenn., asserted to have been levied because 
Cc. M. St. P. & P. was unable to furnish cars of sufficient size to 
load required minimum weight and because all interested lines had 
not reached complete agreement to include provision ‘‘except when 
ear is loaded to visible or cubical capacity actual weight will 
apply’’ in violation of sections 1 and 3. Asks cease and desist order, 
minimum weight on past shipments and waiver of collection of 
undercharges of $5,508.77. (George P. Vokler, traffic manager, Mid 
West Tar Products Corporation, 603 Lexington Bldg., Baltimore 
1, Md.) 


29694, Oneonta Fruit Co., Inc., Oneonta, N. Y., vs. D. & H. 

Alleges demurrage charges on one car, Maine white potatoes, 
received at Oneonta January 25. 1946, levied under fourth revised 
service order No. 180. in violation of sections 1 and 3, because of 
delay in giving notice of arrival. Damage of $80 by cold weather 
also alleged. Asks cease and desist order, prompt notice in future, 
and $11.62. (Earle H. Bogardus, 19 Vine St., Scotia, N. Y.) 

29695, California Cotton Oil Corporation, Los Angeles, Calif., et al. 
ys. A. T. @ S. F. e¢ al. : 

Demurrage on cars of copra, landed from Philippine Islands at 
Los Angeles Harbor and/or Long Beach Harbor, unloading of which 
was delayed by a strike of steamship employes and/or longshore- 
men, and unloaded between November 28, 1946. to December 17, 
1946, and shipped to plants at Los Angeles in volume in excess of 
complainants’ ability to receive and unload within the free time 
allowed, in violation of sections 1 and 6. Ask cease and desist 
order, rules for the future, and permission to hold in abeyance 
unpaid balance of demurrage until issuance of Commission order. 
(L. H. Stewart, 354 S. Spring St., Los Angeles 13, Calif.) 

29696, Brownsville (Tex.) Navigation District of Cameron county 
et al. vs. St. Louis, Brownsville & Mexico et al. 

Alleges failure to restore rates on canned goods through Browns- 
ville, Tex., cancelled August 20, 1940, because of cessation of water 
service, in violation of sections 1, 2, and 3. Also alleges belief rail 
earriers are ready to join with water carrier defendants in re- 
establishment of joint through rates, but water carriers are opposed. 
Because of temporary operating authority held by Maritime Com- 
mission, complainants express belief it should be named defendant. 
Ask cease and desist order, rates, and reparation on wharfage sums 
alleged lost because of non-reestablishment of rates of $4,000. (Jas. 
H. Hartzog, P. O. Box 231, Brownsville, Tex.) 


29697, Traffic Bureau of Sioux Falls, S. D.. vs. Milwaukee et al. 

Alleges in violation of sections 1, 2, 3, 4, and 6, refusal to switch 
traffic to Sioux Falls Army Air Field; to publish rates for new 
industries; maintenance of combination rates between the Air Field 
and points throughout the U. S. exceeding rates between points 
beyond the Air Field and points throughout the U. S. and failure 
to absorb certain switching charges. Asks cease and desist order 


and rates. Hearing requested at Sioux Falls. (S. W. Warr, 10 
W. 10th St., Sioux Falls, S. D.) 


— I. S. Joseph Co., Inc., Minneapolis, Minn., vs. Burlington 
et al. 

Alleges undercharges demanded on 38 carloads of grain products, 
bought by complainant in February and March, 1945, at Minne 
apolis, from milling companies which transferred to complainant 
unexpired freight bills covering inbound shipments of grain en 
titling complainant to forward grain products at proportional rates, 
which shipments were forwarded to points in Minnesota, Iowa, 
Wisconsin, Illinois, Missouri, Kansas, Nebraska, South Dakota, 
North Dakota, Montana, and other states, in violation of sections 
1, 3, and 6. Complainant said, because of shortage of box cars, 
milling companies were unable to load grain products and they 
were trucked to team track of Minnesota Transfer Railway Co., 
at Prior Ave. Asks cease and desist order, rates, and waiver of 
undercharges. (I. M. Springer, vice-president, I. S. Joseph Co., 
Inc., 306 Flour Exchange Bldg., Minneapolis 15, Minn.) 

29677, Minimum Rates on Rail Traffic Between North and South. 

Investigation instituted by the Commission, division 2, on its 
own motion, into tariff minimum rates on interterritorial class-rate 
traffic bétween north and south, carload and less-carload, established 
by carriers or prescribed or approved by the Commission, or result- 
ing from decisions of Commission. All common carriers by railroad 
and water operating within Official Classification Territory and 
Southern Classification Territory, or between those territories, 
made respondents. 
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Examiner Irked at Applicants 
Requests for Postponements 


“Having in mind that there must be a finality to adminis- 
trative procedure,” said Examiner L. J. Kassel, in a proposed 
report in MC 106293, Five Mile Beach Electric Railway Co.— 
Charter Operations, the applicant’s request to continue the 
hearing after numerous postponements should be denied. 

In explanation of his action, the examiner said the matter 
was originally assigned for hearing February 8, 1946. Since 


that time, on request of the applicant, he said the following 
had transpired: 


Hearing was postponed from February 8, 1946, to March 4, 1946; 
the application was dismissed on March 1, 1946; the proceeding was 
reopened on March 13. 1946 and ass'ened for hearine on May 22. 1946; 
hearing postponed from May 22, 1946, to June 7, 1946; the application 
was again dismissed on May 28, 1946; the proceeding was again re- 
opened on October 29, 1946, and assigned for hearing on January 30, 
1947; the hearing date was advanced from January 30, 1947, to Jan- 
uary 27, 1947. Finally, on the date last mentioned, the matter was 
heard, and the applicant sought a continuance to a date to be fixed by 
the Commission. Clearly, the applicant has been afforded sufficient 
opportunity to prosecute its application. Having in mind that there 
must be a finality to administrative procedure, the examiner denied the 
applicant’s request to continue the hearing. 


Examiner Kassel recommended denial of the application, 
seeking authority to operate as a common carrier of passen- 
gers, and their baggage in the same vehicle, in charter opera- 
tions between points in Cape May county, N. J., on the one 
hand, and points in Delaware, District of Columbia, Maryland, 


New York, Pennsylvania, and Virginia, on the other, over 
irregular routes. 


vt 


Watson Motor Purchase to Separate 
Special Commodities Proposed 


Examiners James H. Gaffney and Levi M. Pettis, in a pro- 
posed report in MC F-3196, Fay V. Watson, et al.—Control; 
Watson Bros. Van Lines and Heavy Hauling Co.—Purchase— 
(Portion)—Watson Bros. Transportation Co., Inc., have recom- 
mended that the Commission approve, with conditions, the pur- 
chase by Watson Bros. Van Lines and Heavy Hauling Co., 
Omaha, Neb., of certain operating rights and property of Wat- 
son Bros. Transportation Co., Inc., Omaha, and acquisition of 
control of the rights and property by Fay V. Watson, Ray E. 
Watson, and Thomas W. Watson, through the purchase. 

Watson Bros. Van Lines and Heavy Hauling Co., said the 
examiners, was not a motor carrier, but was organized March 
19, 1946, for. the purpose, among others, of effectuating the 
proposed purchase of operating rights for commodities requir- 
ing special] equipment because of unusual size or weight be- 
tween specified points in Nebraska, Kansas, Iowa, South Da- 
kota, Missouri, and Illinois, and household goods between 
specified points in Nebraska, Illinois, Iowa, Kansas, M’ssouri, 
South Dakota, Minnesota, Wisconsin, and Colorado, all over 
irregular routes. Continuing, the examiners said: 


The transportation of household goods and commodities requiring 
special equipment because of unusual size or weight is a highly spe- 
clalized and personalized business. Watson Bros. has not found it 
practicable, in combination with its general commodity business, to 
engage in specialized transportation. As its employes were not skilled 
in rendering personalized service, its specialized transportation busi- 
hess was neglected.. The intermingling of general commodity tonnage 
with commodities requiring special equipment made it impossible to 
tell whether it was operating its specialized service at a profit or at 
a loss. Some time ago Watson Bros. effected a measure of separation 
of the two types of service by segregating its general freight equip- 
Ment from its special equipment and appointing a manager and a book- 
keeper to handle the office affairs of its specialized business, Such 
temporary separation was so markedly successful that it was decided, 
as here proposed, to transfer its rights authorizing the transportation 
of household goods and commodities requiring special equipment be- 
Cause of unusual size or we.ght. and its equipment suitable for the 
transportation of said commodities, to a newly organized corporation. 
Also it is proposed to transfer the employes of Watson Bros. who have 
had some experience in such transportation, to the new company. 


The examiners added that although, in certain instances, 
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its general commodity authority contained no exception as to 
the transportation of commodities requiring special equipment, 
Watson Bros. expected that the added limitation would be made 
in its retained general-commodity authority to eliminate from 
its retained rights authority to transport commodities requiring 
special equipment, in the event of approval in the instant pro- 
ceeding. 

“The operations of Van Lines under the considered rights 
would be conducted separate and distinct from those conducted 
by Watson Bros. under its retained rights,” said the examiners. 


Tri-Cities Motor Service 


The Commission has issued a number of proposed reports 
in proceedings relating to motor vehicle common carrier opera- 
tions, prepared by Joint Board No. 54, composed of Harold E. 
Poslusny, of Illinois, and George L. McCaughan, of Iowa, in 
which it is recommended that the applicants be granted cer- 
tificates authorizing them to serve points in the Davenport-Rock 
Island and Moline Commercial Zone, 41 M. C. C. 557, in the 
transportation of general commodities, with exceptions, as inter- 
mediate and off-route points in connection with presently author- 
ized regular-route operations “to and from any point in such 
zone.” 

The proceedings follow: 


MC 14478, Sub. 2, Charles M. Poole and William Poole, dba Poole 
Transfer, Muscatine, Ia.; MC 5726, Sub. 4, Kenneth Lees and Paul 
Barnett, dba Chicago-Tri-Cities Motor Freight, Rock Island, Ill.; MC 
42329, Sub. 39, Hayes Freight Lines, Inc., Mattoon, Ill.; MC 107500, 
Sub. 4, Burlington Truck Lines, Inc., Chicago, Ill.; MC 104351, Sub. 2, 
John F. LaMere and M. J. Conroy, dba Gordy Freight Lines, Chicago, 
Tll.; MC 74721, Sub. 16, Motor Cargo, Inc., Akron, O.; MC 69224, Sub. 
16, Urban J. Haas and Cyril H. Wissel, dba H. & W. Motor Express 
Co., Dubuque, Ia.; MC 59649, Sub. 3, Peoria Cartage Co., Peoria, IIl.; 
MC 52752, Sub. 5, James Gottlieb, dba Western Transportation Co., 
Chicago, Ill.; MC 33278, Sub. 5, Lee Transportation Co., St. Louis, Mo.; 
MC 33087, Sub. 14, Dohrn Transfer Co., Rock Island, Ill.; MC 22732, 
Sub. 4, Milburn, Inc., East Moline, Ill.; MC 19553, Sub. 8, Knox Motor 
Service, Inc., Rockford, Ill.; MC 16500, Sub. 3, Rock Island Transfer & 
Storage Co., Rock Island, Ili.; and MC 3566, Sub. 22, Keeshin Motor 
Express Co., Inc., Chicago, Ill. 


In MC 5909, Sub. 4, Merchants Transfer & Storage Co., 
Davenport, Ia., Extension—Iowa-Illinois, Joint board 54 recom- 
mended that, subject to revocation of the outstanding certificate 
in MC 5909, Sub. 1, the applicant be granted a certificate 
authorizing transportation of general commodities, with excep- 
tions, in service limited to such commodities which are at the 
time moving on bills of lading of freight forwarders, between 
points in the Davenport-Rock Island and Moline commercial 
zone, on the one hand, and Chicago, Ill., on the other, over 
irregular routes. 


Proposed Reports 


Milk and Cream 


No. 29558, George V. Hanson et al. vs. Atlanta & Saint 
Andrews Bay Railway Co. et al. By Examiners George J. Hall 
and Leland F. James. Recommend finding not shown to have 
been unreasonable switching charges of $9.35 a car on ship- 
ments of milk and cream at Panama City, Fla., after July 25, 
1944. They said no rule was published authorizing application 
of rates in the applicable tariff to points within the .Panama 
City switching district and, further, that the rate tariff did not 
authorize partial unlcading in transit. Defendants correctly 
contended, the examiners said, that when complainant took 
possession and partly unloaded the cars near the passenger 
station, the inbound transportation ended and subsequent switch- 
ing of cars to complainant’s siding was an intrastate movement 
not within the Commission’s jurisdiction. As to cars not par- 
tially unloaded, the examiners said defendants took the position 
that the shipments moved in passenger train service and the 
only delivery complainant was entitled to was at or near Bay 
Line’s passenger station and not a point six miles from the 
Station. The examiners said delivery made by defendants was 
reasonable and not unlawful. Also recommend finding applic- 
able and not shown unreasonable or unlawful rates on milk, 
cream, and cottage cheese in straight and mixed carloads from 
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Minneapolis and Watertown, Minn., to Panama City, Fla., and 
Thomasville, Fla. The examiners said complainant routed these 
shipments at its own convenience, at different times, to expe- 
dite their movement over various routes exceeding those via 
the short-line routes. They quoted Actual Mileage to Deter- 
mine Rates on Milk, 69 I. C. C. 90, as approving a rule that 
distance over the route actually used would determine the rate. 


Motor Vehicles 


I. and S. M-2667, Motor Vehicles by Driveaway or Tow-Bar 
—Northwest. By Examiner John L. Bradford. Recommends 
finding just and reasonable proposed increased motor common 
carrier rates on various types of motor vehicles by driveaway 
and towaway methods (1) between points in Idaho, Montana, 
Oregon and Washington; (2) between Seattle, Wash., on, the 
one hand, and points in Washington, Idaho, Montana, Oregon, 
California and Utah, on the other; and (3) from plants of the 
Kenworth Truck Corporation in King county, Wash., to Laredo, 
Tex., and that proceeding be discontinued. By schedules filed 
t8 become effective July 1, 1946, Dependable Auto Transport 
Co., Inc., and R. J. Tarte, dba Transport Storage & Distributing 
Co., proposed increases amounting to about 12% per cent of 
present rates, on the involved traffic. On protest of the Price 
Administrator and the Economic Stabilization director, the 
schedules were suspended until February 1, 1947, and respond- 
ents postponed the effective date of the schedules indefinitely. 
The examiner discussed increased costs in operating expenses, 
and said it appeared the suspended rates for single deliveries 
of vehicles weighing 3,600 pounds and under, although about 
12% per cent higher than present rates, were nevertheless non- 
compensatory, and that it was doubtful whether the proposed 
single-delivery rates for vehicles weighing between 3,601 and 
5,000 pounds would produce any net revenue. Considering the 
record, the examiner said, he concluded the suspended rates 
were not higher than reasonable maximum rates. 


MOTOR FREIGHT TERMINALS PURCHASE 


Examiner Joseph M. Zurlo, in a proposed report in MC 
F-3314, John J. Hesselbrock and Frank Talbot — Purchase — 
Motor Freight Terminals, Inc., has recommended that the Com- 
mission authorize Hesselbrock and Talbot, doing business as 
Spokane-Pacific Line, of Portland, Ore., to purchase certain 
interstate and intrastate rights, equipment and property of 
Motor Freight Terminals, Inc., of Seattle, Wash., for $102,955, 
with conditions. 

The Motor Freight rights included transportation of gen- 
eral commodities, with exceptions, between points in Montana, 
Idaho, and Washington; household goods and general com- 
modities, with exceptions, between certain Washington points; 
and general commodities, except household goods and certain 


other commodities, serving points within 15 miles of Seattle 
as off-route points. 


Proposed Reports in Motor 
Revocation Proceedings 


The Commission has issued a number of proposed reports 
in investigation proceedings relating to motor-carrier opera- 
tions involving the question of revocation of outstanding cer- 
tificates and permits. Common carriers are the respondents 
in all the reports except one which deals with a contract 
carrier. 

_ Recommendations are that the respondent common car- 
riers be found not rendering reasonably continuous and ade- 
quate service under Commission certificates, and that all re- 
spondents, both common and contract carriers, be found not 
in compliance with requirements of section 215 of the inter- 
state commerce act and the Commission’s rules and regula- 
tions thereunder. 

The reports suggest that each common carrier be ordered 
to institute reasonably continuous and adequate service and 
that all respondents be ordered to comply with section 215 and 
the regulations within 60 days from the effective dates of 
orders to be entered by the Commission, failing in which their 
outstanding certificates or permits would be revoked. 

The common-carrier proceedings, respondents, and their 
authorities, are as follows: 


MC C-757, Cecil Haun, Springview, Neb. (MC 88303), livestock from 
points and places in Keyapaha county, Neb., to Sioux City, Ia., and 
Winner, S. D.; building materials, cement, coal, farm implements, feed, 
fencing, grain, livestock, lumber, machinery, seed, and twine, from 
Sioux City and Winner to points and places in Keyapaha county; and 
emigrant movables between points and places in Keyapaha county, Neb., 
on the one hand, and points and places in Ia. and S. D., on the other. 

MC C-762, Clyde Atkinson, Archie, Mo. (MC 1910), livestock, logs 
and empty petroleum containers between Archie, Mo., and Kansas City, 
Kan., and feed, hay, straw, lumber, petroleum products in containers, 
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lime, cement, household goods, agricultural implements, and parts, 
iron pipe and livestock from Kansas City, Kan., to Archie, Mo., with 
service to specified intermediate and off-route points. 

MC C-776, Robert Gobeli, Meservey, Ia. (MC 4771), over irregular 
routes, (a) livestock, from points and places within 20 miles of Meservey, 
Ia., to South St. Paul and Albert Lea, Minn.; (b) hardware and farm 
implements from Minneapolis, Minn., to points and places within 20 
miles of Meservey; and (c) household goods between points and places 
within 20 miles of Meservey, on the one hand, and points and places 
in Minnesota, on the other. 

MC C-835, James Ralph Strohm, Spokane, Wash. (MC 75410), forest 
products, grain, hay, feed, straw, and seed, over irregular routes, be- 
tween points and places in Whitmore county, Wash., and Kaotenai and 
Bonner counties, Ida. 

MC C-864, Ralph R. Hammond, dba Bushnell Dray and Transfer, 
Bushnell, Neb. (MC 41780), livestock, feed, lumber, building materials, 
and agricultural commodities, over irregular routes, between Bushnell, 
Neb., and points and places in Nebraska within 15 miles of Bushnell, 
on the one hand, and, on the other, points and places in Wyoming. 


In the contract-carrier proceeding, MC C-775, the re- 
spondent was LeRoy Gowin, Hume, Mo., (MC 101151, Sub. 1), 
and the authority» Dynamite and blasting supplies, over irreg- 
ular routes, between Pittsburg and LaCygne, Kan., on the one 
hand, and, on the other, the Atlas Powder Co.’s magazine near 
Tiger, Mo., and from that point to points and places in Kansas 
within 30 miles of Tiger, Mo. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
ettective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


‘Arizona (Kingman)—MC 38588, Sub. 9, Arthur F. Black. 
Certificate proposed. Over regular and irregular routes, general 
commodities, with exceptions, between Phoenix, Ariz., on the 
one hand, and, on the other, Davis Dam, Ariz., points within 
five miles of Davis Dam, Kingman, and points within 25 miles 
of Kingman, and return, over described regular and irregular 
routes; and general commodities, serving points within five 
miles of Davis Dam, as off-route points in connection with the 
carrier’s present operating authority as described in certificate 
MC 38588, Sub. 2. 

Georgia (Chickamauga)—-MC 29868, Sub. 4, Carl Clifford 
Byrd. Certificate proposed. Passengers and their baggage, and 
express and newspapers in the same vehicle, between Wallace- 
ville, Ga., and Rossville, Ga., and return, over a described route, 
serving all intermediate points. 

Indiana (Gas City)—-MC 8540, Sub. 20, Harwood Trucking, 
Inc., embracing Same, Sub. 21. Denial of certificate proposed. 
Roofing and building materials, from East St. Louis, Madison, 
and Marseilles, Ill., to points in Ind., and points in O. on and 
west of U. S. highway 23, over irregular routes. 

Massachusetts (Royalston)—-MC 107653, Charles F. Rich- 
ardson. Denial of certificate proposed. Lumber, from points 
in Vt., on and south of U. S. highway 4, to points in Mass., 
on and east of U. S. highway 5, traversing N. H., for operat- 
ing convenience, over irregular routes. 

Ohio (Portsmouth)—MC 107556, Roby Pitts (Corrected). 
Permit proposed. Such commodities as are dealt in by retail 
stores or establishments, other than food stores, under indi- 
vidual contracts or agreements, over irregular routes, from 
Portsmouth, O., to points in Greenup and Lewis counties, Ky., 
with rejected and undelivered commodities on return. 

West Virginia (Hinton)—MC 107055, H. R. Persinger, 
dba Atlas Transfer Co. Certificate proposed. Household Goods, 
over irregular routes, between points in Summers county, 
W. Va., on the one hand, and points in Va., Md., Pa., O 
Ky., W. Va., and D. C., on the other. 


Michigan (Benton Harbor)—-MC 76651, Sub. 5, Midway 
Transit Co., Inc. Denial of application for certificate proposed 
for want of prosecution. General commodities, with exceptions, 
to and from the Upjohn Co. plant, located approximately four 
and one-half miles southeast of Kalamazoo, Mich., as an 
off-route point in connection with applicant’s presently author- 
ized regular route operations. 

Michigan (Stevensville)—MC 68237, Sub. 2, Michigan 
Motor Express, Inc. Application for certificate proposed to 
be denied for want of prosecution. General commodities, with 
exceptions, to and from the Upjohn Co. plant, located approxi- 
mately four and one-half miles southeast of Kalamazoo, Mich., 
as an off-route point in connection with applicant’s presently 
authorized regular route operations. 

West Virginia (Bluefield)—-MC 61947, Sub. 13, Consoli- 
dated Bus Lines, Inc. Certificate proposed. Passengers, bag- 
gage, express, mail and newspapers, over a regular route, 
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between Louisiana, Ky., and Echo, W. Va., across the Big 
Sandy River and over W. Va. highway 37 to Echo, and return. 

Arizona (Phoenix)—MC 59069, Sub. 14, Southwestern 
Freight Lines. Certificate proposed. General commodities, with 
exceptions, over a specified regular route, between Aguila and 
Congress Junction, Ariz. 

idaho (Potlatch)—-MC 51837, Sub. 2, Fred Stephens. Cer- 
tificate proposed. Livestock, over irregular routes, between 
points in Latah and Nez Perce counties, Ida., on the one 
hand, and points in Spokane county, Wash., on the other. 

New Jersey (Metuchen)—MC 47786, Sub. 2, Rossmeyer & 
Weber, Inc. Certificate proposed. Passengers and their bag- 
gage, in charter operations, over irregular routes, from points 
in Middlesex county, N. J., to Mount Vernon and Arlington 
National Cemetery, Va., and return, through Pa., Md., Del., 
and D. C., for operating convenience. 

Ilinois (Mattoon)—MC 42329, Sub. 38, Hayes Freight 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, over a specified alternate route, for operating con- 
venience, between Evansville, Ind., and junction Indiana high- 
way 56 and U. S. highway 150, restricted to traffic moving 
between Evansville and New Albany, Ind., and Louisville, Ky. 

Ohio (Youngstown)—MC 39721, Sub. 10, The Wm. Herbert 
& Son Co. Certificate proposed. Uncrated new metal office 
furniture, equipment, and fixtures, and uncrated new metal 
store, laboratory, hospital and library equipment and fixtures, 
over irregular routes, from Youngstown, O., to points in Conn., 
Del., Ill., Ind., Ky., Md., Mass., Mich., Mo., N. J., N. Y., O., 
Pa., Tenn., Va., W. Va., Wis., and D. C., with rejected ship- 
ments on return. 

Wlinois (Chicago)—MC 35334, Sub. 27, Cooper Jarrett, 
Inc. Denial of certificate proposed. General commodities, with 
exceptions, between Zion, Northbrook, North Chicago and a 
point approximately four miles northwest of Deerfield, IIl., 
on the one hand, and points in N. Y., Pa., and N. J., embraced 
within applicant’s present certificate. 

Pennsylvania (Millerstown)—-MC 31367, Sub. 1, H. F. 
Campbell and H. B. Campbell. Certificate proposed. Frozen 
fruits and vegetables and canned goods from specified points in 
Pa., to certain points in Del., Md., N. J., N. Y., Va., W. Va., 
and D. C., fresh vegetables from certain points in N. Y., to 
specified points in Pa., new tin cans from Baltimore, Md., to 
specified points in Pa., and living vegetable plants from certain 
points in Del., Ga., and Va., to specified points in Pa., over 
irregular routes, with empty containers on return, traversing 
N. C., and S. C., for operating convenience. 

Wisconsin (Madison)—-MC 26560, Sub. 17, Yellow Truck 
Lines, Inc. Certificate proposed. General commodities, with 
exceptions, between junction of U. S. highway 41 and Illinois 
highway 76 and junction of U. S. highway 41 and Wisconsin 
highway 43, over U. S. highway 41, as an alternate route 
for operating convenience only, serving no intermediate points. 

California (San Francisco)—MC 1511, Sub. 57, Pacific 
Greyhound Lines. Certificate proposed. Passengers, baggage, 
newspapers, express and mail, over regular routes, between 
specified points in Ariz. 

West Virginia (Bluefield)—-MC 107862, William M. King. 
Certificate proposed. Passengers and tools, implements or per- 
sonal belongings which passengers may carry with them in 
travelling to and from their employment, in the same vehicle 
with passengers, over a described route, between Bluefield, 
W. Va., and. Bishop, Va.-W. Va., subject to restriction of service 
to traffic originating at or destined to the site of the Pocahontas 
Fuel Co. plants. 

Oregon (North Bend)—MC 107745, Ted Smith, dba U. S. 
Transfer Co. Certificate proposed. General commodities, with 


exceptions, between points in Coos county, Ore., over irregular 
routes. 


Pennsylvania (New Holland)—MC 107712, William S. 
Robinson. Certificate proposed. Agricultural pulverized lime- 
stone from points in Lancaster county, Pa., to points in Del., 
and Md., over irregular routes. 

Michigan (Detroit)—-MC 107669, Norman E. Harwood, dba 
Produce Dispatch. Denial of permit proposed. Fruits and vege- 
tables, fresh and frozen, between points in Mich., O., Ind., and 
Ill., over irregular routes. 

California (Los Angeles)—MC 107527, Alan G. Post, dba 
Post Transportation Co. Permit proposed. Sulphuric acid and 
caustic soda, in bulk, in tank trucks, over irregular routes, 
between points in Los Angeles county, Calif., on the one hand, 
and points in Nev., and Ariz., on the other. 

New York (Brooklyn)—MC 107482, Alexander Sciarra, 
dba Sciarra Transportation Co. Denial of certificate proposed. 
General commodities, with exceptions, from Brooklyn to points 
in Conn., and R. I., over irregular routes. 

California (San Diego)—MC 107123, Sub. 1, Frank Mate 
and Earl E. Ester, dba Southern California Sightseeing and 

ter Service. Denial of certificate proposed. Passengers and 
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baggage, in special or charter service, between points in Los 
Angeles, Orange, San Diego, Riverside, Imperial, and San 
Bernardino counties, Calif., on the one hand, and points in 
Calif., Nev., Ariz., Utah, Ore., Wash., N. M., Colo., Ida., Mont., 
and Tex., over irregular routes. 

California (San Ysidro)—MC 106968, Sub. 1, Robert B. 
White, dba Bob White’s Horse Transportation. Certificate pro- 
posed. Race horses and, in the same vehicle with such horses, 
the equipment or paraphernalia incidental to the care, trans- 
portation and exhibition of such horses and the personal effects 
of attendants, over irregular routes, between the boundary of 
the U. S. and Mexico near San Ysidro, Calif., and points in 
Maricopa county, Ariz., on the one hand, and points in Imperial, 
Kern, Los Angeles, Orange, Riverside, Sacramento, San Diego, 
San: Francisco, San Joaquin, San Mateo and Sonoma counties, 
Calif:, on the other. 

Kentucky (Danville)—MC 106902, Sub. 1, H. L. Cardwell, 
dba Cardwell Truck Service. Certificate proposed. Household 
goods between points in Boyle, Garrard, Lincoln, and Mercer 
counties, Ky., on the one hand, and points in W. Va., and Tenn., 
on the other, over irregular routes. 

IMinois (Chicago)—-MC 106297, Sub. 9, Mid-States Trailer 
Transport, Inc. Certificate proposed. Camping trailers, with 
or without camping equipment, in truckaway service, from 
points in the Cincinnati, O., commercial zone to all points in 
the U. S., including D. C., with return of rejected trailers, over 
irregular routes. 

Ohio (Toronto)—MC 104472, Sub. 4, Bram Motor Express, 
Ine. Denial of permit proposed. Specified cOmmodities, from 
points in Tuscarawas county, O., to points in Del., Lll., Ind., 
Ky., Md., Mich., N. J., N. Y¥., Va., and D. C., and from points 
in Columbiana county, O., to points in Del., Il., Ind., Ky., Md., 
Mich., N. J., N. Y., Pa., W. Va., Va., and D. C., over irregular 
routes. 


Texas (Dallas)—-MC 103370, Sub. 16, Best Motor Lines. 


. Certificate proposed. General commodities, with exceptions, be- 


tween Sapuiipa and Atoka, Okla., over U. S. highway 75 as an 
alternate route for operating convenience, with no service at 
intermediate points or the terminal, subject to restriction that 
service over the route be performed only in connection with 
traffic over applicant’s lines between St. Louis, Mo., and points 
north of St. Louis, on the one hand, and Dallas, Tex., and 
points south of Dailas, on the other. 

New York (Patchogue)—MC 100929, Sub. 1, Robert W. 
Isherwood. Permit proposed. Lima beans, from points in Suf- 
folk county, N. Y., to Bridgeton, N. J., and fertilizer and fer- 
tuizer materials from Bayonne, Edgewater, Carteret, and Jersey 
City, N. J., to points in Suffoik county, except Riverhead, 
Mattituck, and Southold, N. Y., and rejected shipments on 
return over irregular routes. 

Ohio (Columbus)—MC 88175, Sub. 2, Marion Kidwell. Per- 
mit proposed. Prefabricated houses, and parts and accessories 
used in the erection thereof, from Oneida, ‘1'enn., and Columbus, 
O., to points in Ky., ‘lenn., W. Va., Va., Pa., Ind., Mich., and 
O., over irregular routes, with return of rejected shipments. 

Georgia (Carrollton)—MC 86157, Sub. 13, Southeastern 
Motor Lines, Inc. Certificate proposed. Passengers, baggage, 
newspapers, mail and express, over a specified route between 
Dougiasville and Atlanta, Ga. 

New York (New York)—MC 75566, Sub. 3, Sheridan & 
Duncan, Inc. Permit proposed and dual operations recom- 
mended. Carbonated beverages, over irregular routes from 
New York, N. Y., to Orange, N. J., and rejected shipments and 
empty carbonated beverage containers in the reverse direction. 

Rhode Island (Westerly)—MC 75263, Sub. 2, Thomas H. 
Collings, Jr., dba Westerly Trucking Service. Certificate pro- 
posed. New furniture, from Westerly to points in Conn., Del., 
Md., Mass., Me., N. H., N. J., N. Y., Pa., R. L, Vt. and D. C., 
and new furniture in process of manufacture and rejected ship- 
ments of new furniture on return, over irregular routes. 


Michigan (Benton Harbor)—MC 67390, Sub. 3, Michigan 
Tri-State Motor Express, Inc. Denial of certificate proposed, 
for want of prosecution. General commodities, with except.ons, 
to and from the Upjohn Co. plant, about 4% miles southeast 
of Kalamazoo, Mich., as an otf-route point in connection with 
authorized regular route operations. 


Kentucky (Newport)—MC 60816, Sub. 1, Joseph A. Fisher, 
dba Fisher Moving & Storage Co. Denial of certificate pro- 
posed. Household goods, to and from all points in Calif., Wash., 
and Ore., on the one hand, and, on the other, points in O., Ind., 
and Ky., within 75 miles of Cincinnati, O., including Cincin- 
nati, Knoxville, Tenn., and points within 50 miles of Knoxville; 
and Louisville, Ky., and points within 25 miles thereof, travers- 
ing Ida., Nev., Wyo., U., Mont., Ariz., Colo., N. M., S. D., 
Neb., Kan., Okla., Tex., Ia., Mo., Ark., and IL, for operating 
convenience only. 

Georgia (Atlanta)—-MC 58885, Sub. 7, James L. and Jen- 
nings E. Watkins, dba Atlanta Motor Lines. Certificate pro- 
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posed. General commodities, with exceptions, between Atlanta 
and Andersonville, Ga., over a specified route and return, serv- 
ing intermediate and off-route points of Fort Valley, Neilvale, 
Marshallville, Montezuma, Oglethorpe and Greens Mill, Ga. 

Kentucky (LaCenter)—MC 39713, Sub. 5, Olie Gray, dba 
Cc. B. Gray & Son. Certificate proposed. Household goods, and 
emigrant movables, over irregular routes, between LaCenter 
and points in Ky., Ill., and Mo., within 35 miles of LaCenter, 
on the one hand, and, on the other, points in Ky., Ill., Mo., 
Ind., Tenn., and Mich., duplications to be eliminated. 

New York (Jamestown)—-MC 36745, Sub. 4, Bennie M. 
Anderson. Certificate proposed. New furniture, uncrated, and 
articles used in the manufacture of furniture, from points in 
Mass., Conn, Pa., N. J., N. Y., and O., and from Providence, 
R. I., Baltimore, Md., and Washington, D. C., to pointssin 
Chautauqua county, N. Y., over irregular routes. na 

New Mexico (Vanadium)—MC 36534, Sub. 6, Earl Strong 
and Stephen Edwin Harris. Permit proposed. Mine and mill 
supplies, and machinery, from points served by railroads in 
Hidalgo, Grant, and Sierra counties, N. M., to points other 
than incorporated cities, towns, or villages, in Hidalgo, Grant, 
Sierra, and Catron counties, N. M., over irregular routes. 

Kentucky (Lexington)—-MC 32783, Sub. 58, Southeastern 
Greyhound Lines. Certificate proposed. Passengers and their 
baggage, and express and mail, between Falmouth, Ky., and 
Cincinnati, O., over a specified route and return over the same 
route, serving all intermediate points, subject to..restriction 
that no passenger be picked up at Cincinnati for discharge 
north of a point 1,000 feet south of Alexandria and no pas- 
senger picked up between Cincinnati and a point 1,000 feet 
south of Alexandria for discharge at points lying between Cin- 
cinnati and a point 1,000 feet south of Alexandria, duplications 
to be eliminated. 

Washington (Bremerton)—MC 28339, Sub. 3, Bremerton- 
Tacoma Stages, Inc. Certificate proposed. Passengers and 
their baggage, and express, mail and newspapers, between El- 
don, Wash., and Port Angeles, Wash., over U. S. highway 101, 
serving all intermediate points, restricted to traffic moving to 
or from points more than one-half mile south of Maynard 
(Discovery Junction), Wash. 


iMinois (Chicago)—MC 15735, Sub. 6, Allied Van Lines, 
Ine. Certificate proposed. Household goods, between points in 
Mont., Wyo., Colo., N. M., Idaho, Utah, Ariz., Wash., Ore., 
Nev., and Calif., on the one hand, and, on the other po'nts in 
the United States, over irregular routes, provided that author- 
ity recommended to the extent it duplicates authority hereto- 
fore granted or held by applicant shall not be construed as 
conferring more than one right. 

Connecticut (Bridgeport)—MC 9642, Brown & Pollack 
Motor Lines, Inc. Certificate proposed, with conditions. Gen- 
eral commodities, with exceptions, over regular routes between 
specified points in N. Y. and Conn., and over irregular routes 
from New York, N. Y., to Springfield, Mass., and scrap ma- 
terials from specified Conn. points to specified N. J. points. 


IWlinois (Chicago)—MC 52657, Sub. 356, Arco Auto Carriers, 
Inc. Denial of certificate proposed. Trailers, trailer chazsis, 
and parts thereof, and bodies, in initial movements in truck- 
away and driveaway service from points in Union county, N. J., 
to all U. S. points, over irregular routes. 

New York (Hancock)—MC 79335, Sub. 2, Thomas Peaslee. 
Certificate proposed. Household goods between Hancock and 
points in N. Y. and Pa. within 50 miles of Hancock, on _ the 
one hand, and, on the other, points in N. Y., N. J., Pa., Md., 
and Del., over irregular routes. 

Pennsylvania (York)—MC 102616, Sub. 340, Coastal Tank 
Lines, Inc. Certificate proposed. Crude oil, in bulk, in tank 
trucks, from Hemlock Grove (Meigs county), O., and points 
within 20 miles of Hemlock Grove, to Falling Rock, W. Va., 
and rejected shipments on return movements. 

ilinois (Chicago)—-MC 106478, James R. Brown and C. E. 
Eriksen, dba Chicago Trailer Transport. Permit proposed. 
Over irregular routes, new trailers designed to be drawn by 
passenger automobiles in initial movements by the truckaway 
method, from places of manufacture and assembly in the Chi- 
cago commercial zone to all U. S. points, and rejected shipments 
on return. 


Kansas (Anthony)—MC 107071, Roy M. Hopkins. Certifi- 
cate proposed. Passengers and their baggage and express, mail 
and newspapers in the same vehicle, between Wichita, Kan., 
and Weatherford, Okla., over a described route, serving all 
intermediate points. 

New York (White Plains)—-MC 107731, Lee Corbett. Cer- 
tificate proposed. Coke in bulk from New Haven, Conn., to 
Yonkers, N. Y.; sashweight, in bulk, from Yonkers to points 
in Mass., Conn., R. IL. and N. Y.; and rejected shipments of 
these commodities in the respective reverse directions, over 
irregular routes. 

Colorado (Denver)—MC 107762, Sub. 1, Leamon Resler. 


TRAFFIC WORLD 


Certificate proposed. Passengers and their baggage, over reg- 
ular routes, (1) between Glenwood Springs, Colo., and Aspen, 
Colo., over Colo. highway 82, and (2) between Carbondale, 
Colo., and junction Colo. highway 133 and Colo. highway 82, 
over Colo. highway 133, serving all intermediate points. 

Illinois (Rockford)—-MC107485, Raymer & Co., Inc. Denial 
of permit proposed. Prefabricated houses and buildings and 
parts thereof, complete, knocked down or in sections, and all 
component parts, materials, suppli€s, fixtures, and accessories 
used in the erection, construction and completion of such houses 
or buildings, from Rockford and DeKalb, Ill., to points in 18 
states, traversing Neb., Ark., and La., over irregular routes. 

New Hampshire (Manchester)—MC 107705, Sub. 2, Ray- 
mond M. Allard and Robert E. Allard, dba Ray’s Delivery 
Service. Permit proposed. Newspapers and periodicals between 
Haverhill, Mass., on the one hand, and Concord, Derry, Hook- 
sett, Hudson, Londonberry, Manchester, Merrimack, Nashua, 
Pembroke, Reed’s Ferry, Salem, Amherst, Milford, South 
Merrimack, Bedford Centre, Suncook and Thornton’s Ferry, 
N. H., on the other. 

Ohio (Wheelersburg) — MC 107685, Harlem Mineer. De- 
nial of permit proposed. Malt beverages, from Louisville, Ky., 
to Portsmouth, O., and empty malt beverage containers on 
return, over irregular routes. 

Massachusetts (Framingham) — MC 107670, Herbert E. 
West. Certificate proposed. Household goods between Fram- 
ingham, Mass., and points within 15 miles thereof, except points 
in the Boston, Mass., commercial zone, and Worcester, Mass., 
on the one hand, and points in Me., N. H., Vt., R. I. Conn., 
and N. Y., on the other over irregular routes. 

Connecticut (Bridgeport)—-MC 107589, Sub. 1, Louis Welli- 
koff, dba L. W. Motor Hire. Permit proposed. Bakery products, 
and material used in the manufacture of bakery products, 
from New York, N. Y., to points in Conn., and empty con- 
tainers used in transporting bakery products, and rejected 
shipments of such products, in the reverse direction, over ir- 
regular routes. 

West Virginia (Ronceverte)—-MC 107555, Alex H. Brown, 
Jr. Certificate proposed and dual operations recommended. 
Household goods between points in Greenbrier county, W. Va., 
on the one hand, and points in Va., W. Va., Ky., O., Pa., Md., 
and D. C., on the other, over irregular routes. 

Massachusetts (Arlington)—MC 107524, Kubli Bros. Cer- 
tificate’ proposed. Common face and fire brick, boiler insulation, 
flue lining, flue doors, and fireplace hardware, limited to trans- 
portation in dump trucks, from Cambridge, Mass., to points 
in N. H., and R. L, and common, face, and fire brick, lim- 
ited to transportation in dump trucks, from Gonic, N. H., to 
points in Mass., and R. I., over irregular routes, with return 
of rejected shipments. 

iNlinois (Marengo)—MC 107510, Charles R. Higgs, dba 
Higgs Trucking Service. Denial of certificate proposed. Live- 
stock and unmanufactured agricultural commodities between 
St. Louis, Mo., and points in Ill., Wis., O., Minn., Ia., and Ind., 
over irregular routes. 

West Virginia (Mullens)—MC 107360, Charles C. Ritchie 
and Paul C. Ritchie, dba Goode Transfer Co. Certificate pro- 
posed and dual operations recommended. Household goods 
between points in Wyoming county, W. Va., on the one hand, 
and points in Va., W. Va., Ky., O., Pa., Md., and D. C., on the 
other, over irregular routes. 


Pennsylvania (Liberty)—-MC 107110, Sub. 3, B. & D. Trans- 
fer. Certificate proposed. Cream cheese, over irregular routes, 
from East Smithfield, Pa., to New York, N. Y., and Philadelphia, 
Pa., traversing N. J., for operating convenience, and empty 
containers and rejected shipments on return. 


Pennsylvania (Quarryville)—-MC 105461, Sub. 2, Benjamin 
H. Herr, dba Herr’s Motor Express. Certificate proposed and 
dual operations recommended. Lumbér and wooden shingles 
and lath, from Wilmington, Del., to Washington, D. C., and 
points in defined areas of N. J., and Md., over irregular routes. 

Maryland (Nanticoke)—103034, Sub. 4, Hyder Leonard 
White. Denial of certificate proposed. Dressed poultry, in- 
cluding frozen poultry, from Salisbury, Md., to points and 
places in Ga., and in those parts of N. C., and S. C., on and 
west of U. S. highway 1, and agriculture commodities from 
the aforementioned destination territory to Washington, D. C., 
and points and places in Md., Pa., and N. Y. 


District of Columbia (Washington)—-MC 84728, Sub. 18, 
Safeway Trails, Inc. Certificate proposed. Passengers, bag- 
gage, newspapers, express and mail between Parkesburg, Pa., 
and Honey Brook, Pa., over specified routes. 

Indiana (Indianapolis)—-MC 80412, Sub. 12, Decatur Cart- 
age Co., Inc. of Indiana. Certificate proposed. General com- 
modities, with exceptions, between Noblesville, Ind., and Toledo, 
O., and between Muncie, Ind., and Toledo, over specified alter- 
nate routes for operating convenience in connection with other- 
wise authorized operations. 
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indiana (Indianapolis)—MC 80412, Sub. 10, Decatur Cart- 
age Co., Inc. of Indiana. Certificate proposed. General com- 
modities, with exceptions, serving points in Cuyahoga county, O., 
over irregular routes, as intermediate and off-route points in 
connection with applicant’s authorized regular route opera- 
tions. 

Indiana (Indianapolis)—-MC 80412, Sub. 9, Decatur Cartage 
Co., Inc. of Indiana. Certificate proposed. General commodities, 
with exceptions, between Springfield and Toledo, O., between 
Cincinnati, O., and Richmond, Ind., and between Richmond 
and Muncie, Ind., over described alternate routes for operating 
convenience in connection with applicants otherwise authorized 
operations. 

Ilinois (Chicago)—-MC 70203, Sub. 24, Interstate Dispatch, 
Ine. Certificate proposed. General commodities, with excep- 
tions, serving points in the commercial zone defined in Daven- 
port-Rock Island and Moline Commercial Zone, 41 M. C. C. 
557, as intermediate and off-route points in connection with 
presently authorized regular-route operations to and from any 
point in such zone. : 

Georgia (Atlanta)—-MC 58885, Sub. 2, James L. Watkins 
and Jennings E. Watkins, dba Atlanta Motor Lines. Certificate 
proposed. General commodities, with exceptions, between speci- 
fied points in Ga.. Tenn.. and N. C., over described routes 

Wisconsin (Sheboygan)—MC 43408, Sub. 4, West Shore 
Transport Co. Certificate proposed. General commodities, with 
exceptions, serving points in the town of Mitchell, Sheboygan 
county, Wis., as off-route points in connection with applicant’s 
presently authorized regular route operations. 


Arizona (Kingman)—MC 38587, Sub. 2, Arthur F. Black, 
dba Phoenix-Kingman & Boulder City Stages. Certificate pro- 
posed. Passengers, baggage, express, mail, and newspapers, 
over regular routes, between Davis Dam Site, Ariz., and Davis 
Dam Site, Nev., and between Davis Dam Site, Ariz., and Bull- 
head City, Ariz. 

New York (Buffalo)—-MC 38247, Sub. 3, John C. Fortman, 
dba John C. Fortman Merchants Express. Permit proposed. 
Carbonated and malt beverages, from Buffalo, N. Y., to Mead- 
ville, Warren, Emporium and Lockhaven, Pa., and rejected 
shipments and empty containers in the reverse direction, over 
irregular routes. 

Wisconsin (Kenosha)—MC 30837, Sub. 49, Kenosha Auto 
Transport Corporation. Certificate proposed. New motor. vehi- 
cles, parts and equipment therefor and advertising matter and 
show equipment used for the advertising and display of motor 
vehicles when transported in connection therewith, in drive- 
away and truckaway service, in initial movements, over ir- 
regular routes, from El Segundo, Calif., to points in Ariz., 
Calif., Ida., Nev., Ore., Utah, and Wash., with rejected ship- 
ments on return. 

Texas (Dallas)—MC 105553, Sub. 7, C. J. Simpson, em- 
bracing MC 105668, Sub. 1, L. T. Campbell, Jr:, and Mrs. Katie 
Campbell, dba L. T. Campbell, Longview, Tex. Certificates 
proposed. In MC 105553, Sub. 7, iron or steel tanks, knocked 
down, and equipment, materials, and supplies necessary for 
erection, cutting down, and maintenance of such tanks, and 
contractors’ equipment, and materials and supplies used in the 
operation and maintenance of such equipment, except (a) ma- 
chinery, equipment, materials and supplies used in, or in con- 
nection with, the discovery, development, production, refining, 
manufacture, processing, storage, transmission, and distribu- 
tion of neutral gas and petroleum and their products and by- 
products,.and (b) machinery, materials, equipment and sup- 
plies used in, or in connection with, the construction, operation, 
repair, servicing, maintenance and dismantling of pipe lines, 
including the striking and picking up thereof, between points 
in Miss., Ala., Ga., and Fla., and between points in Miss., Ala., 
Ga., and Fla., on the one hand, and points in Okla., Tex., Ark., 
and La., on the other, over irregular routes. In MC 105668, 
Sub. 1, machinery, equipment, materials and supplies used in, 
or in connection with, the discovery, development, production, 
refining, manufacture, processing, storage, transmission, and 
distribution of natural gas and petroleum and their products 
and by-products, and machinery, materials, equipment and 
supplies used in, or in connection with, the construction, opera- 
tion, repair, servicing, maintenance and dismantling of pipe 
lines, including the stringing and picking up thereof, between 
points in Miss., Ala., Ga., and Fla., and between points in Miss., 
Ala., Ga., and Fla., on the one hand, and points in N. M., Tex., 
Ark., and La., on the other, over irregular routes, traversing 
Okla., for operating convenience only. 

__ Kansas (Jetmore)—-MC 107799, J. O. Ringgenberg. Cer- 
tificate proposed. Petroleum products, in bulk, in tank trucks, 
over irregular routes, from points within five miles of Laverne, 
Okla., to points in Lane county, Kan. 

New Jersey (Lodi)—-MC 106817, Sub. 1, Interstate Station 
Wagon Service (Corrected Report). Denial of certificate pro- 
posed. Passengers and their baggage in the same vehicle or in 
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separate vehicles, in special or charter operations, using station 
wagons or sedans carrying not more than 10 passengers, exclu- 
sive of the driver: (1) between New York, N. Y., on the one 
hand, and, on the other, Lakewood, Atlantic City, and Long 
Branch Monmouth County Race Track, N. J., and (2) between 
New York and points in five N. J. counties, on the one hand, 
and, on the other, points in Vt.. over irregular routes. 

New Jersey (Wildwood)—MC 106293, Five Mile Beach 
Electric Railway Co. Denial of certificate proposed. Passen- 
gers and their baqgage in the same vehicle, in charter opera- 
tions, between points in Cane May county, N. J., on the one 
hand. and points in Del., Washineton, D. C., Md., N. Y., Pa., 
and Va., on the other, over irregular routes. 

New York (Maspeth. Long Island)—-MC 105130, Sub. 1, 
Daniel Steinbrecker and William Bedell, dba Steinbrecker and 
Bedell (corrected report). Permit proposed. Over irregular 
routes, bakers’ suppliés from New York, N. Y., to Newark and 
Paterson, N. J., and svrup from New York to Newark and 
points in Bergen, Hudson and Passcic counties, N. J., and 
rejected shipments and emnty containers on return movements. 

New Hamnshire (Lebanon)—MC 104603, Suh. 3. Ravmond 
C. Daniels. Certificate proposed. Household soods from Leb3- 
non, N. H., and points in N. H. and Vt. within 25 miles of 
Lebanon, to points in 13 states and Washington, D. C.. and 
from the aforementioned destinations to points in Me., N. H., 
and Vt., over irregular routes. 

Vermont (Newport)—MC 91875. Sub. 1, Harry A. Smith. 
Denial of permit pronosed. Empty and filled qas cylinders, be- 
tween Newport and Whitehall, N. Y.. over irregular routes. 

Mississippi (West Point)—MC 16502. Sub. 5. Clav Robin- 
son (corrected report). Certificate pronosed. General com- 
modities, with exceptions. between spec'fied Miss. po‘nts. 

Georgia ‘Atlanta)—MC 65665, Sub. 8, Weathers Bros. 
Transfer Co., Inc. Certificate proposed. Household goods, be- 
tween all points in Ga., on the one hand. and, on the other, all 
points in W.°Va.; and between all points in Ala., Fla., La., 
Miss., N. C., S. C., Tenn., Tex., and Va., on the one hand. and, 
on the other, all points in Ark., Ill., Ind.. Ky., Mass., Mich., 
Mo., O., Okla., R. I.. and W. Va., over irregular routes. 

Pennsylvania (Gardners)—MC 56244, Sub. 2. Harry Kubn. 
Certificate proposed. Over irregular routes, specified commodi- 
_ oe specified points in W. Va., Md., Va., Pa., O., N. J., 
an = A 


Pennsylvania (Scranton)—-MC 52776, Sub. 1, Trzanscoal, 

Inc. Certicate proposed. Fresh fruits and vegetables between 
specified points in Pa., N. Y., and N. J. 
Oregon (Portland)—MC 49378, Sub. 12, Oregon Motor 
Stages. Certificate proposed. Passengers and their bagaage, 
and express, mail and newspapers, in the same vehicle, between 
Eugene, Ore., and Springfield, Ore., and return, over a de- 
scribed route, serving all intermediate points. 

Michiqan (Detroit)—MC 43711, Sub. 9, Auto Forwarding 
Co. Certificate proposed. Over irregular routes, new motor 
vehicles and parts and accessories therefor, in init'al movement 
by driveaway and truckaway methods, from Freeport. IIl., to 
Dubuaue, Ia., St. Louis, Mo., and points in Conn., IIl., Ind., 
Md., Mass., Mich., N. J., N. Y., O., Pa., and Washington. D. C., 
traversing Del., W. Va., and R. I. for operating convenience 


onlv; and damaged or rejected shipments on return movements 
to Freeport. 


Michigan (Detroit)—MC 43038, Sub. 332, Commercial Car- 
riers. Inc. Certificate proposed. Over irregular routes. motor 
vehicles and parts and accessories therefor, in initial move- 
ments, by truckaway method, from Freeport, IIl., to Lincoln, 
Neb., points in Wis., Mich., Ind., Ill., O., S. C., Ky., N. C.,, 
Tenn., Ia., Ga., Miss., Ala., La., Mo., and Ark., wtih rejected 
shipments on return movements. 

New York (New York)—MC 40388, Sub. 3, Andrew Burns 
and Donald Simmons. Permit proposed, with conditions. 
Vinegar, in bulk, in tank trucks, and in containers, from New 
York and Peekskill, N. Y., to points in Pa., Del., Del., N. J., 
and Md., and rejected shipments of vinegar and empty vinegar 
containers, on return, over irregular routes. 


Pennsylvania (Philadelphia)—-MC 26404, Sub. 3, Joseph 
Toussaint. Certificate proposed. Metal cabinets and metal 
wardrobes, uncrated, from Philadelphia, Pa., to points in Conn., 
Mass., R. I., N. C., W. Va., and those in Md. and Va. west of 
U. S. highway 1, and rejected shipments on return movements, 
over irregular routes. 


North Dakota (Bismark)—-MC 2153, Sub. 9, M’dwest Mo- 
tor Express, Inc. Certificate proposed, with cond'tions. Emi- 
grant movables and household goods between points in N. D., 
S. D., Minn., and Mont., over irregular routes. 

Virginia (Lynchburg)—MC 903, Sub. 20, Falwell Fast 
Freight, Inc. Certificate proposed. (1) Cedar chests from Alta- 
vista, Va., to points in seven states; (2) boots and shoes from 
Boston, Mass., to Lynchburg, Va., and (3) rejected shipments 
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of the aforementioned commodities on return to their respec- 
tive origins, over irregular routes, traversing six named states 
and Washington, D. C., for onerating convenience only. 

Wlinois (Chicago)—MC 52657, Sub. 345, Arco Auto Car- 
riers, Inc. (Corrected). Certificate proposed. New motor vehi- 
cles, parts and equipment therefor and advertising matter and 
show equipment used for the advertising and display of motor 
vehicles where transported in connection therewith, in drive- 
awav and truckaway service, in initial movements, over ir- 
reeular routes, from El Segundo, Calif., to points in Ariz., 
Calif., Ida., Nev., Ore., Utah, and Wash., with rejected ship- 
ments on return. 


N. Y. Harbor Lighterage Restrictions 


The Commission, division 3, has issued service order No. 
684, New York Harbor Lighterage Restrictions, prohibiting ac- 
ceptance of lighterage delivery orders when the order requires 
such delivery before 48 hours from receipt of the order in the 
railroad’s lighterage office. It also apnoints an agent at New 
York authorized to prohibit lighterage delivery to snecific steam- 
ships which have held five or more loaded or partially loaded 
ee vessels longer than 48 hours for two consecutive 

ays. ° 

The order was made effective 7:00 a. m., February 17, to 
expire at the same hour April 17. It said the movement of 
import and export freight to the port was overtaxing the lighter- 
age facilities and causing a shortage of equinment and that 
certain steamship companies were “delaying lighters at shipside 
and under other conditions thereby aggravating the shortage of 
lighterage equipment.” 


The pertinent portions of the order follows: 


Sec. 95.684 New York Harbor Lighterage Restrictions (a) Definitions. 

(1) The term ‘‘common carrier’’ as used herein means a common 
earrier by railroad subiect to part I of the interstate cOmmerce act. 

(2) The term “‘lighterage’’ as used herein means a service per- 
formed by a common carrier by the use of a special type of equipment 
to ferry or float freight from points on shore to vessels within the 
lighterage limits of the Port of New York. 

(b) Notice required for lighterage service. No common carrier, or 
its lighterage agent, operating in the Port of New York. shall accept 
an order for lighterage delivery of freight (except perishable) to a 
steamship within the lighterage limits of the Port of New York when 
such order requires or requests lighterage delivery before the expira- 
tion of 48 hours from the hour of receipt of such order in the rail- 
road’s lighterage office. 

(c) (1) Appointment of Agent to restrict lighterage. G. C. Randall, 
30 Vesey Street, New York (7). New York, is hereby designated and 
appointed as agent of the Interstate Commerce Commission and vested 
with authority to restrict lighterage service within the lighterage 
service within the lighterage limits of the Port of New York in ac- 
cordance with the following directions: 

(2) Directions to Agent. The agent is hereby directed to prohibit 
by order any common carrier operating in the Port of New York from 
performing any further lighterage delivery on orders previously ac- 
cepted and from accepting any further orders for delivery of freight 
in lighterage service to a spevific steamship when such steamship as of 
7:00 a. m., on any week day has held five (5) or more loaded or 
partially loaded lighterage vessels longer than forty-eight (48) hours 
(Sundays and holidays excluded), for two (2) consecutive days (Sun- 
days and holidays excluded), providing such equipment was placed on 
the date and time specified in the lighterage order. When such equip- 
ment is placed in advance of a specified time, time will be computed 
from the aaie specified in the lignierage order. 

(3) Agent’s orders to be vacated. Any order issued by the Agent 
in compliance with directions of suoparagraph (2) hereof, shail be can- 
celled by the Agent as of 7:00 a. m., of any day, the number of loaded 
or partiaily loaded railroad lighterage boats held over 48 hours has 
been reduced be.ow 5 for the specilic vessel involved. 

(4) Copies of orders to be furnished. Copies of all orders and 
vacations of orders issued by the said agent shall be mailed daily to the 


Director of the Bureau of Service, Interstate Commerce Commission, 
Washington (25) D. C. : 


Corrected Order Issued 


The Commission, division 3, issued corrected service order 
No. 684, altering the wording of the original order in some 
respects. 


In paragraph (b), the original language that no common 
carrier or its lighterage agent “shall accept an order for light- 
erage delivery of freight,” was changed to read that no such 
carrier or its agent should “accord lighterage delivery of 
freight .. .” and the word “such order” was changed to “light- 
erage order...” 

Paragraph (2) in the original order directed the agent to 
—— lighterage service when lighterage equipment had been 

urnished, providing such equipment was placed ‘“‘on the date 
and time specified in the lighterage order.” The corrected order 
adds the words “or after’ following the word “on”. 


In paragraph (3), reference in the original order to “light- 
erage boats” was changed to “lighterage vessels,” and reference 
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to the “specific vessel involved” was changed to “specific steam- 
ship.” 


0. D. T. MODIFIES CARLOADING ORDER 


Loading requirements for carload freight consisting of 
cement, lime, mortar mix, plaster or stucco have been further 
modified bv the Office of Defense Transportation. 

The action was taken in Amendment 2 to General Permit 
1A of General Order ODT-18A-Revised, effective February 13. 
Said the O. D. T.: 


Amendment 2 modifies item 25 of general permit 1A to reflect that 
straight or mixed carloads of these commodities, when consigned to 
dealers for stock. shall be loaded to a weight of not less than 60.000 
pounds: provided, that the provisions of this item numbered 25 shall 
not apply to more than one shipment made by the same consignor to 
the same consignee at the same destination point during any calendar 
month. 


SERVICE ORDER EXTENSIONS 


Postponement of the expiration dates of service orders have 
been ordered by the Commission, division 3, as follows: 


By amendment No. 3 to fourth revised service order No. 104, Sub- 
stitution of Refrigerator for Box Cars, to 11:59 p. m.. June 30. 


By amendment No. 9 to service order No. 394, Free Time on Re- 
frigerator Cars, to 7 a. m.. June 30. 


By amendment No. 4 to service order No. 396, Perishables—Restric- 
tions on Reconsigning, to 11:59 p. m., June 30. 

By amendment No. 4 to.service order No. 436, Removal and Return 
of Empty Refrigerator Cars, to 11:59 p. m., June 30. 


BULK GRAIN PERMIT ORDER AMENDED 

By amerdment No. 4 to service order No. 648, Permit Re- 
quired for Bulk Grain, which placed the movement of bulk 
grain, except that accorded priority. under a permit system 
and annointed permit agents at named noints in Colorado, Mis- 
souri. Nebraska. Oklahoma, and Texas, the Commission, division 
3, effective February 17, has added the following station desig- 
nations to those at which the indicated agents were already 
given authoritv for the issuance of permits: 

E. R. Weimer. 302 U. S. Court House, Kansas City, Mo.: 
Copeland, Dodge City, and Wellineton, Kan. 

J. E. Youngman, 938 New Federal Bldg., St. Louis, Mo.: 
Sikeston, Mo. 

L. A. Denison, 415B U. S. Post Office, Omaha, Neb.: Lin- 
coln, Neb. . 


C. T. Aspelmier. and J. G. Harris, 505 Burt Bldg., Dallas, 
Tex.: Woodward, Okla. 


EXPLOSIVES RULES AMENDMENTS 


By an order in No. 3666, In the Matter of Regulations for 
Transportation of Explosives and Other Dangerous Articles, the 
Commission, division 3, has ordered, effective Mav 15, certain 
amendments to section 589 under regulations applying partic- 
ularly to carriers by rail freight. The amendments pertain, 
among other things, to handling of cars, placards on cars, 
switching cars containing explosives or poison gas, and switch- 
ing of cars containing danverous articles. The division said 
that by notice dated Novemher 22, 1946, the proposed changes 
had been circulated among all parties of record. 


TANK CARS IN ARMY FERTILIZER PROGRAM 

The War Denartment having advised the Office of Defense 
Transportation that certain companies had arranged to return 
Class ICC 103A or ARA 3 tank cars, the O. D. T. has issued 
amendment No. 1 to special allocation order O. D. T. R-1, reduc- 
ing from 249 to 84 the number of tank cars to be made avail- 
able by commercial companies for use in connection with the 
he — fertilizer program (see Traffic World, Feb. 

» Pp. 333). 

The amendment was made effective February 2. It reduces 
the number of cars to be made available to the War Department 
by commercial companies listed in an appendix to the original 
order, and also eliminates companies leasing fewer than three 
cars from the War Department. 


KANSAS CITY WAREHOUSEMEN’S ASSOCIATION 


Members of the Kansas City Warehousemen’s Association 
met recently with members of the Kansas City quartermaster 
depot, storage diversion, at the depot, for an exchange of ideas 
between commercial and government warehousemen. Col. 
M. A. Quinn, commanding officer of the depot, welcomed the 
group, headed by O. S. Anderson, Adams Transfer & Storage 
Co., president of the warehousemen’s association. The meeting 
included a tour of the storage division, arranged to view and 
discuss car loading operations, palletized storage and the util- 
ization and maintenance of power-operated materials handling 
equipment. 
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Suggested Findings and Order 
in Forwarder-Motor Case Filed 


National Industrial Traffic League, joined by Chicago 
Association of Commerce, in part, makes recommenda- 
tions similar to those made by others as to the level of 
compensation to be paid by forwarders to motor car- 

‘tiers, such compensation not to exceed motor carrier 
local or proportional rates 


The National Industrial Traffic League has filed with the 
Commission in No. 29493, Freight Forwarders—Motor Common 
Carriers, Agreements, a suggested form of order and findings 
as requested at hearing in that proceeding (see Traffic World, 
Jan. 18, p. 174). 


The investigation was instituted as a result of the amend- 
ment of part IV of the interstate commerce act permitting 
establishment, subject to Commission approval, of special ar- 
rangements for compensation by freight forwarders of the 
motor carriers whose services they used (see Traffic World, 
Feb. 16, 1946, p. 459). 


A letter addressed to the Commission by the Chicago Asso- 
ciation of Commerce, and-made public by the Commission, 
adopts the N. I. T. L. conclusions and order, reserving, as did 
the League, the privilege of changing the suggestions in the 
list of proposals by other parties. 

The League, in its proposed order, would have the Commis- 
sion discontinue the proceeding and order section 409 (b) of the 
act, as amended, no longer effective after December 31. 


Sixteen findings and conclusions were suggested by the 
League, as follows: 


1. The status of freight forwarders, heretofore defined by the 
Congress, the courts, and the Commission, is not changed; they are 
public servants, engaged in matters of transportation for the shipping 
public; freight forwarding is a function, rather than an agency of trans- 
portation, being a method by which the shipper-users enjoy better and 
more economical use of facilities and services of common carriers; and 
in their relation to the carriers of property the freight forwarders are 
in the position of shippers rather than co-carriers. 

2. The benefits to shippers and receivers of freight from the func- 
tion of freight forwarding and the service of freight forwarders is by 
no means confined to matters of savings of transportation costs but 
relates also to efficiency of transportation service. 

3. It is desirable in the public interest that the full benefits of the 
function of freight forwarding and the privilege of freight consolida- 
tions shall be spread and enjoyed as widely as possible, consistent with 
the costs incurred by the carriers in the performance of the physical 
services of transportation; this is in part recognized in the provisions 
of section 408. 

4, The freight forwarders have continued their general methods 
and practices followed for many years prior to the enactment of part II 
of the act in utilizing the services of motor common carriers to pick 
up or gather less-than-carload or less-than-truckload shipments of 
freight and to transport them to concentration points of the forwarder 
in what is termed assembly service; to deliver less-than-carload or less- 
than-truckload shipments of freight from the break-bulk or distribution 
points of the forwarder in what is termed distribution service and to 
transport through truckload shipments from the assembly points to the 
break-bulk points in line-haul service; also to transport truckload ship- 
ments from the assembly points to the break-bulk points in line haul. 

5. Upon enactment of part II of the act, the forwarders filed with 
the Commission and now maintain numerous tariffs containing what 
purport to be joint rates with motor carriers, and under such schedules 
the record indicates there are numerous movements of forwarder traffic 
on behalf of shippers and receivers of freight, subject to the provisions 
of part IV of the act. 

6. The freight forwarders confine their services (and rates) for 
the most part to higher class freight; and (excepting as to trans- 
continental business) they do not undertake generally to furnish trans- 
portation partly by motor carrier and partly by railroad on freight 
rated lower than second class and frequently not below first class. 

7. Assembly rates and distribution rates as provided in section 408 
of the act have been published by motor carriers only to a rather 
limited extent and not at all generally in any section of the country. 
“8. The authority conferred upon the Commission by the amenda- 
tory act approved February 20, 1946, to prescribe terms and conditions 
and amount of compensation by freight forwarders to motor carriers, 
extends only to rates maintained and property transported under agree- 
ments between such freight forwarders and motor common carriers; 
there is no substantial evidence concerning such agreements between 
such freight forwarders and motor common carriers; and aside from 
inferences that such agreements may exist there is no proof of specific 
agreements between particular freight forwarders and particular motor 
carriers or disclosing any information beyond showing the percentage 
or other basis on which motor carriers may be accepting compensation 
under so-called joint rates published by freight forwarders. 

9. It appears from the conflicting and contradictory testimony of 
witnesses for various motor carriers and freight forwarders that the 
circumstances and conditions surrounding and affecting the handling 
of freight forwarder traffic by motor carrier are so varied in different 
areas and sections and among individual carriers in the same section 
that no general rules and regulations may be devised on the present 
record which would afford reasonable measure and basis of compensa- 
tion to motor carriers throughout the country. 





569 


10. When, by agreement between a freight forwarder and a motor 
earrier (or motor carriers) through rates are established and main- 
tained covering transportation performed for account of shippers partly 
by railroad and partly by said motor carrier (or carriers) the com- 
pensation to be paid to each motor carrier out of such through rates 
so established should be stated in the form of assembly rates or distri- 
bution rates, in accordance with section 408 of the act. Such compen- 
sation and such assembly and distribution rates reasonably should not 
exceed the measure of the local (or proportional rates) published by 
the motor carrier on the same article between the same points; and 
when less than the measure of such local or porportional rates, the 
abatement or reduction should be only such as is represented by econ- 
omy or savings in connection with the transportation service performed 
by the motor carrier. 

11. The circumstances and conditions affecting such traffic are so 
varied in different sections and with different motor carriers that it is 
impossible on this record to provide a formula or set forth a basis for 
determination as to the economies or saving on motor carrier traffic 
to assembly points and from distribution points which may justify 
assembly rates or distribution rates below the local rates between the 
same points on the same articles. 

12. As a general principle, reflected in amended section 409, when 
freight forwarding is regarded as essentially a function of consolidating 
smaller shipments, the savings of underlying costs ought not to be 
augmented by carrier discounts below their proper rates, not reflecting 
any savings in the costs of physical service. For this would be burden- 
ing other motor carrier traffic, at the ultimate cost of shippers by 
highway. 

13. In any and all particular situations, the bona fide benefits of 
forwarder service ought to be measured against or in connection with 
the costs,ineurred. Where there is a saving or improvement of service 
in the consolidation of shipments between the consolidating and break- 
bulk point, such benefits should fairly be extended to traffic originating 
prior and terminating subsequent to such consolidating and break-bulk 
points, but this should be without need for concessions in the com- 
pensation to carriers for the assembling and distribution services which 
do not represent any operating economies of the carriers. 

14. The freight forwarders performing the function of consolidating 
shipments for more economical transportation are not entitled to benefit 
of rates or charges by motor carriers lower than are accorded indi- 
vidual shippers, co-operative groups of shippers; or others desiring to 
combine shipments for economical and expeditious handling under like 
circumstances of transportation, meaning the circumstances and condi- 
tions of the service which the carrier performs. 

15. The public interest and the interests of shippers and motor 
carriers require that the basis of compensation to motor carriers on 
freight forwarder traffic shall be stated in published schedules filed 
under section 217 (a) of the act, in the same manner that compensation 
by freight forwarders to railroads is provided in schedules published 
under section 6 of the act and applicable on traffic of all other shippers. 

16. Under the amendatory act approved February 20, 1946, the 
Commission is empowered to determine when the requirements of sub- 
section (b) of section 409 as amended shall be no longer effective; and 
the Commission deems it to be in furtherance of the declared national 
transportation policy to provide for the termination of the effectiveness 
of such sub-section (b) at the same time, namely December 31, 1947, in 
all sections and territories, notwithstanding that there is little evidence 


of application of that sub-section in so-called Southern Classification 
Territory. 


Hearing on Packing House Rates 
Held Before Examiner Witters 


A hearing on No. 29510 and Subs. 1 to 5, Armour & Co. 
vs. Ahnapee & Western et al., and on fourth section applica- 
tions Nos. 21582, 21802 and 22179, Fresh Meats and Packing 
House Products to Pacific Coast Territory, and on No. 29510, 
Sub. 6, George A. Hormel vs. A.T. & S.F. et al., began Feb- 
ruary 10 at the Sherman Hotel, Chicago, before Examiner 
Witters. 

Basis of the complaints is the alleged failure of the 
western carriers to comply with the Commission’s decision 
in No. 28978, Geo. A. Hormel & Co. et al., vs. The Atchison, 
Topeka & Santa Fe Railway Co. et al., decided June 5, 1945, 
in which the Commission upheld contentions of midwest pack- 
ers that rates on fresh meats and packing house products, in 
carloads, from nine midwestern states to nine Pacific coast 
and intermountain states were unreasonable, and granted re- 
ductions (see Traffic World, June 16, 1945, p. 1579). 


Chief witness for the packers in the first case, No. 28510, 
Sub. 3, was G. F. Ford, assistant to traffic manager of Swift 
& Co., who said that the complaint was filed on behalf of 
Swift and its wholly owned subsidiaries and that it attacked 
the rates from points at which these companies operate pack- 
ing houses, in Milwaukee, St. Louis, and Chicago, to desti- 
nations in Transcontinental Territory. Mr. Ford charged that 
the western carriers have failed to heed the admonition of 
the Commission in appendix B to its decision in No. 28978, 
to establish rates from and to other points in reasonable re- 
lation to the prescribed rates, and that Swift & Co. seeks 
adjustment of the rates between its origins and destinations 
upon the proper relative basis. 

Injuries totalling several hundred thousand dollars are 
claimed in the group of cases. In No. 29510, Armour & Co. 
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allege damages of $200,000, plus interest, and ask that reason- 
able rates be determined by the Commission. In the related 
cases, Cudahy Packing Co. asks $5,000; Kingan & Co., of 
Indianapolis and Storm Lake, Indiana, $10,000; Swift & Co. 
and its subsidiaries, $5,000; Wilson & Co., $5,000; Dubuque 
Packing Co., $3,000; and Hormel & Co., $3,000. 


Cites Present Rates Charged 


In its original complaint, Swift & Co. charged that the 
rates published by the defendant railroads, effective Novem- 
ber 10, 1945, which purported to comply with the Commission’s 
decision in the Hormel case, are unjust and unreasonable. As 
an illustration, stated Swift & Co., in the Hormel case the 
Commission prescribed from Kansas City, Mo., to Los Angeles 
rates of $1.51 a 100 pounds on fresh meats in carloads, and 
$1.26 a 100 pounds on packing house products in carloads. 
‘“rhe distance from South St. Joseph, Mo., to Los Angeles is 
substantially the same as from Kansas City, but the defend- 
ants have published and still maintain from South St. Joseph 
to Los Angeles rates of $1.62 per 100 on fresh meats, in car- 
loads, and $1.35 per 100 on packinghouse products in carloads,” 
the complaint set forth. 

In his testimony Mr. Ford contended that from all origin 
points in the complaint to all the destination points in the 
states of Washington, Oregon, California, Idaho, Nevada, Mon- 
tana, and Arizona at which the company operates branch 
houses or packing houses, there would be a violation of sec- 
tion 1 of the interstate commerce act from the non-prescribed 
origins and there would be a section 1 violation at all such 
destunations from the prescribed origins where they are not 
named in the decision. He added: 


Section 3 is violated by the establishment of lower rates between 
certain origins and destinations than from other competing origins 
to the same destinations. . . 


Section 4 of the act is violated in connection with shipments from 
Perry, Iowa, to practically the entire Pacific coast, because Perry is 
intermediate to Des Moines via certain routes to the Pacific coast. ... 


A 55-page exhibit offered by Mr. Ford included data fur- 
nished by the Armour, Cudahy and Wilson packing plants. 
The exhibit listed the 45 points from which reduced carload 
rates on fresh meats and packing house products were estab- 
lished November 10, 1945, and the 39 points where slaughter- 
ing plants are located from which reduced rates were not 
established on that date. It is the rates from these latter 
points that are being protested. Among the points are such 
packing centers as Chicago, Ill.; Dallas, Fort Worth and San 
Antonio, Tex.; Milwaukee, Wis.; and South St. Joseph, Mo. 


Carrier Operating Costs Cited 


Shippers completed their presentation the afternoon of 
February 11, with the railroad carriers taking a day and a half 
for testimony. The hearing ended February 13. 

Carrier witnesses cited the high cost of operating in the 
western territory concerned, and presented comparisons be- 
tween the rates on fresh meats and packing house products 
and the rates on other commodities, intended to show that the 
former rates are not too high. Under cross-examination it was 
declared that the carriers believe the rates prescribed by the 
Commission in the Hormel case to be too low. 


Small Shipment Rate Increases in 
Central Territory Protested 


Alleging that motor-carrier members of the Central States 
Motor Freight Tariff Bureau, Inc., appeared to be relying on 
the fact that the railroads received substantial increases under 
Ex Parte 162, Increased Railway Rates, Fares, and Charges, 
1946, various protestants have asked the Commission to suspend 
tariff supplements of that bureau, effective February 28, and 
March 3, proposing rate increases on small shipments in its 
territory. 

Several protestants said that three compelling reasons 
for the rail increase were not present in the motor truck in- 
dustry. They gave these reasons as (1) decrease in passenger 
traffic, (2) increase in labor retirement expense under the 
railroad retirement act, and (3) necessity for maintenance and 
improvement of right of way. 

The Burlington (Ia.) Shippers’ Association and the Keokuk 
(Ia.) Shippers’ Association, in a joint protest, said the proposed 
schedules contained “tariff chaos” and material increases in 
rates and transportation charges that were unreasonable. The 
increases, they said, would apply particularly on shipments 
weighing less than 5,000 pounds, also shipments weighing 10,000 
pounds and more, moving on less-than-truckload rates. 

“The increase in rates and charges have been published 
without any showing or proof of their financial needs being 
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made by the motor truck industry, who are to receive the 
benefits therefrom, if any,’ said the Burlington and Keokuk 
protestants. 

Increases that the Commission permitted to become oper- 
ative February 28, were now under investigation in MC C-518, 
with briefs due March 3, said the Burlington-Keokuk protest- 
ants, adding that “before the printer’s ink is hardly dry on 
the 20-cent increases applicable to shipments weighing less 
than 5,000 pounds,” they were confronted with another 14- 
per-cent increase, “and without any showing being made prior 
to the establishment of the rates and charges.” 

All increases in rates and charges subsequent to March 6, 
1944, had resulted in penalizing small shippers and jobbing 
centers, said the Burlington-Keokuk protestants. They said 
the motor trucking industry in their territory was giving 
“mediocre service.” 

The protestants said the motor trucking industry must 
find other means of correcting its alleged losses, as increases 
in rates and charges, with a loss of traffic, would not and could 
not bring about the desired, and hoped for, relief. They added: 

“The motor trucking industry collectively is ‘Big Business,’ 
however, if the motor-truck carriers are to remain in the field 
of transportation they must remain ‘Small Business,’ with over- 
night operations, and not expect, and neither must our Com- 
mission expect, small industry to pay increases in rates and 
charges which will permit operations from Chicago, IIl., on 
the one hand, and Billings, Mont., on the other hand.” 

In recent months, said these protestants, the motor trucking 
industry has been declaring that motor truck service is superior 
to other modes of transportation, “thus the reason for the 
necessary increases in rates and other charges.” 

The Work Glove Institute, Chicago, and the Indianapolis 
Glove Co., Indianapolis, said the protested schedules would cause 
unjust discrimination and undue and unreasonable prejudice 
and disadvantage to shippers of small shipments, and undue 
and unreasonable preference of shippers of large shipments by 
applying increases on shipments weighing less than 5,000 pounds, 
that were presently 20 cents a 100 pounds higher than other 
traffic based on rates under investigation by the Commission 
in MC C-518. 

Other protestants were Indiana State Chamber of Com- 
merce; Eli Lilly & Co., Indianapolis; Boss Manufacturing Co., 
with plants at a number of points in Central Territory; and 
Interstate Folding Box Co., Middletown, O. 

The protested supplements to Central States Motor Freight 
Bureau tariffs were: Effective February 28, supplement 8 to 
255-C, I. C. C. 251 and supplement 31 to 280-B, I. C. C. 135. 
Effective March 3; Supplement 6 to 216-C, I. C. C. 164; sup- 
plement 28 to 218-A, I. C. C. 36; supplement 59 to 218-A, I. C. C. 
36; supplement 59 to 220-A, I. C. C. 117; supplement 61 to 
222-A, I. C. C. 112; supplement 71 to 224-A, I. C. C. 107; 
supplement 132 and 136 to 226-A, I. C. C. 17; and supplement 
197 to 230, I. C. C. 12. 


Refund of Charges Under 
Service Order 160-B Asked 


The Secretary of Agriculture and the complainants in No. 
29583, Atwood-Larson Co. et al. vs. Northern Pacific Railway 
Co., have filed exceptions to the proposed report of Examiner 
C. E. Morgan, in which he recommended finding not shown 
unreasonable combination local rates on carload shipments of 
grain, arising from reinstatement of service order No. 160-B 
(see Traffic World, Jan. 25, p. 240). 

The complaint involved carload shipments of grain, moved 
from October 30 to November 2, 1944, inclusive, from origins 
in Montana and North Dakota, held for orders at Staples, 
Minn., and reconsigned to Minneapolis and Duluth, Minn., and 
Superior, Wis. 

The reinstated order (160-B) provided for the suspension 
of tariff rules, effective 12:01 a. m., October 29, 1944, which 
was intended to improve car service by expediting the move- 
ment on grain cars. One source of delay was the practice of 
holding cars “for orders” at Staples, Minn., according to the 
Secretary of Agriculture, who said the Commission proposed 
to discourage or eliminate the practice by providing defendant 
should collect the combination rates from and to Staples in 
lieu of the through rates plus the reconsigning charge. 

According to the complainant, the reinstated service order 
was not posted at the origin stations covered by the complaint 
until after November 3, 1944; that the N. P. supplement, issued 
November 1, 1944, was the first notice and not on file or posted 
at the origin station until after November 3; that the ship- 
ments covered by the complaint were made without knowl- 
edge of the embargo, and that agents of the defendant had no 
knowledge of the embargo to November 3, 1944, and had ac- 
cepted the shipments as billed. It asked that charges assessed 
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be found unreasonable, or unlawful, and that a refund of over- 
charges claimed be made. 

The Department of Agriculture based a similar request, 
partly on the ground that the reinstated service order was not 
printed in the Federal Register, as required by law, until the 
issue of October 31, 1944. It also observed that, by service 
order No. 244, shippers were required to place orders for cars 
not later than October 28, and that, in the absence of contrary 
evidence, it should be assumed that the order was complied 
with. In other words, it said, each of the transactions re- 
viewed in the proceeding actually began on or prior to October 
28, 1944. A more proper, reasonable and logical interpretation 
of service order No. 160-B, it said, would be that it was not 
intended to apply in respect of cars ordered pursuant to serv- 
ice order No. 244 until after 12:01 a. m., October 29, 1944. 





Steel Rail Rate Reductions from 
Geneva, Utah, Under Fire 


Kaiser Co., Inc.; Bethlehem Pacific Coast Steel Corpora- 
tion, and Sheffield Steel Corporation, have asked the Commis- 
sion to suspend tariffs proposing to reduce rates on manufac- 
tured iron and steel articles, carloads, from Geneva, Utah, and 
certain other Utah points, to San Francisco and Los Angeles, 
Calif., Portland, Ore., Seattle, Wash., and additional inter- 
mediate destinations in California, Oregon and Washington 
over routes of the Denver & Rio Grande, Union Pacific, Western 
Pacific, and Great Northern. The rates were published to be- 
come effective March 1. 

Among other things, the protestants allege that reduced 
truck rates from Geneva were published as the result of “pres- 
sure” and that those truck rates were used as an excuse for 
the reduced rail rates. It was observed that the Southern Pacific 
and the Santa Fe had not joined in publishing the reduced 
rates, one protestant asserting that they felt the reduction 
would add no traffic. 

Kaiser, with a plant at Fontana, said, as a result of the 
increases granted in Ex Parte 162, Increased Railway Rates, 
Fares and Charges, would have an increased railroad freight 
bill of about $600,000 a year, while, it said, the railroads were 
passing the added revenue, both from iron and steel articles, 
and from coal used at the Fontana plant, “directly back to the 
Geneva Steel Co. in the form of reduced steel rates.” 

Each of the protesting steel companies said the Geneva 
reduction would threaten their ability to continue marketing 
steel in the Pacific Northwest. Kaiser observed that water 
rates from Los Angeles Harbor to the Pacific Northwest were 
increased from 33 cents in 1942 to 52 cents, and that the Com- 
mission had refused to suspend the increase. Kaiser said it 
would “become an intolerable injustice to the Fontana plant 
to be denied relief on drastic steamship increases to Portland 
while, at the same time, major reductions are being made in 
rail rates from a competing plant into the same market.” 

Kaiser said the railroads had failed to grant a reduction 
in the coal rate from Utah to Fontana to correspond to the 
proposed reduced steel rate and that this failure involved 
$300,000 a year in freight charges to the Fontana plant. 

Asking a full hearing, Kaiser also said a Los Angeles news- 
paper had announced that the United States Steel Corporation, 
owner of the Geneva government-built plant, was buying the 
Consolidated Steel Co. of Los Angeles, the largest single cus- 
tomer for structural steel and plate sold by Kaiser. Acquisi- 
tion of its largest single customer by the owner of the Geneva 
plant made it imperative that a reasonable and just rate re- 
lationship exist between the two plants, it said. 

Although the proposed reduction was requested in June, 
1946, and public hearings held in July, August, and November, 
Kaiser said no action was taken until January 10 when certain 
railroads announced “these rates’ would be published from 
Geneva. Delay of a decision during pendency of Ex Parte 162, 
it continued, and announcement of the reduction shortly after 
the decision in that case, created “a strong inference that the 
carriers delayed the announcement of this reduction until such 
time as it would not embarrass their position with respect to 
a general increase in Ex Parte 162 proceedings.” Kaiser said 
that, had the proposed reduction been made public during 
pendency of Ex Parte 162, it and others would have contested 
the necessity for a general freight rate increase. The Commis- 
sion should determine whether the proposed reductions were 
consistent with the evidence of the carriers in that proceeding 
and “with the obligations therein imposed upon the carriers,” 
said Kaiser. 

The Bethlehem Coast Steel Corporation said the proposed 
rates to the California ports were equivalent to the low 
section 22 rates from Geneva quoted to the government during 
the war increased by the Ex Parte 162 increases, but added that, 
to Portland and Seattle, the proposed rates were lower than 
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that basis by 9 and 6 cents. Undue preference in connection 
with the section 22 rates was avoided only by virtue of the 
fact they were limited to government traffic, said Bethlehem, 
adding that, under today’s competitive conditions, the Commis- 
sion should not countenance the establishment of rates for com- 
mercial purposes from a single origin on the bases that were 
as low or lower than the “wartime preferential basis.” 

As to motor carrier rates, Bethlehem said the proposed 
rates could not be justified from the standpoint of motor carrier 
competition, because the competitive character of the 46-cent 
rate from Geneva to San Francisco and Los Angeles was open 
to serious doubt “due to the general inability of steel plants 
to adapt their facilities to truck movements,” and inability of 
motor carriers to provide sufficient equipment. It observed that 
the truck rate did not apply to Portland and Seattle and could 
not, therefore, justify reduced rail rates to those points. 

Among other things, Bethlehem said the result sought to 
be accomplished by the Geneva plant and the carriers was not 
only proper but unnecessary as Geneva already had an advan- 
tage in low assembly costs on raw materials in addition to 
outbound rates on a level generally lower from the standpoint 
of distance than elsewhere in the United States except within 
Official Territory and where water competition entered into 
the picture. Under present rates, it said, Geneva had demon- 
strated its ability to compete actively in Pacific Coast territory 
and the proposed reductions would merely bring about a reduc- 
tion in carrier revenues without developing additional tonnage. 
This was recognized by the Southern Pacific and the Santa Fe, 
it said, who had refused to join in the new low rates. 


Sheffield Steel Protest 


“It is the purpose of this petition to point out to the Com- 
mission the tremendous disadvantage which will be imposed on 
the Sheffield Steel Corporation should the railcarrier rates be 
permitted to become effective on March 1; that the motor car- 
riers rates are an excuse for the rail publication; and to further 
point out that if the rail rates, which will be subject to transit 
privileges, are made effective, the entire freight structure of the 
nation on iron and steel articles will be disrupted,” said 
Sheffield. 

The company traced the history of the iron and steel rates 
and said the relationships set up had been maintained for many 
years. The adjustment proposed would disrupt the relationship 
following the Commission’s action in Transcontinental Cases 
of 1922, 74 I. C. C. 48, it said, adding that this was emphasized 
by the fact that the Geneva plant was no longer an inconse- 
quential factor since it was now a plant of U. S. Steel Corpora- 
tion. It said U. S. Steel would have its plants “completely 
surrounded with respect to business in the western states,” and 
that the proposed rates would result in advantage to it at 
Kansas City, Sand Springs, Okla., and Houston, Tex. 

After comparing rates from the four points, it said that, 
on the average of 33.22 tons loading, contrary to the accepted 
standard of ton-mile and car-mile earnings decreasing with dis- 
tance, under the proposed rates Geneva would have rates so far 
below the relative rate level of Kansas City and Houston that 
the short haul point would have the lowest earnings a ton-mile 
and a car-mile. 

Citing Class Rate Investigation, 1939, 262 I. C. C. 447, it 
said the Commission found there was no substantial difference 
in cost levels in the Western Territory and said it must follow 
that there could be no justification for a difference in the rates 
and steel articles, Geneva versus Kansas City and Houston to 
the Pacific Coast. The differences, it said, would justify lower 
levels from the latter points. 

Sheffield observed that, shortly after purchase of the 
Geneva plant by U. S. Steel, it was made a basing point for the 
commodities produced at Geneva. Referring to an exhibit at- 
tached to its petition, showing rates from Pittsburgh and 
Geneva, Sheffield said the 48-cent rate proposed from Geneva 
to the Pacific Coast would establish a delivered price of $3.13. 
From those figures, it added, it was clear a widespread read- 
justment of freight rates must be made in order to maintain a 
competitive balance between the various producing centers. 

In connection with the reduced motor carrier rates, Sheffield 
observed that those rates did not offer transit privileges, and 
that it was obvious the rates published by the railroads were in 
no way related to the motor carrier rates not providing for fab- 
rication in transit. 

Sheffield said it was entitled to the protection of the inter- 
state commerce act which, it said, “prohibits the subsidizing of 
the Geneva plant so that it will be profitable from the stand- 
point of discriminatory freight rates to add additional produc- 
tion to the facilities of that Steel Corporation subsidiary.” 

Referring to the “pressure” it said produced the proposed 
reduced rates, it cited “strong supporting” statements for the 
reduced truck rates from the State of Utah Department of 
Publicity and Industrial Development, the governor of that 
state, the mayors of Provo and Salt Lake City, chambers of 
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commerce, and others. It said a quoted statement of the Steel 
Corporation indicated that the rates published by the motor 
carriers were merely “the entering wedge to force down the 
rail rates which would give it an advantage not only in the 
freight rate structure, but also permit it to make deliveries un- 
der transit privileges throughout the Pacific Coast area on a 
lower basis than any other producer.” 
The last of 10 conclusions of Sheffield reads as follows: 


(10) That the Commission should not permit the obvious high 
pressure method which has been applied in connection with the pro- 
posed rates to destroy rail carrier revenues from the steel traffic before 
the printer’s ink has cooled in its opinion finding that the rail car- 
riers’ costs justify substantial increases in the rates on all commodi- 
ties generally throughout the nation. 


No Benefit to Steel Company, Says Fairless 2 


Commenting on the proposal to reduce freight rates on the 
shipment of steel by rail from Geneva, Utah, to the west coast, 
Benjamin F. Fairless, president of the U. S. Steel Corporation, 
stated February 18 that any such reduction “will benefit a cus- 
tomer of Geneva Steel Co. on the Pacific coast to the extent 
of such reduction, and not Geneva Steel Co., the U. S. Steel 
subsidiary which operates the former government steel mill at 
Geneva. 

“It seems necessary to emphasize this important fact in 
view of recent allegations, made without any foundation in fact, 
to the effect that the proposed new freight rates on the trans- 
portation of steel by rail from Geneva, Utah, to the ~Pacific 
Coast amount to the granting of a subsidy to Geneva Steel Co.,” 
said Mr. Fairless. “On the contrary, these new freight rates, 
if made effective, will reduce the present delivered cost of 
structural shapes and plates from Geneva to a customer at Los 
Angeles, San Francisco or Portland to the extent of approxi- 
mately $4.50 a ton. At Seattle, such reduction in the delivered 
cost will be in excess of $3 a ton. That cannot accurately be 
described as a discrimination or subsidy in favor of Geneva 
Steel Co.” " 

The new steel freight rates from Geneva are substantially 
the same rates in effect during the war, when the plant was 
operated for account of the government, except that the war- 
time rates have been increased to accord with the general 
increase in rail freight rates recently approved by the Commis- 
sion, concluded the president of U. S. Steel. 


Motor Cost Studies Presented at 
Pick-Up and Delivery Hearing 


Eight motor carrier cost studies, containing detailed data 
on the territorial average costs for pickup and delivery service 
by Class I line haul motor carriers, were presented February 18 
at the opening esssion of the Commission’s hearing in No. 29555, 
Pick-up and Delivery Services by Railroads, and MC-C 542, 
Pick-up and Delivery Services by Motor Carriers, at the Sher- 
man Hotel, Chicago. Commissioner John Rodgers and Exam- 
iners Stiles and Aplin, presided. 

The Commission, in a report on the prehearing conference 
in the proceedings, held last September 20, stated that the 
issues embraced the following principal points: Where and 
under what circumstances is pick-up and delivery service ren- 
dered by the respondents; where should they perform the 
service; should the shipper have the right to perform its own 
pick-up and delivery service in connection with shipments by 
motor carrier, receiving an allowance in lieu of pick-up and 
delivery by the carrier; what compensation is received by the 
respondents for the service; what is the cost to the respondents 
of performing the service; what and whose facilities are used; 
and to what extent, if any, should such service be covered by a 
charge separate from the line-haul rate (see Traffic World, 

tober 26, 1946, p. 1087). 

The eight motor carrier cost studies, prepared by the cost 
ection of the Commission’s Bureau of Transport Economics, 
were presented by W. M. Plank, Commission cost analyst. One 
report dealt with a formula for the determination of the costs 
of motor carriers. A second exhibit concerned “Explanation of 
the development of motor carrier costs with statements as to 
their meaning and significance.” The next two exhibits were 
titled “Traffic flow, costs, and rate structure of motor carriers 
in Western Trunkline Territory,” and the remaining four ex- 
hibits dealt with intra- and interterritorial traffic flow, costs, 
and rate structure of motor carriers in Southern Territory. 

Costs were largely computed on the expense of a motor car- 
rier performing the service with his own equipment, although 
the studies also included the costs of hired local cartage service 
and allowances to shippers and consignees. 


Operating Ratios Shown 


Average operating ratios for representative carriers in the 
various territories were presented to indicate whether the over- 
all revenue was sufficient to cover the cost of pick-up and de- 
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livery service, and weight breakdowns were provided to permit 
differentiation in the study for small shipments. 

Following Mr. Plank’s presentation, some witnesses pro- 
tested that insufficient time had been accorded to complete an 
examination of the studies. The objection was overruled by 
Commissioners Rodgers, who declared that the exhibits had 
been distributed well in advance of the hearing. 

John S. Burchmore, counsel for the National Industrial 
Traffic League, asserted that the studies were made from highly 
selective and unrepresentative records. He declared the mate- 
rial was too confusing to permit any conclusions to be drawn 
therefrom. 

Several hundred representatives of railroad and motor car- 
riers and shippers attended the opening session of the hearing, 
expected to continue for several days. 


Water Carriers Want Rail-Water 
Divisions Modified 


Divisions of joint rates for transportation over rail and 
water lines between Southwestern and Official territories, a 
subject that the water carriers said became “wholly academic” 
because of the stoppage of water services in the war period, are 
the subject of the water carriers’ petition in No. 27969, Ag- 
wilines, Inc., et al. vs. Akron, C. & Y. Ry. Co., for modification 
of the order so that the divisions prescribed by the Commis- 
sion may not exceed the local rates of the participating carriers, 
and that any excess be divided between the lines whose divisions 
are less than their local rates on basis of the dividing factors 
applicable to them. 

In its decision in that proceeding, the Commission found 
the divisions involved unjust, unreasonable, and inequitable, 
and prescribed lawful divisions for the future. 248 I. C. C. 255. 
The prescribed divisions were contained in a table appended 
to the report. 

_ Agwilines, Inc.; Bull Steamship Line; Pan-Atlantic Steam- 
ship Corporation, and Southern Steamship Co., who joined in 
the petition, said the recommendation of the examiner, that the 
local rates of the respective rail carriers be held as maxima, 
should be adopted. The water carriers included a number of 
examples which showed southwestern lines and eastern lines, 
or both, receiving divisions under the Commission’s formula 
greater than their local rates. 

They said they believed it fair to state as a basic premise 
that any division of a joint through rate in excess of a local 
factor that would apply in the absence of such joint rate was 
“reasonably suspect as an anomaly,” adding that a long line 
of decisions beginning with “‘the classic case” of Window Turner 
Goods Co. vs. C. & O., 18 I. C. C. 162, the joint rate that ex- 
ceeded the sum of the locals applicable in its absence was itself 
prima facie unreasonable. Through long use, normalcy of the 
involved local rates was to be presumed, they said. Limitation 
to the level of the local rates was fair, they said. 


C. of G. Trustee Proposes 
Purchase of Leased Lines 


The trustee of the Central of Georgia, by a petition in Fi- 
nance No. 12950, Central of Georgia Railway Co. Reorganiza- 
tion, has asked authority to acquire by purchase the leased 
lines of the South Western Railroad Co., the August & Savan- 
nah Railroad, and the Chattahoochee & Gulf Railroad Co., in 
accordance with one of the alternatives set out in the plan of 
reorganization approved by the Commission in 1945 (see Traffic 
World, July 21, 1945, p. 153). 

In the plan, the Commission provided that, prior to or on 
consummation of the plan, the debtor should acquire, if they 
could be acquired on the terms set forth in the report, the prop- 
erties of those leased lines. The trustee said he was advised by 
his counsel that it would be more convenient and preferable to 
acquire the properties of the lessors by purchase rather than 
by merger or consolidation. The reason given was that “through 
the method of purchase, when the consideration is paid as pro- 
vided by the plan of reorganization the lessors will then be in 
position to liquidate their assets or not as they may wish and 
the reorganized company will not have any concern therewith; 
merger and consolidation would be more cumbersome than 
purchase; and the laws of Georgia are better adapted to the 
method of purchase.” 

In the reorganization approved by the C. of G., (261 I. C. C. 
263), the Commission, division 4, found fair and equitable a 
proposal of the debtor trustee to allocate $1,100,000 of the new 
preferred stock, but no new bonds, to the South Western. It 
also approved an allotment to the C. & G. of $163,650 in 
cash, and to the A. & S., the division found reasonable an alloca- 
tion of $532,000 in new 4 per cent first mortgage bonds, and 

,937 in new 4% per cent income bonds. 
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Briefs in Supreme Court Assail and 
Defend Ex-Barge Grain Decision 


The district court echoed the arguments of the barge lines 
and entered into an elaborate discussion “dressed in the form 
of findings” in order to show that the differing circumstances 
and conditions did not justify the rate treatment the Commis- 
sion accorded ex-barge traffic in prescribing proportional rates 
to the east from Chicago somewhat higher than the correspond- 
ing ex-rail rates, says the Commission in its brief filed in the 
Supreme Court of the United States in No. 72, Interstate Com- 
merce Commission, Appellant, vs. A. L. Mechling et al., Ap- 
pellees. 

The Commission’s brief was prepared by Daniel W. Knowl- 
ton, chief counsel, and Daniel H. Kunkel. 

Also filed with the Supreme Court is the brief for A. L. 
Mechling Barge Line, and a brief for the “United States” and 
the Secretary of Agriculture. The latter brief bears the names 
of George T. Washington, acting solicitor general; Wendell 
Berge, assistant attorney general; James E. Kilday, Edward 
Dumbauld and David O. Matthews, special assistants to the 
attorney general. For the Department of Agriculture, the brief 
bears the names of W. Carroll Hunter, solicitor, and James K. 
Knudsen, principal attorney. One of the subsidiary points dis- 
cussed in the Commisssion’s brief is the presence of the “United 
States” in the upper court in the role of appellee. 

The case before the Supreme Court involves a decision by 
the district court for the northern Illinois district enjoining and 
setting aside the Commission’s report and order in Grain Pro- 
portionals, Ex-Barge to Official Territory, 262 I. C. C. 7, which 
established ex-barge proportionals from Chicago to the east 
lower than local rates to the same destinations, but slightly 
higher than the ex-rail rates. The Commission’s brief said the 
case grew out of earlier proceedings, initiated in 1939, in which 
the Commission had found not shown unlawful schedules estab- 
lishing proportional rates on ex-barge grain intended to divert 


_ the traffic from the water carriers and recapture it for the rails. 


The brief said the Commission’s order was set aside in Cargill, 
Inc., vs. U. S., 44 F. Sup. 368 (N. D. 111), but on appeal by 
the Commission, the district court’s judgment was reversed in 
Interstate Commerce Commission vs. Inland Waterways Corp., 
319 U. S. 671. Thereafter, it said, the Commission reopened the 
proceeding, the Supreme Court having said that, in a proper 
proceeding, the Commission might consider the involved rates. 
When the resulting decision was contested, said the Commission, 

the United States through the anti-trust division of the Depart- 
ment of Justice filed its several answers to the complaints con- 


aahe error as alleged and joining in the prayers for re 
BOR els 


_The Commission assigned eight “errors to be urged” in the 
decision of the court below, observing that no opinion was filed 
in the district court. In general, the claimed errors related to 


an alleged assumption by the lower court of the administrative 
powers of the Commission. 


Commission Explains Rate Basis 


As to the prescribed rates,*the Commission asserted it had 
not erred in discarding the current ex-rail proportionals as a 
standard of reasonableness. It said a great deal of confusion 
In the case had been engendered by the fact that the advent of 
barge transportation projected “a new and unforeseen factor 
in the over-all grain rate structure.” It added that, “by mere 
accident of tariff language proportional rail rates had been 
applied to the ex-barge traffic,” and continued: 

“These rates had developed over a period of years in rela- 
tion to the movement of grain by rail and were part of a com- 
plicated grain rate structure, the components of which were 
interrelated so as to reflect average transportation conditions 
governing the entire movement of grain from the producing 
fields to points of ultimate consumption... .” 

Asserting that it was the through charges the Commission 
kept in mind, it showed that one set of proportionals applied 
to grain from the northwest, taking a three-cent differential 
over grain from Trans-Mississippi territory; that another set 
of proportionals applied from Chicago to Central Territory 
destinations on grain originating in Illinois. It said to destina- 
tions in Trunk Line and New England territories the propor- 
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tions were uniform regardless of origin, and explained the 
evolution of this rate uniformity. 

The Commission maintained the history of the joint through 
rates from Illinois origins to points in the east showed that 
the specific or proportional rate beyond Chicago was not a true 
measure in fixing the eastern factor of ex-barge traffic, con- 
tinuing as follows: 


Because of the comparatively short hauls from Illinois origins to 
Chicago arbitraries were allowed the western roads in order to secure 
for them compensatory revenue for the initiation, carriage and termi- 
nation of the traffic at Chicago. As a consequence the eastern factor 
represented a lesser division of the through rates than would have 
resulted from a rate constructed on a mileage scale and, therefore, 
afforded no proper basis for comparison. 


It said the application of the through rates via Chicago 
resulted from competition between the north and south rail 
lines and the direct east and west lines, “so that the rate 
level beyond Chicago on grain from Illinois origins to eastern 
destinations is actually a transit balance arising out of com- 
petitive rates via circuitous routes.” A division of a joint rate, 
it added, was not a proper standard by which to test the law- 
fulness of separately established rates. As to the rates it 
used in determining the assailed differentials, the Commission 
said: : 

The scale of local or flat rates out of Chicago are applicable to 
local grain, grain that arrives by truck at Chicago, grain moving into 
Chicago on the lake local (intrastate) rates, or grain that has forfeited 
its privilege thus taking on the character of local grain. These are the 
rates which the Commission used in determining the differentials which 
should be applied to the ex-barge grain moving out of Chicago. 


Present Rail Proportionals 


In reviewing the rate structure developed under its guid- 
ance, in the light of the contention that the ex-barge traffic was 
entitled to proportional rates no higher than ex-rail and ex- 
lake traffic, based on the assertion that there was no material 
differences in the circumstances and conditions affecting those 
types of traffic, the Commission said it had considered in some 
detail the rail rate adjustment and the basis on which the 
present rail proportionals were established. 

“It shows that these proportionals evolved out of a mutual 
desire to eliminate varying transit balances were simply repre- 
sentative of divisions of through rates via Chicago brought 
about by competition between short route and circuitous route 
carriers, and that such proportionals or specifics did not, per se, 
establish a reasonable standard for rating the eastbound ex- 
barge rail service,” said the Commission. “Insofar as the vary- 
ing rail proportionals to Central Territory were concerned they 
too furnished no proper measure for determining ex-barge pro- 
portionals to the same destinations since they were designed 
in reference to a single segment of a through rail transporta- 
tion service and to provide an equalization in the over-all 
charges as between the gateways.” 

It also argued that the impropriety for the use of existing 
rail proportions was demonstrated in connection with the ex- 
rail proportionals, on which, it said, a fourth-section rule ap- 
plied, the result of which was to limit the application of the 
out-bound proportional rate to traffic on which a minimum in- 
bound rail rate of 8.5 cents was paid. The Commission said 
it had shown the all-rail structure as reflecting a consistent 
grading of the rates from east to west in strict conformity with 
section 4, with certain exceptions, and added that “barge 
proportionals equivalent to the rail proportionals would lack 
the purpose and consistency underlying the latter.” 

It continued by saying the factors that entered into estab- 
lishing through all-rail combinations did not find their coun- 
terpart in fixing ex-barge proportionals, and added: 

“Of special importance is the fourth-section rule mentioned 
above. Under the existing combinations of the inbound barge 
charge plus the rail proportionals to Central Territory numer- 
ous and extreme fourth-section departures exist. .. .” 

To perpetuate the situation as shown by examples cited 
in the prior report, said the Commission, would be to legalize 
for the ex-barge traffic what the Supreme Court had termed 
“the fortuitous and in many respects unlawful benefits of th 


existing rate structures.” 
The Commission said it had found differences between 


ex-rail and ex-barge traffic to justify a different rate treat- 
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ment. After citing those differences from its report, the 
Commission said “the court below, echoing the arguments of 
appellees, enters into an elaborate discussion dressed in the 
form of findings to show that the differing circumstances and 
conditions do not justify the rate treatment which the Commis- 
sion accorded this barge traffic.’ It said a reading of the 
argument leading to generalization of the finding to the effect 
that the Commission had considered matters having no rational 
relation to the conclusion “demonstrated its fatuity.” Later it 
said the lower court, in making a series of “so-called” findings 
purporting to show the irrationality of the Commission’s con- 
clusion, had adopted some of the Commission’s findings and 
ignored others. 

Among other errors assigned, the Commission said the 
lower court erred in requiring the Commission pendente lite 
to suspend the filed rates, in that way requiring the Commis- 
sion to exercise a statutory power arbitrarily and contrary to 
its mandate. No such injunction would have been necessary, 
said the Commission, had the plaintiffs joined as defendants 
the railroads that had published the tariffs. It was against them 
the injunctive process should have issued, it said. 


“U. S. vs. U. S.” 


_In contending the court below acted in excess of its author- 
ity in requiring that the United States be made a party appellee. 
the Commission observed that it did not question the right of 
the attorney general to express his views with respect to an 
order of the Commission questioned under the urgent defi- 
ciencies act. But for the United States to assert, in such a case 
as the instant one, the right to be treated as an appellee, not 
only created an additional burden on parties seeking appellate 
review, but “stultifies the statute.” It added that “the implica- 
tions arising from a confirmance of this right clearly show 
that such position is untenable.” 


_ After discussing the right of the Commission or others to 
intervene in defense of one of its orders, the Commission said 
the mere fact that there were intervening defendants did not 
convert the United States from its statutory role as defendant 
into a plaintiff with a right to appeal from an adverse judg- 
ment. If such a right existed, it must be based on statutory 
authority of the United States to institute a suit in its sovereign 
capacity to set aside a Commission order in the first instance. 
But no such right existed by statute, it said, “which would 
result in the anomaly of a proceeding entitled United States 
vs. United States.” Because of the probable future complica- 
tions that might arise on appeals to the Supreme Court and to 
stabilize the procedure, the Commission said the order of the 
lower court compelling the United States to be made a party 
appellee should be held in error. 


Department of Justice 


In a footnote in the brief for the Department of Justice 
and the Department of Agriculture, the matter of the govern- 
ment as appellee is also discussed. It was contended that “‘it 
is plain that by statutory requirement the United States is an 
indispensable party.” It was likewise obvious, it was said, that 
a party had an option whether to admit or deny the averments 
of the complaint. Rule 11 of the federal rules of procedure, 
the footnote said, “requires a conscientious belief by the at- 
torney signing the pleading that there is good ground to sup- 
port it.” Moreover, it continued, an attorney representing the 
United States was under a peculiar obligation to give due heed 
to all aspects of the public interest. 


Both the Mechling brief and the brief of the two depart- 
ments treated somewhat extensively of the contention that the 
Commission, by its order in the ex-barge grain case, had 
sought to equalize the costs of water-rail and all-rail trans- 
portation instead of preserving the inherent advantages of 
water transportation. Both briefs also asserted that the find- 
ings of the Commission were contrary to sections of the inter- 
state commerce act that forbid intercarrier rate discrimination. 
The brief of the two departments cited a number of cases in 
which it said the Commission had uniformly treated as forbid- 
den by section 3(4) such discrimination against connection 
carriers “as is involved in the case at bar.” The departments 
also contended that farmers, shippers, and other parties en- 
titled to the protection of sections 1, 2, and 3 of the interstate 
commerce act were likewise injured by the rate relationship 
prescribed by the Commission. 


Mechling and the departments devoted a number of pages 
to the argument that the findings of the Commission did not 
support the relationship in the rates prescribed. In a summary 
of its argument, Mechling said: 


In exercising the asserted right to curtail the inherent low cost 
advantage of water transportation, the Commission resorted to stand- 
ards which were forbidden, failed to make findings supporting its order 
under the applicable standards, and misinterpreted section 6(b) of the 


TRAFFIC WORLD 


transportation act of 1940 as only directing it not to require increases 
in established rates under the long-and-short haul clause, whereas sec- 
tion 6(b) provides that the long-and-short haul clause shall not require 
changes in established rail rates and the Commission by permitting 
such a change because of the long-and-short haul clause had allowed 
the long-and-short haul clause to require the result reached. 








Among other things, the departments said the Commis- 
sion’s conclusions lacked the requisite “rational basis.” They 
said its conclusions were based on irrelevant and immaterial 
findings, adding that “no findings which would be adequate to 


support the relationship prescribed are made by the Commis- 
sion.” 











Rail Job “Learners” Not Subject 
to Wage Law, Supreme Court Holds 


In two opinions written by Justice Black and handed down 
February 17, the Supreme Court of the United States decided 
that persons who were receiving training from railroads in 
certain phases of railroad work, from whose activities the rail- 
roads received no “immediate advantage,” were not “employes” 
within the meaning of the fair labor standards act (also known 
as the wage-hour law), to whom minimum wages had to be 
paid and concerning whose employment and pay appropriate 
records had to be kept by the railroads. 

The Supreme Court decisions were handed down in No. 
336, L. Metcalfe Walling, Administrator of the Wage and Hour 
Division, United States Department of Labor, Petitioner, vs. 
Portland Terminal Co., Respondent, and No. 335, Same vs. The 
Nashville, Chattanooga & St. Louis Railway Co. In No. 336, 
the court affirmed a decision of the U. S. Circuit Court of Ap- 
peals for the First circuit, affirming the district court below. In 
No. 335, the Supreme Court affirmed a decision of the federal 
appeals court for the Sixth circuit, likewise affirming the dis- 
trict court below. Justice Jackson wrote a separate, concurring 
opinion in No. 336. 

In No. 336, the status of persons to whom the Portland 
Terminal Co. had given a “course of practical training” as 
“prospective yard brakemen” was in issue. Justice Black noted 
that those who completed the training and were certified as 
competent were named on a list from which the company could 
draw when their services were needed. He said that if these 
trainees had taken courses in railroading in a public or private 
vocational school, wholly disassociated from the railroad, it 
could not reasonably be suggested that they were employes of 
the school within the meaning of the wage-hour law, nor could 
they have been considered as employes of a railroad merely 
because the school’s graduates would constitute a labor pool 
from which the railroad could later draw its employes. 

“The fair labor standards act,” he said, “was not intended 
to penalize railroads for providing free of charge the same kind 
of instruction at a place and in a manner which would most 
greatly benefit the trainees.” 

The status of trainees for jobs in two categories—(1) yard 
and main line firemen, brakemen, and switchmen, and (2) 
clerks, stenographers, callers, messengers, and other similar 
general miscellaneous workers—was in issue in No. 335. 

As to the status of trainees in the second category, the Su- 
preme Court said that the finding of the district court that the 
railroad had been complying with the act in good faith in its 
business relations with the trainee clerks, stenographers, etc., 
was not challenged; that no argument was made before it that 
this was not adequate support for denial of the relief granted 
as to this second group; that, under the circumstances, it 
affirmed the court’s action in denying an injunction to enjoin 
violations of the wage-hour law as to these trainees, and that 
“we therefore do not reach the question as to whether this 
group as a whole or any of the persons in it were or were not 
employes under the act.” With respect to the trainees in the 
first group, Justice Black said that for the reasons set out in 
the opinion in No. 336 “we hold that the Circuit Court of Ap- 
peals was not in error in holding that the persons receiving 
training in order to become qualified for employment as fire- 
men, brakemen, and switchmen, are not employes within the 
meaning of the fair labor standards act.” 

Justice Jackson said he concurred with the majority only 
on the ground, held valid in concurrent findings by two lower 
courts, that there was ‘a good faith understanding of the 
parties, following a long-established custom of an industry 
whose labor relations have long been subject to collective bar- 
gaining.” Justice Jackson’s opinion criticized Supreme Court 
decisions in wage-hour law cases in the following words: 


























































This court has foreclosed every means by which any claim, how- 
ever dubious, under this statute or under the court’s elastic and some- 
what unpredictable interpretations of it, can safely or finally be settled, 
except by litigation to final judgment. We have held the individual 
employe incompetent to compromise or release any part of whatever 
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claim he may have. ... Then we refused to follow the terms of agree- 
ments collectively bargained. . . . No kind of agreement between the 
parties in interest settling borderline cases in a way satisfactory to 
themselves, however fairly arrived at, is today worth the paper it is 
written on. Interminable litigation, stimulated by a contingent re- 


ward to attorneys, is necessitated by the present state of the court’s 
decisions. . 


Export Coal Permit Refusal Suit 
Against Commission Dismissed 


A three-judge U. S. district court for the District of Co- 
lumbia, on February 18, sustained a motion of the Commission 
for dismissal and summary judgment in a proceeding brought 
by C. W. Hendley & Co., Inc., Baltimore, Md., and George 
Bone and Frances Bone, a partnership doing business as B. & 
M. Construction Co., Pittston, Pa., for injunctive orders to 
restrain the Commission from refusing to grant a permit for 
certain coal shipments under a service order (see Traffic World, 
February 15, p. 494). 

The case involved alleged refusal of W. R. Godber, of New 
York, a Commission permit agent, to permit the plaintiffs to 
make certain coal shipments through the Greenwich coal piers, 
Philadelphia, for export through the United Nations Relief and 
Rehabilitation Administration under service order No. 552, 
Control Tidewater Coal—Appointment of Agent. That order 
had appointed an agent to control the movement of coal through 
the ports. 

Through its assistant chief counsel, J. S. Payne, the Com- 
mission asked for dismissal and summary judgment on the 
grounds, among others, that the complaint did not allege facts 
showing the invalidity of any order or action or inaction of the 
Commission. The Commission said the plaintiffs were not en- 
titled to the relief sought as the granting of such relief would 
require the court to exercise administrative discretion and 
judgment that had been placed in an administrative body. 

The three-judge court consisted of Associate Justice E. 
Barrett Prettyman, of the U. S. Court of Appeals, District of 
Columbia, and Associate Justices James M. Proctor and Ed- 
ward M. Curran, of the U. S. district court. The three-judge 
court was ordered following argument on February 17, before 
Justice Proctor, on the question of the necessity of a three- 
judge court to try the action. 


The federal government, through the Department of Jus- 
tice, also moved for dismissal on grounds similar to those pre- 
sented by the Commission. 


I. C. C. Upheld in Wartime Motor 
Operation Suspension Case 


_ The Nebraska federal district court, Omaha division, has 
dismissed a complaint in civil No. 748, On-Time Transfer Co., 
et al. vs. U. S. of A., et al., in which an injunctional decree was 
sought against a Commission order of March 26, 1945, in MC 
C-395, On-Time Transfer Co. et al. vs. Oliver L. Buckingham, 
et al. The court proceeding involves temporary wartime sus- 
pension of motor operations. 

The Commission, division 5, in MC C-395, had found not 
warranted the entry of an order requiring the Buckingham 
Transportation Co., of Rapid City, S. D., to comply with all 
terms and conditions in certain certificates held by it and with 
provisions of section 216(b) of the interstate commerce act, 
under which motor carriers of property were required to pro- 
vide adequate transportation service and facilities: The divi- 
sion had dismissed the complaint. 

The court said Buckingham Transportation Co. suspended 
certain of the operations required by its certificates without 
authorization by the Commission, and that complaint was filed 
against it before the Commission on January 28, 1944, charging 
that the suspensions were wilful and violative of the certificate 
requirements and the law and praying, among other things, 
that the Commission order Buckingham to carry on the opera- 
tions within a time to be fixed, and in default of compliance 
that the certificates be canceled. 

The court said that prior to and while the complaint case 
was in progress before the Commission, the Commission, on re- 
quest of Buckingham, granted temporary suspension of the op- 
erations required by the certificates and involved in the instant 
proceedings, the last suspension having been made until March 
31, 1947. These suspensions, said the court, were granted by 
the Commission under provisions of the second war powers act, 
the Commission having found “that conditions have arisen as 
a result of existing war emergency” that made it necessary for 
a to suspend operations until such conditions had 
changed. 


The court said it appeared that what the plaintiffs asked 
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the court to do through an injunction against the March 26, 
1945, order of the Commission was “to compel the Commission 
to require the Buckinghams to resume operations which the 
Commission has authorized to be suspended during the war 
emergency and until March 31, 1947.” 

The court concluded that the plaintiffs were not entitled to 
the injunction prayed for which, it said, “could only operate in 
conflict with the emergency suspensions, or other relief,” and 
that the complaint should be dismissed. 

“This opinion,” said the court, “is intended to indicate the 
grounds of our decision within the short period while the status 
is the same as when the case was submitted. If more particular 
findings of fact are required, the parties may submit their re- 
quests therefore.” 

The court observed that only a few days remained of the 
suspension period during which the plaintiffs must wait before 
applying to the Commission to réopen and proceed further with 
their complaint against Buckingham, et al. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 

Maryland district, at Baltimore. On February 6, 1947, 
Thomas Michael Dailey, doing business as Dailey Trucking Co., 
of Westernport, Md., was fined $175 and costs, which were 
required to be paid, on a plea of guilty to an information charg- 
ing operation as a motor common carrier of property for com- 
pensation without a certificate from the Commission, with fail- 
ing to require his drivers to keep drivers’ logs, and with failing 
to have in his files doctors’ certificates of physical examination 
of new drivers. 

Minnesota district, fourth division, at Minneapolis. On 
February 10, 1947, Dakota Transfer & Storage Co., of Minot, 
N. D., was fined $900, which fine was required to be paid, on a 
plea of guilty to an information charging the defendant, a 
motor carrier engaged in interstate transportation of property 
for compensation, with permitting and requiring drivers in its 
employ to drive and operate-motor vehicles for excessive daily 
hours, and also to remain on duty for excessive weekly hours, 
and with failing to file with the district director a monthly 
report showing the number of instances in which drivers had 
been permitted and required to be on duty or to drive and 
operate a motor vehicle in excess of the hours prescribed, all 
in violation of the motor carrier safety regulations, revised. 

Minnesota district, fourth division, at Minneapolis. On 
February 10, 1947, Dakota Transfer & Storage Co., of Minot, 
N. D., Murphy Motor Freight Lines, Inc., of St. Paul, Minn., 
and Walter Davis and G. Willard Davis, doing business as Davis 
Transfer Co., of Fairmont, Minn., were jointly fined $500, which 
fine was required to be paid, on separate pleas of guilty to an 
information charging Dakota Transfer with operating as a 
motor common carrier of property for compensation without a 
certificate from the Commission, and charging Murphy Motor 
Freight and Davis Transfer, also motor common carriers of 
property, with aiding and abetting Dakota Transfer on the 
ground that they allegedly participated in the movement of the 
shipments over unauthorized routes by the aid of a purported 
lease of vehicles to them by Dakota Transfer. 

Western Washington federal district, northern division, at 
Seattle. On February 5, fines totaling $700 were imposed on 
the Washington Motor Coach Co., Inc., of Seattle, and eight 
drivers in its employ, following entry of their separate pleas 
of nolo contendere to informations charging each with viola- 
tions of the interstate commerce act. The fines were ordered 
to be paid. The defendant, Washington Motor Coach Co., Inc., 
which was charged with commanding, inducing and procuring 
its drivers to prepare false drivers’ logs, was fined $300. Fines 
of $50 each were imposed on the defendants, J. T. Magstadt, 
G. E. Apker, C. E. Finley, George A. Cooprider, B. J. Billings, 
W. R. Thompson, W. E. Kamp, and Virgil Atwood, who were 
drivers in the employ of Washington Motor Coach Co., Inc. 
Each of them was charged with falsifying his driver’s logs. 


ELKINS ACT VIOLATION CHARGES 


A suit against trustees of the Chicago, Rock Island & 
Pacific Railway and the American Can Co., charging violations 
of the Elkins act, and filed in the federal district court at 
Chicago, February 12, by United States Attorney J. Albert 
Woll. The criminal information cited eight alleged cases be- 
tween April and December, 1944, where freight cars were held 
for several days in the Rock Island yards at Rockdale, Ill., and 
while so held, alleged to be under constructive placement in the 
can company plant, and that no penalty charges were paid. 
Joseph B. Fleming and Aaron Colnon, Rock Island trustees, 
were charged with granting American Can a concession by 
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placing cars on the shipper’s tracks, where they were held 
without authority and without charge, despite tariffs calling 
for demurrage charges of $5.50 each day or fraction thereof 
beyond the free time. 

During 1944 eight cars were held for 44 days beyond the 
free time, the longest period being from April 17 to May 3, 
according to the information. Total saving to American Can 
was $242, it was alleged. 


Thirty-four Railroads Join in 
New Travel Credit Plan 


Thirty-four railroads have concurred in a travel-and-charge- 
it plan which has been developed from suggestions obtained last 
summer in a poll of 20,000 business concerns, H. W. Siddall, 
chairman, Railroad Passenger Interterritorial Committee, said 
today. The plan will be put into effect April 1, Mr. Siddall 
said, in a statement issued at Chicago February 18. 

A feature of the plan is that the traveler will only have to 
carry one credit card to buy railroad, Pullman and parlor car 
tickets from any of the participating railroads. 

In event the traveler’s trip includes railroads not par- 
ticipating in the plan, tickets over such lines will be furnished 
on the credit plan provided the trip originates on a participating 
railroad. ion 

Credit cards will be issued to individuals and to com- 
panies for their employees on application to the Rail Travel 
Credit Agency, a joint organization set up by the railroads, of 
which Mr. Siddall will be chairman. Offices will be established 
in Room 436 of the Chicago Union Station. Satisfactory credit 
references will be required. 

“For more than a year the railroads have been considering 
various methods of making the purchase of railroad transporta- 
tion more convenient,” Mr. Siddall said. “The plan that was 
finally adopted requires no deposit, no service charge, no red 
tape. It is as simple as a department store charge account. 

“All the traveler has to do is to present his card at a ticket 
office of a participating railroad, sign a receipt, and get his 
tickets. Subscribers to the plan will be billed monthly for the 
transportation purchased.” 


Railroads participating in the plan are: 


Alton; Atchison, Topeka & Santa Fe; Baltimore & Ohio; Boston 
& Albany; Burlington-Rock Island; Chicago & North Western; Chicago, 
Burlington & Quincy; Chicago & Eastern Illinois; Chicago, Milwaukee, 
St. Paul & Pacific; Chicago, Rock Island & Pacific; Chicago, St. Paul, 
Minneapolis & Omaha; Colorado & Southern; Denver & Rio Grande 
Western; Ft. Worth & Denver City; Frisco Lines; Great Northern; Gulf 
Coast Lines; Gulf, Mobile & Ohio; Illinois Central; Illinois Terminal; 
Internationaal-Great Northern; Kansas City Southern; Louisiana & 
Arkansas; Minneapolis & St. Louis; Missouri-Kansas-Texas Lines; 
Missouri Pacific; New York Central; Northern Pacific; Pittsburgh & 
Lake Erie; Spokane, Portland & Seattle; Texas & Pacific; Union Pacific; 
Wabash; Western Pacific. 


Bowman Says Plan is “Inadequate” 


Robert J. Bowman, president, Chesapeake and Ohio, criti- 
cized the plan announced by Mr. Siddall as “falling below the 
standard for convenience and simplicity already established by 
the C. & O. and one or two other roads individually.” 

In a statement issued at Cleveland, Mr? Bowman said that, 
although he commended the action of the group in establishing 
a credit plan—a plan he said long had been advocated by Rob- 
ert R. Young, chairman of the C. & O. board—the agency set-up 
would not meet the public’s needs. 

“We advised that several of the larger roads have declined 
to participate, and we understand that the use of credit cards 
is confined to purchase of tickets at ticket windows or other 
offices, and doesn’t provide for presentation by holders aboard 
trains,” said he. 

“Further, individual roads, members of this agency, will be 
unable to issue cards to their own customers upon request, but 
must act through a remote and semi-independent credit bu- 
reau.” 

Mr. Bowman said the popularity of the C. & O. credit card 
proved the need for a card offering the features of the C. & O. 
plan. He explained that the C. & O. credit card was issued to 
any individual or corporation with good credit standing. It 
permitted the traveler to telephone for his reservation in ad- 
vance, pay aboard the train, said he, or the passenger might 
board the train and charge his fare and all dining and club car 
services, thus eliminating wearisome waiting in ticket lines. 

“We are convinced that this feature of our card is a time- 
saving innovation which appeals to the public’ Mr. Bowman 
emphasied. “We have reecived thousands of letters in the past 
month attesting to the popularity of our plan. In letters from 
all parts of the country, the American traveler tells us he is 
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tired of waiting in line for tickets. The Rail Travel Credit 
Agency card does not eliminate this nuisance. 

“Further, its proposal is apparently designed to discredit 
othed credit card plans since it contemplates cancellation of a 
road’s own credit cards as a condition for membership in the 
Agency. 

“We can see no reason why any railroad with a credit card 
system should not agree to honor the credit cards of other 
lines, noes the issuing carrier assumed the risk of cards it 
has issued.” 


The C. & O. president stated that his company proposed to 
honor the credit cards of the new agency and other roads, and 
said that he would “like to see the development of a credit card 
plan which would embrace all roads and provide maximum serv- 
ice to the public. 

“We are unwilling, however, to abandon our own successful 
plan until a real all-embracing passenger credit system has been 
developed,” said he. “We hope that they will honor ours.” 


Western Railway Club Hears 
Vollmer on Public Relations 


Throughout the nation businessmen have been so busy 
selling their products that they have overlooked the vital job 
of selling their company to their employes and the public, 
W. G. Vollmer, president of the Texas & Pacific Railway, told 
the Western Railway Club, at its February 17 meeting in the 
Sherman Hotel, Chicago. If the story of business is not told 
by management in a simple and honest manner, and told fre- 
quently, opinions of an unfavorable nature are bound to spring 
up from the hot-bed of perverted reports and misinformation 
daily desseminated by the radical groups of the nation, said 
Mr. Vollmer. 

The railroads have an additional job to do, said the T. & P. 
president—to help put the facts of subsidized competition be- 
fore the people. Mr. Vollmer said that a large city in Texas 
for a recent 12-month period received from three major air- 
lines using its $3,000,000 airfield and terminal the sum of 
$18,550. “Based on an estimated 32,000 landings (and take- 
offs) for the year, the airlines paid at the rate of 58 cents a 
landing, while the taxpayers paid at a rate of $6.92 a landing,” 
he said. 


The commercial airline industry is now definitely in the 
category of big business, stated the speaker. “In 1945, the 
total operating revenue of 14 domestic lines amounted to 
$204,726,000, and it is estimated the revenue for 1946 will ex- 
ceed $300,000,000. These domestic commercial airlines for 1945 
paid in federal income and excess profit taxes a total of 
$16,835,000. For the same year, one railroad, the Texas & Pa- 
cific, with operating revenue of $75,518,581, paid similar taxes 
amounting to $17,184,607, or nearly $500,000 more than all the 
14 domestic airlines paid Uncle Sam.” 


Air Mail and Rail Mail 


In 1944, the latest year for which figures are available, 
stated Mr. Vollmer, the Post Office Department paid the air- 
lines $28,500,000 to move more than one billion pieces of air 
mail, totaling 34,300,000 pounds. In the same year the Post 
Office paid the railroads $21,000,000 to move 20% billion pieces 
of non-local first-class mail, totaling 403,900,000 pounds. Say- 
ing he intended no disparagement of air mail service, the 
speaker said he did want his audience to face the fact that 
“the superiority of air mail service for the long hauls is avail- 
able only at a definite and substantial increase in cost over 
other means of moving the mail.” 


Turning to government subsidies to inland waterways, Mr. 
Vollmer said that the federal government, up to 1940, had 
spent nearly $275,000 a mile on a 381-mile stretch on the Mis- 
souri River. The annual estimated maintenance cost a mile 
was $5,000. “(Compare these figures with the costs of railroad 
construction and maintenance,” concluded the speaker. “The 
average investment in roadway facilities exclusive of stations 
and office buildings is approximately $80,000 a mile. Mainte- 
nance costs average $5,000 a mile a year, and in adidtion the 
railroads pay state and local taxes of $1,200 a mile annually, 
while users of the river highway pay no such taxes. ... It is 


the task of railroad management and the manufacturers of 
railroad supplies to get this story over to the people and to 
keep it before them.” 


President T. D. Beven, president of the Elgin, Joliet & 


Eastern Railway, presided at the meeting and introduced Mr. 
Vollmer. 
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House Approves M.C. Ship Operation 
Extension to July 1 


Unanimous approval of H.J. Res. 114 follows favor- 
able committee report. Chairman Smith, of Maritime 
Commission, and shipping, governmental and labor 
representatives approve bill at committee hearings. 
Seatrain president describes hampering of sugar 
transport and other trade by Cuban restrictions. 
State Department protests reported. 


The House, February 17, unanimously passed H.J. Res. 114, 
following a favorable report on the resolution by the House 
committee on merchant marine and fisheries. Members of the 
committee told the House that emergency action was necessary 
and urged that no objection be voiced to passage of the measure. 
The House acted within a few minutes. 

The resolution, introduced by Representative Bradley, of 
Michigan, provides for continuance until July 1 of this year 
of the authority of the Maritime Commission to operate ships 
for government account in domestic service. 

Hearings began before the committee February 13. Its 
favorable report was unanimous. President Truman had asked 
Congress to enact the legislation to extend the existing authority 
which would otherwise have terminated on March 1 (see Traffic 
World, January 25, p. 268). 

Support of the resolution came from various witnesses 
heard by the committee, including Chairman W. W. Smith, of 
the Maritime Commission, and Graham M. Brush, president of 
Seatrain Lines, Inc., New York. Mr. Brush testified concerning 
shipping difficulties in the Cuban trade but made it plain he 
did not want’ to recommend any action that would delay the 
present legislation although he did press for action on the 
Cuban situation. 

Chairman Bradley stepped up the proceedings to obtain 
a quick vote of the committee because of the necessity of 
promes legislation to extend the Maritime Commission’s au- 
thority. 

The committee also heard a report of its subcommittee, 
headed by Representative Henry M. Jackson, of Washington, 
on identical resolutions (H.J. Res. 122 and 123) introduced by 
Mr. Jackson and by Representative Christian A. Herter, of 
Massachusetts, to authorize the Maritime Commission to make 
provision for ocean transportation service to and from Alaska 
— July 1, 1948, pending a comprehensive study of the Alaska 
trade. 

Chairman Smith, of the Maritime Commission, in support 
of the resolution, said that since September 1, 1946, on termi- 
nation of the War Shipping Administration and transfer of its 
functions to the Maritime Commission, a major task of the 
commission had been to get the Government out of the shipping 
business and to return the operation of the wartime merchant 
fleet into the hands of private operation as rapidly and effec- 
tively as possible. 


Observing that on January 1, or 16 months after V-J Day, 
only 10 per cent of the wartime merchant fleet in government 
ownership was in active government-controlled operation. Ad- 
miral Smith said there were certain world-wide shipping com- 
mitments and certain obstacles blocking re-establishment of 
the domestic shipping trades. These shipping responsibilities, 
he said, were: (1) the emergency coal and grain export pro- 
gram; (2). cargoes for military services; (3) maintenance of 
tanker operations; (4) repatriation and displaced persons pro- 
gram and troop-lift service; (5) the coastwise and intercoastal 
trades; and (6) the Alaskan service. 


U. S. Still Has 828 Ships 


_. The reduced merchant fleet under government control, he 
said, was providing the marginal amount of pooled tonnage 
essential to augment privately owned and foreign-owned ton- 
nage engaged in these emergency services. On February 1, 
said Admiral Smith, there were 828 vessels under government 
control as compared with a maximum of 5,366 after V-J Day, 
and of the 828, there were 43 still operating as troopships, 269 
were tankers, and 516 were dry-cargo vessels. Of the , 
however, he said, only 502 were in active operation, the re- 
mainder being in process of repair or lay-up or preparation for 
sale or charter. 

“To carry on present arrangements until June 30, 1947, on 
a diminishing scale,” said Admiral Smith, “will give some time 
for the reduction of the economic barriers to profitable, healthy, 
domestic ship operation, provide government-operated tonnage 
sufficient to meet the remainder of our national oversens com- 
mitments, and give additional time in which to work out specific 
og ge A _— for any problems which may face us on 

u y ‘ ee ‘ . 


577 


Admiral Smith said that in accord with the President’s 
communication, the commission would not carry on any govern- 
ment operations after June 30, except “through the medium of 
new legislation specifically limited to particular problems that 
may exist upon termination of operations under wartime emer- 
gency laws.” é 

Enactment of the bill would not require additional appro- 
priations, said Admiral Smith. The Maritime Commission, he 
said, was very near the end of its wartime fleet operation pro- 
gram but “we find that before we can close the books on this 
phase, the Government must continue these limited general 
agency operations for these few months.” He added: 

“In my opinion, the abrupt cessation of the present ship 
operations would adversely prejudice the rehabilitation of our 
domestic shipping which is not only vital to our national defense 
bat is an historically valuable American enterprise, would re- 
sult in serious damage to our future world trade relationships, 
and to the various commitments entered into by other govern- 
ment agencies.” t 

Commenting on the six essential shipping needs he outlined, 
Admiral Smith said the coal and grain export program required 
between 2 and 2% million tons a month or 40 times the normal 
prewar movement and that the present movement depended on 
the employment of about 280 vessels a month, and continuous 
operation of all coal-loading facilities at many ports. 

“Although the major part of this movement is programmed, 
and makes use of foreign and U. S. privately owned vessels,” 
said Admiral Smith, “there is an unprogrammed movement re- 
quiring from 10 to 50 cargoes a month which must be met or 
coal-loading facilities will become idle for short but very 
important periods and maximum use lost. Under the maximized 
program, time lost to the coal tipples cannot be recovered. Thus 
the Maritime Commission is asked to maintain a number of 
ships to cover any loadings which privately operated ships are 
not in a position to meet or are delayed in meeting.” 

Somewhat the same situation held true for the grain export 
—— to insure the full use of box cars and terminal facilities, 
said he 


Insufficient Tanker Tonnage 


With respect to tanker operations, Admiral Smith said the 
program was based on specific requests for necessary tonnage 
to supplement the available privately owned tonnage to meet 
abnormal world demands. These requests, he said, were from 
the Army, the Navy, the British and French governments, and 
from the industry itself. The abnormal demand for tankers, he 
said, must be met by American flag tonnage which far exceeded 
all others because of our wartime construction and the war 
losses of other nations. 

“U. S. flag tanker operators do not, however, have suf- 
ficient tanker tonnage to supply the demand,” said Admiral 
Smith. “This places the burden on the government-owned fleet, 
of which there are 568 vessels. Of these 269 are in operation, 
repairing or in process of disposal. The remainder have been 
placed in the reserve fleet.” 

Admiral Smith said the Maritime Commission, with respect 
to the repatriation, displaced persons and troop-vessel programs, 
was meeting commitments placed by the Departments of State, 
Interior, Agriculture, War and Navy and other government 
agencies. 


Regarding the coastwise and intercoastal trades, Admiral 
Smith said that a minimum number of vessels in essential serv- 
ices had been operated through general agents under temporary 
authority granted by the Interstate Commerce Commission and 
that the revival of these services was of major interest to the 
maritime commission. 

“Had it not been for the vessels engaged in the domestic 
trades which were immediately available for service early in 
the war,” continued Admiral Smith, “our prosecution of the 
war would have been seriously hampered for lack of cargo 
space.” 

By unanimous action, he said, the Maritime Commission had 
gone on record and had assured the I.C.C. and operators that 
it would withdraw from government service in any trade as 
soon as private operators could assure service. He said it might 
be possible to do this by June 30. Continuing, he said: 

“Prior to the war 12 American operators carried on inter- 
coastal services. With increased costs brought about by the war 
and other factors, without commensurate increases in rates, the 
operators were unable to resume operations because they could 
not break even. Recently the Interstate Commerce Commission 
granted a general increase in freight rates which applied to 
water carriers as well as rail carriers. Careful estimates, how- 
ever, indicate that the revenue betterment from the increased 
rates may not do more than provide a break-even basis on out- 
of-pocket expenses without any regard for invested capital and 
profit. Therefore, resumption of these operations by private 
operators may be questionable until the final effect of the latest 
increases can be determined. Inquiries into the possibility of 
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special charter arrangements have not yet produced concrete 
assurances that the situation can be alleviated in this fashion.” 


Telegrams Support Resolution 


Chairman Bradley said he had received probably 400 tele- 
grams urging enactment of his resolution. He read for the 
record letters from the Maritime Commission rate division and 
the I.C.C.’s Bureau of Transport Economics and Statistics. One 
letter show that in place of tankers crude oil could be trans- 
ported through the Big Inch pipe line at a savings of $25,000,000 
a year, and light oil through the Little Inch at a saving of 
$12,500,000 a year, in the east. 

C. H. Helmbold, Maritime Commission chief of operations, 
said the pipe lines might reduce the requirements of tankers 
and save transportation costs, but only in the one area. He said 
the costs mentioned in the cited letter were costs based on 
government operations. 

Roy E. Anderson, tank adviser employed by the Maritime 
Commission, said 238 tankers were being operated by the Mari- 
time Commission under agency agreements. There were not 
sufficient tankers in the world today, he said, to “cover the entire 
picture.” In an explanation of the difference between govern- 
ment and private industrial costs and profits in the operation of 
tankers, Mr. Anderson drew laughter when he said: “The Gov- 
ernment has a peculiar way of figuring money.” A member of 
the committee wanted to know if that was in the last 14 years. 
Chairman Bradley said he would like to have some one clear up 
this point about the government’s “peculiar ways of handling 
money.” 


Money Back in Two Years 


Mr. Anderson said that the returns the government was 
receiving in the tanker service would cover the sales price of the 
ships in about four years. Admiral Smith offered the comment 
that the government was sometimes getting its money back in 
two years on Victory ships. 

Charles McGuire, assistant director of traffic for the Mari- 
time Commission, said the tanker rate level of today did not 
represent actual net cost but represented rates scaled to include 
additional items relating to overhead, insurance, and other mat- 
ters. The major oil companies, he said, could meet domestic 
requirements with privately operated tankers. These companies, 
he said, owned about 90 per cent of their tonnage requirements. 
Responding to questions as to why more tankers were not being 
purchased by the oil companies, Mr. McGuire said the market 
was determined by foreign tankers. The oil companies, he said, 
would buy enough tankers in this country for the domestic 
service then go in the foreign markets to fill other needs. 

Walter Radius, director of the State Department’s office of 
transport and communications, said that department desired 
te support the resolution and was interested particularly in the 
repatriation and the displaced persons programs and the coal 
and grain program. He said that in 1947 it was necessary to 
ship from 2 to 2% million tons of export coal a month and 1 to 
1% million tons of grain a month. He said a pool of about 140 
ships should be maintained for the coal and grain shipments 
through the fiscal year 1948. Asked by Representative Herbert 
C. Bonner, of North Carolina, why private operation of ships 
did not expand, Mr. Radius said, for one thing, a large part of 
the coal and grain ship demand was only temporary. 


Cuban Restrictions 


Mr. Brush, of Seatrain Lines, said he was not opposed to 
the resglution but desired certain safeguards because of dis- 
criminatory laws and practices on the part of the government 
of Cuba, particularly those decrees which provided that cargoes 
from Cuba must be shipped in Cuban ships. He said the losses 
to American shipping in the Cuban trade would be stupendous 
unless action were taken to thwart the restrictive shipping de- 
crees of the Cuban government. He said he knew why Admiral 
Smith, in his testimony, had not mentioned the Cuban shipping 
situation. : 

Admiral Smith, on questioning by Chairman Bradley, said 
the Maritime Commission was not operating ships to Cuba, 
had not received requests for such operation, and had no present 
intention of operating ships in that service. 

It was brought out in the hearing that the Cuban restric- 
tions were sponsored by Cuban longshoremen and that American 
shipping companies had to pay $60 a man a day for handling 
services beyond the docks. 

Mr. Brush said this country was faced with the problem of 
re having enough private ships to carry the sugar trade from 

uba. 

Huntington Morse, of the Maritime Commission, read into 
the record a letter to former Secretary Byrnes from Admiral 
Smith, written Decamber 23, 1946, referring to a conference of 
Maritime Commission and State Department officials regarding 
the Cuban conditions affecting the service of Seatrain Lines 
and other U. S. shipping service, and recommending that strong 
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official representations be made to the Cuban government. Mr. 
Morse said the State Department was understood to have made 
strong representations to Cuba. 


State Department Protest 


Representative Schuyler Otis Bland, of Virginia, former 
chairman of the committee, said he had inquired: by telephone 
of the State Department regarding the Cuban situation and was 
informed the department had made vigorous protests and was 
trying to correct the conditions of which complaint was made. 

Chairman Bradley later said he had talked to a State 
Department official and informed him of Admiral Smith’s asser- 
tion that the Maritime Commission did not contemplate op- 
erating ships in the Cuban trade, and that this official said 
if the commission did not operate the ships it might interfere 
with this country’s “Good Neighbor” policy. Mr. Bradley said 
he told the official that if he did not receive a letter from the 
State Department saying that Admiral Smith’s position in the 
matter was being supported, he would “fight the bill on the 
floor of the House.” Mr. Bradley said he would not support 
any policy that provided payment of high fees to Cuban long- 
shoremen at the expense of the American taxpayer. 

Others heard by the committee in support of the bill were: 
J. K. Hiltner, general traffic manager of the U. S. Pipe & Foun- 
dry Co., Burlington, N. J.; William Radner, former general 
counsel of the M.C. and W.S.A., representing the Lukenbach 
Steamship Lines; George A. Horner, vice president of Agwilines, 
Inc., New York; Herbert Buckley, chairman of the transporta- 
tion committee of the Intercoastal Lumber Distributors Asso- 
ciation; Gerald A. Dundon, vice president and Atlantic coast 
manager of the Pope & Talbott Steamship Line; H. V. Simpson, 
executive vice president of the West Coast Lumbermen’s Asso- 
ciation; and Donald S. Morrison, vice president, American- 
Hawaiian Steamship Co., New York. , 

Hoyt S. Haddock, executive secretary of the C.I.O. mari- 
time committee, Washington, D. C., said he favored passage 
of the resolution but did not believe it would solve the problem 
of the coastwise operators. He asked that a subcommittee be 
appointed to study coastwise and intercoastal rates. 

It was announced: that the committee received a wire from 
Harry Lundeberg, president of the seafarer’s union, favoring 
passage of the Bradley resolution. 


Brush Alleges Cuban Discriminations 


In his comments on the Cuban situation, Mr. Brush, of Sea- 
train Lines, also said that the Cuba Maritime Commission order 
No. 20, required, in effect that only Cuban ships could transport 
goods out of Cuba, with the exception of sugar and minerals, 
without Cuban consent, and that this consent had been re- 
peatedly denied. In answer to a question, he said the Cuban 
discriminations were directed not only against United States 
vessels but against ships of all flags. He said the solution to 
the Cuban problem did not consist in “upping freight rates to 
continue the racket.” He said he had recently opposed a fur- 
ther boost in rates. 

Before the Maritime Commission was put in a position of 
having to go down and get the sugar from Cuba, said Mr. 
Brush, Congress must determine what was to be done. 


Intercoastal Shipping Problems 


Mr. Brush said that intercoastal shipping problems were 
entirely different from those of coastwise shipping and that 
there had been an impression in some circles that there was 
pending before the I. C. C. a case that would cure the problems 
confronting operators in the north Atlantic-Gulf ports trade. 
He said there was no case before the Commission that would 
correct the troubles of the north Atlantic-Gulf trade. He added 
that he was prepared to present to the committee a detailed 
study made at considerable expense that would prove that pri- 
vate water carriers could resume their services in the afore- 
mentioned trade, purchase their ships, and operate without 
government aid. 

Mr. Hiltner, saying he represented various shippers, as- 
serted that he was anxious to see the intercoastal trade returned 
to private operators. This, he said, would mean a decided sav- 
ing in rates and would place many shippers under a better 
competitive situation than under an all-rail adjustment. He also 
mentioned the current car shortage as a reason for the desira- 
bility of returning the ships to private operation. The railroads 
at present, he said, were in no condition to furnish the trans- 
portation that the intercoastal steamship operators could pro- 
vide. He said that Mr. Brush had minimized rather than ex- 
aggerated the Cuban situation and asked that something be 
done about it without holding up passage of the instant reso- 
lution. 

Mr. Radner said the intercoastal service was the No. 1 
shipping problem. He added that a year ago the M. C. and 
W. S. A. began a general investigation of the problem and that 
until the proceeding was satisfactorily settled, it seemed un- 
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likely that intercoastal ships could resume operation. He said 
the operators were victims of a railroad scheme and that if they 
were driven out of private operation it would be necessary for 
the Government to operate the intercoastal services as it oper- 
ated the Federal Barge Line. 


No Service to Puerto Rico 


Mr. Horner, of Agwilines, said that last May his company 
filed application with the M. C. for purchase of several vessels 
and that it was now without passenger vessels and service be- 
tween New York and Puerto Rico. If the M. C. authority did 
not continue after February 28, he said, Puerto Rico would be 
left without passenger service from New York. 


Mr. Buckley, of the Intercoastal Lumber Distributors, said 
that eastbound lumber comprised one-third of all eastbound 
cargo in the intercoastal trade. He asked that the M. C. be 
authorized to continue government operation in the intercoastal 
trade to June 30. He said the railroads were unable to handle 
the lumber now moving intercoastal, adding that experience in 
the maritime strike of last fall proved his assertion. 


Mr. Dundon said Pope & Talbot’s fleet had had a brilliant 
war record and last May had entered into contracts with the 
M. C. for $9,000,000 worth of ships of which six were Navy type 
transports to be converted. 


Mr. Morrison, of the American-Hawaiian Steamship. Co., 
said that to terminate government operation abruptly on Feb- 
ruary 28 would do irreparable damage and that continuation of 
M. C. operation for the time being would facilitate intercoastal 
operation. 


Domestic and Foreign Operation Asked 


At the Maritime Commission offices, it was said that sec- 
tion I of H. J. Res. 114, if adopted, would open the way for the 
I. C. C. to extend the present temporary authority of the M. C. 
to operate ships in the domestic service from February 28, 
through June 30, and that section 2 of the resolution would 
authorize the M. C. to make expenditures from its revolving 
fund for operation of ships in foreign service through June 30. 
Under present law, it was said, the commission could operate 
its foreign-service vesels onlv through February 28. It was said 
that the commission had sufficient funds to operate the foreign- 
service vessels through June 30, but needed the additional au- 
thorization to expend them after February 28. 


Alaska Ship Resolutions Approved 


The subcommittee headed by Representative Willis Brad- 
ley, of California, voted unanimously a favorable report to the 
merchant marine committee on the two identical resolutions 
proposing to authorize the Maritime Commission to provide 
essential water transportation service for Alaska, pending deter- 
mination of a long-range policy with respect to such transporta- 
tion, by entering into appropriate contracts, charters, and other 
arrangements with American-citizen operators applicable until 
July 1, 1948. Later the fuel committee ordered a favorable re- 
port to the House. 


The resolution provides that such contracts or arrange- 
ments shall include provisions for making available to such 
operators government-owned vessels under the control or juris- 
diction of the Maritime Commission for operation in the period 
ending June 30, 1948. These provisions, according to the resolu- 
tion, may include charter hire at nominal rates, with necessary 
marine insurance to be provided by the M. C. with respect to 
ships made available by that commission and other ships op- 
erated by such operators in the Alaska service under the con- 
tracts or arrangements with the commission. 


Reporting on the subcommittee’s activities, Representative 
Jackson said that hearings had been held in Juneau, Alaska, 
and Seattle, Wash., and that both the subcommittee and tech- 
nical advisers it had employed had found it difficult to get a 
true picture under normal conditions. The Alaska situation, he 
said, was unique in the shipping trades. 


Both the subcommittee and the technical advisers recom- 
mended return of the three Alaska lines to private operation 
as soon as possible, said Mr. Jackson, adding that the sub 
committee suggested that in the period from March 1, 1947, to 
July 1, 1948, the full committee could study the needs of the 
trade and what the long-range program should be. He said the 
subcommittee so far had “been unable to find a real basis for 
solution of the Alaska ship problem. 


Representative Herter said the proposed legislation was not 
perfect but contemplated an emergency problem under condi- 
tions facing private industry. He mentioned, among difficulties 
encountered, uncertain labor conditions, old equipment and 
lack of replacement capital. He said the interim legislation 
would provide for a year’s operation with no cost to the gov- 
ernment. The resolutions represented a compromise, he said, 
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and would provide for government aid to the extent of furnish- 
ing a number of cargo ships. 


Three Alaska Carriers Involved 


The purpose of the legislation, said Representative Jackson, 
was to empower the M. C. to enter into contracts with the 
three involved carriers at nominal charter rates, the companies 
to receive 10 per cent before taxes or 6 per cent after taxes 
and other costs. After such costs had been met, he said, the 
balance of earnings would be allotted 75 per cent to the com- 
mission as a recapture and 25 per cent to the operators. Under 
the proposed arrangements, he said, the operators would under- 
take to pay all losses. At present, he said, the service was 
operated as a “sort of cost-plus operation,” with the govern- 
ment standing the losses. The three carriers involved, he said, 
were the Alaska Steamship Co., Northland Transportation Co., 
and Alaska Transportation Co. Under the proposed arrange- 
ments, he said, the only capital to be furnished by the govern- 
ment would be the vessels. 

_ George Talmadge, of the Maritime Commission’s domestic 
shipping committee, said the M. C. would be unable to main- 
tain service to Alaska if the extension of time proposed in H. J. 
Res. 114 were not adopted. The contracts for the Alaska serv- 
ice, he said, would not become effective until revised tariffs 
were filed. He said the M. C. expected no reconditionings in 


the Alaska ship service and had committed itself to none for 
the short period. 


Mr. Talmadge said he did not understand there was under 
consideration any expense ‘by the Maritime Commission specif- 
ically to fit any of the government-owned vessels for the 
Alaskan trade. 

“As to the privately owned ships which have been under 
requisition charter by the government, and which are now 
proposed to be redelivered,” he said, “the Maritime Commis- 


sion, of course, has the liability for redelivering in like good 
order and condition.” 


Alaska Situation Summarized 


Representative Jackson summarized the Alaska ship situa- 
tion, saying: 

“The purpose of this resolution is to empower the commis- 
sion to enter into a contract with the three carriers—Alaska 
Steamship Co., Northland Transportation Co., and Alaska 
Transportation Co. 

“The commission will agree to charter these vessels at a 
nominal charter hire. In consideration of that the companies 
are given a 10-per-cent return on their investment before taxes, 
or after taxes a little less than six per cent... . 

“Then, if there are any earnings in excess of the 10 per 
centum, such earnings first shall apply to the marine insurance 
which the commission has undertaken; and, then, after these 
costs have been taken care of, the balance of the earnings 
will go to the commission and to the operators with a 75-per- 
cent recapture to the government or the commission, and 25 
per cent to the operator. 

“The recapture will be treated as charter hire, because 
they are paying only one dollar a year charter on that matter.” 

Mr. Jackson said the government, in 1946, lost approxi- 
mately $4,000,000 under the general agency arrangement in the 
Alaska trades. He added: 

“We are trying to get it back on a private operating basis, 
but we are unable to do it on a complete private operating 
basis, because the economy of Alaska, according to the testi- 
mony we had up there, cannot stand a full and complete rate 
increase which would be required if it was turned on an ex- 
clusively private basis.” 

Warner W. Gardner, Assistant Secretary of the Interior, 
said that Alaska, made up of many isolated communities, most 
of which were dependent on steamship service, if they were 
to survive, was also peculiarly dependent on the rate structure, 
and that freight rates to Alaska were “exceedingly high.” 

“The department’s own operation, the Alaska railroad,” 
said he, “charges rates that are exceedingly high. The cost 
of living is immensely greater in Alaska than it is in the 
United States, due, chiefly, to the freight rate problem. 


Lower Steamship Rates Asked 


“Adequate development of the territory, in our judgment, 
demands lowered transportation rates so far as steamships are 
concerned and so far as our own operations are concerned. 
It is easier to demand lowered rates than it is to obtain them.” 

Mr. Gardner said his department believed that with the 
“substantial subsidy” offered under the terms of the resolution, 
the freight rates to Alaska need not be increased. 

“The shippers, on the other hand,” he said, “are firmly of 
the view that they must have a very sizable rate increase. 
My indirect understanding is that they are talking in terms of 
a 35 per cent over-all increase, which, translated into freight 
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rates, means about a 60-per-cent increase in addition to a 
16-per-cent increase during the war. ; 

“In our judgment that will put the rates entirely too high,” 
said he. 

Mr. Gardner said the Interior Department favored the res- 
olution with an amendment to provide that the arrangements 
between the government and the operators would not in effect 
“contract away the government’s powers to deal with this 
problem,” and would leave the way open for the Maritime 
Commission to negotiate comparable arrangements with other 
qualified operators in case of suspension of service. 

An agreement was reached to incorporate Mr. Gardner’s 
suggestion in the report of the committee. 

Representative Herter asked Mr. Gardner if he would have 
objection to making it clear in the report that there should be 
a qualified operation not the Alaska railroad which, he said, 
knew nothing about operating steamships, nor anyone else who 
was not qualified in the steamship business. Mr. Gardner said 
he would have no objection whatever to requiring a qualified 
operator. 

Gerald D. Morgan, attorney for the Alaska Transportation 
Co., said the direct loss to the government from its Alaska ship 
operation in 1945 was $4,890,000, and that when that gross 
figure was adjusted for the estimated revenue value of military 
traffic and of the U. S. mail, which was carried free, the esti- 
mated net loss for 1945 was $1,362,000. 

“It is apparent,” he said, “that private operation could not 
be resumed in the Alaskan trade at rate levels which would 
produce losses of this magnitude.” 


Ship Spokesman Supports Bill 


After reviewing the background of the Maritime Commis- 
sion’s 1941 Alaska rate investigation and other events which, 
he observed, led up to the instant resolution, Mr. Morgan said 
he believed the interim operation proposed in the resolution 
“will at least make a start in the direction of a fully private 
operation.” He supported the resolution. 

Stanley B. Long, representing the Alaska Steamship Co. 
and Northland Transportation Co., said that generally the 
losses in the government’s Alaska ship service might be at- 
tributed to greatly increased operating costs including both 
vessel and shore labor costs, strikes, and “other expensive 
labor practices.” He urged passage of the resolution. 


An analysis of the best available figures, said Mr. Long, 
revealed that on a full private-operation basis there would be 
a deficiency of 85 per eent. He said it was contended that 
Alaska could not stand an increase of rates in this magnitude. 

“This 85-per-cent revenue deficiency has been analyzed,” 
he said, “and it was found that 15 per cent of the 85 per cent 
was required to pay for marine and war risk hull insurance. 
It was further found that 35 of the 85 per cent was required 
to pay charter hire under the provisions of the ship sales act 
of 1946. Thus, if a means could be found to avoid the charges 
for these two items, the 85-per-cent revenue deficiency would 
be reduced to 35 per cent.” 

He said he favored the bill if the commission was not to 
tell the operators “what ship to sail” and interfere and super- 
vise details of the business itself. 


“We are quite willing,” he said, “that the commission 
should oversee the entire operation, scrutinize it carefully, 
make recommendations, receive all reports they wish, and mat- 
ters of that kind which I feel are presently covered fairly well 
under the present law and regulatory authority of the commis- 
sion. 

Ship Allocation Outlined 


Mr. Long presented for the record an “arbitration deci- 
sion” in respect of allocation of shipping and routes or areas 
signed by G. H. Hembold, J. Friedlander, Jr., and G. R. Tal- 
madge, Jr., arbitrators, and Worth B. Fowler, chairman of the 
subcommittee’s technical committee. The arbitration decision, 
among other things, allowed Alaska Steamship Co. 16 vessels 
against a prewar 17; Northland five vessels against a prewar 
total of five; and Alaska Transportation Co. three vessels 
against a prewar total of three. It provided that ships could 
be withdrawn from individual allocation by mutual consent of 
the individual carrier and the commission, and that should the 
trade needs clearly require additional allocations, they might 
be made by mutual consent of the commission and the individ- 
ual carriers with the joint understanding that such additional 
allocations, if made, would be generally consistent with the 
arbitration findings. 

W. G. Skinner, president of Alaska Steamship Co., said 
the plan under consideration in the resolution seemed to his 
company to be the most workable yet proposed and urged 
prompt passage of the resolution. 

V. J. Malone, president of the Marine Firemen’s Union, 
San Francisco, said his organization favored the resolution, 
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and believed it was about “the only thing that could carry the 
industry over a period of chaos.” Something must be done 
quickly, he said, not only to relieve the Alaska situation but to 
continue a measure of job security for the crews hired on the 
Alaska vessels. 

Wages of the men serving in the Alaska trades, said Mr. 
Malone, were paralleled by no other trade, except possibly, to 
a certain extent, the Pacific coast steam schooner trade. He 
said Alaska trade fire room crews worked on a usual basis of 
$177.50 a month, plus room and board. There was a certain 
amount of overtime beyond 48 hours a week, overtime for 


Sundays at sea or in port, overtime for Saturdays in port and 


a certain amount of overtime for specific working rules, said 
Mr. Malone. 

The technical committee serving the Alaska ship service 
subcommittee consisted of Tom Plant, vice president, American- 
Hawaiian Steamship Co., Admiral F. A. Joysler, Retired, U. S. 
Coast Guard, and Worth Fowler, of the Maritime Commission. 


Alaska Ocean Service Extension 


The House, on February 18, passed and sent to the Senate 
H. J. Res. 122, that would authorize the Maritime Commission 
to make provision for certain ocean transportation service to 
and from Alaska until July 1, 1948. 


Senate Committee Reports Favorably 


The Senate interstate and foreign commerce committee, 

on February 20, ordered favorably reported H. J. Res. 114, 

continuing the Maritime Commission’s ship operating authority, 

2 the form in which the resolution had been adopted by the 
ouse. 


Postal Service Losses Arouse 


Illinois Congressman 


With the Post Office Department confronted with an esti- 
mated deficit of more than $300,000.000 a year. Representative 
Robert J. Twyman, of Illinois, member of the House post office 
and civil service committee, in the course of hearings before 
the committee, has brought out data as to losses on special 
services performed by the Post Office Department. 

“The greatest of these losses is $29,000,000 in the money 
order division,” said he, pointing out that money order trans- 
actions for which fees totaling approximately $31.800.000 are 
—— by the department, cost the department $60,700,000 to 

andle. 

The government loses 2% cents on every money order sold, 
according to Representative Twyman who developed that the 
rates charged by the Post Office Department, for money orders 
are the same as those charged by express companies and others 
giving similar service. 

In discussing the losses incurred on handling money orders, 
Mr. Twyman raised a question as to whether there was justifi- 
cation for the government continuing to give such service which, 
he said, could be afforded by express companies and banks. 

Representative Twyman also said there was a loss of over 
$5,000.000 on registered mail and a similar loss on C. O. D. 
mail; that there was a loss of $3,000,000 on insured mail; and 
that the loss on special delivery was over $10,000.000. 

In view of the losses contemplated by the department, Mr. 
Twyman said something ought to be done to correct losses on 
special services, either by increasing the charges or cutting the 
costs of handling. 


P. O. Department Asks Increases 


The Post Office Department, in a statement submitted to 
the Senate civil sevice committee, responded to requests for 
revision of postage rates and fees to “wine out the postal 
deficit,” estimated at $352,000,000 for the fiscal year 1948 if 
the 3-cent rate on local first-class mail is allowed to lapse on 
June 30, 1947. Should the non-local 3-cent first-class rate, 
which under existing law will also cease to be in effect after 
June 30, 1947, not be continued, said the department, the deficit 
for 1948 would be approximately $487,000,000. 


The department said if the 3-cent rate on both local and 
non-local first class matter were renewed by Congress—as is 
recommended by the department—the anticipated deficit would 
be about $300,000,000. This would be due to the increased sal- 
aries of postal employes and other additional costs of operat- 
ing the service, the full effect of which would be felt in the 
fiscal year 1948, said the department. 


One way to wipe out the deficit, at least theoretically, said 
the department, would be to increase all rates and fees, regard- 
less of the class of mail or service, so that the revenues as 4 
whole would be sufficient to pay the cost of operating the postal 
establishment, including the expenditures chargeable to the 
free and non-postal services. It suggested that another plan 
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would be to establish such rates and fees for each class of mail 
and special services as might cover its cost or not exceed what 
the traffic might bear and then by specific provision of law re- 
quire payment to the Post Office Department out of the general 
Treasury of the amounts chargeable for the free services; also 
for such non-postal activities as are not fully reimbursed by 
the payments made by the agencies of the government for which 
these functions are performed. 

The department set forth the approximate additional 
amounts to be obtained from the several classes of mail and 
special services in order that they may be self-supporting and 
also the total amount of additional revenue required to avoid 
the anticipated deficit for 1948, as follows: 

Second-class matter, including free-in-country, $160,000,- 
000; third-class matter, $64,000,000; fourth-class matter, $60,- 
000,000; registered mail, $12,500,000; insured mail, $4,000,000; 
Cc. O. D. mail, $6,000,000; money orders, $32,000,000; postal 
notes, $4,500,000; special delivery, $11,800,000, and foreign mail, 
$5,700,000; total, $360,500,000. 

Adding costs of free services (not including free-in-county 
second class) of $41,800,000 and-excess cost non-postal services 
over reimbursements of $4,000,000, the total would be $406,300,- 
000, said the department. Crediting $100,000,000 profit on first 
class matter (based on continuation of present 3-cent rates) 
$2,000,000 profit on postal savings, and $2,500,000 profit on 
unassignable items, the net amount to balance revenues and ex- 
penses would be $301,800,000, said the department. The fore- 
going statement, said the department, did not include air mail, 
accel domestic or foreign but there was no deficit anticipated 

ere. 

The department set forth a schedule of increases estimated 
to yield enough to cover the deficit. As stated hereinbefore, it 
recommended continuation of the 3-cent first-class rates, and 
an increase of from 1 to 2 cents on postal and post cards. It 
also proposed increases in the second-class rates of varying 
amounts, in the third-class, fourth class, and fees. 


Truman Recommends Action 
on Emergency Powers 


President Truman in a message sent to Congress February 
19 made recommendations with respect to repeal or retention of 
laws authorizing exercise of emergency controls. Among the 
statutes which he said should be repealed was that of September 
29, 1942, making transportation and storage facilities available 
for military use by authorizing the removal of merchandise in 
customs custody “until the expiration of 6 months after the 
termination of the unlimited national emergency proclaimed by 
the President on May 27, 1941.” Another act included in the 
list to be repealed is that of June 22, 1943, amending the com- 
munications act of 1934, to suspend the requirement of 6 months 
prior service for radio officers on certain cargo ships “during 
the emergency proclaimed September 8, 1939.” 

The President listed a number of permanent statutes effec- 
tive only during an emergency and said that nothing required 
their removal from the body of permanent law at this time and 
that it was preferable that operations conducted under them 
by virtue of the 1939 and 1941 emergencies should lapse rather 
than that the statutes should be repealed. He said he had re- 
quested the head of each executive department and agency to 
discontinue at the earliest possible moment and in any event 
not later than March 15, 1947, the exercise of such powers as 
were derived from new statutes, by virtue of the existence of 
the emergencies of 1939 and 1941. Included in the list of acts 
of the foregoing description are the following: o 


Act of July 5, 1884 (23 Stat. 110), as amended. Waives the require- 
ment of advertising for the purchase of means of transportation by the 
Quartermaster Corps ‘‘in cases of extreme emergency.”’ 

Act of June 15, 1917, Title IT, sec. 1 (40 Stat. 220). Authorizes the 
Secretary of the Treasury (or the Secretary of the Navy when the 
Coast Guard operates as a part of the Navy) to assume control over 
foreign or domestic vessels in United States ports ‘‘whenever the Presi- 
dent by proclamation or Executive Order declares a national emergency 
to exist by reason of actual or threatened war, insurrection or invasion, 
or disturbance or threatened disturbance of the international relations 
of the United States.’’ 

Act of June 29, 1936, Merchant Marine Act, 1936, sec. 712 (d) (49 
Stat. 2010), as amended. Termination of charters. Power exercisable 
“whenever the President shall proclaim that the security of the national 
defense makes it advisable, or during any national emergency declared 
by proclamation of the President.’’ 

Act of June 21, 1938, sec. 3 (52 Stat. 833, 834). Authorizes the Mari- 
time Commission to sell or lease the Hoboken pier terminal to the city 
of Hoboken, N. J. In the event of any sale, the deed is to contain a 
covenant that the property may be taken upon order of the President 
“in event of a national emergency’’ for use of the War Department 
“during the period of such emergency.”’ 

Act of Aug. 7, 1939 (53 Stat. 1254). Permits the requisition of United 
States owned vessels, ‘‘whenever the President shall proclaim that the 
security of the U. S. makes it advisable or during any national emer- 
gency declared by proclamation of the President.”’ 
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Anti-Monopoly Bill Brought to 
Attention of Senators 


Interstate Commerce Commission, Federal Trade Com- 
mission and Department of Justice discuss provisions 
relating to transportation. Monopoly investigation 
proposed 


Following introduction of Senate resolution 82, providing 
for “a full and complete study and investigation of the extent 
of monopoly and monopolistic practices in industry, trade, and 
agriculture” by the Senate judiciary committee, by Senator 
Morse, of Oregon, the senator addressed the Senate, February 
14, directing attention to the resolution and to S. 72, the re- 
vised anti-monopoly bill introduced earlier this year by him. 

S. 72, which was introduced by Senator Morse for himself 
and also Senators Aiken, of Vermont; Langer, of North Da- 
kota; Young, of North Dakota; Murray, of Montana; Taylor, 
of Idaho, and Kilgore, of West Virginia (also co-authors of 
S. Res. 82), would amend the interstate commerce act by 
adding after section 15A of Part I a new section, 15B. Para- 
graph 1 of the new section reads: 


It is hereby declared to be in the interest of the country as a 
whole that there be established a uniform classification of property 
and a uniform scale of rates for application, in the manner and to the 
extent provided in this section, to the transportation of property by 
railroad throughout the United States. All appropriate provisions of 
Part I of this act shall be administered and enforced with a view to 
carrying out this declaration of policy. 


The Commission is directed to prepare and make public, 
within nine months of the effective date of the section, a pro- 
posed uniform classification, and likewise a proposed scale of 
rates for each class of property as defined in the classification 
provided for. Hearings would be held within three months 
after the Commission had made public the proposed classifica- 
tion and rates. The findings of the Commission would become 
effective in not more than two years from the commencement 
of the hearings. 

B.. 1. R. Idea 


The bill follows the recommendations of the late Board of 
Investigation and Research in its report on _ interterritorial 
freight rates of September 24, 1943, as to establishment of a 
classification and rates thereunder. 

The bill states that the classification and rate provisions 
are proposed in order to encourage the development of com- 
petitive private enterprise in all the regions, territories, dis- 
tricts and sections of the continental United States and to 
eliminate unjust and unreasonable freight rates that retard 
such development. 

Attorney General Clark, in a report on the bill’s rate pro- 
visions, said that less than 5 per cent of the total volume of 
carload freight now moved under the class rates that would 
be equalized under the bill, and suggested that the bill be 
amended to include the principle of equalization among the 
standards to be applied by the Commission in determining the 
lawfulness of commodity and exception rates. 


Commission’s Views 


Commissioner Splawn, chairman of the Commission’s leg- 
islative committee, suggested the omission of the rate provi- 
sions (Title III) from the bill on the grounds that the Com- 
mission was already taking action to remedy inequities, that 
the requirements of the bill were too inflexible and vague, and 
that the bill applied only to railroads and not to competing 
carriers. 

The views of the Commission were set forth in a long let- 
ter from Chairman Splawn to F. J. Bailey, assistant director 
of the Bureau of the Budget, under date of September 10, 1946, 
and related to S. 2482, of which S. 72 is a revision. Commis- 
sioner Splawn pointed to what the Commission had done in 
No. 28300, Class Rate Investigation. 


F. T. C. Raises Questions 


Lowell B. Mason, as acting chairman of the Federal Trade 
Commission, in a letter to Senator Morse dated February 5, 
1947, discussed the effect of discriminatory freight rates when 
used in pricing arrangements but said the commission “does 
not feel that it is competent to offer suggestions as to the 
ways and means of eradicating discrimination in freight rates 
which are provided in Title ITI.” 

Title IX of S. 72 would authorize and direct the President 
to make a regular review of the operations of all the regula- 
tory agencies, boards and commissions established within the 
federal government and of the regulatory operations of the 
executive departments and agencies of the federal government. 
It would also authorize the President, in the event he ascer- 
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tained that any policies of such agencies, boards, commissions 
or departments might fail to protect the public interest effec- 
tively against monopoly or monopolistic practices, to issue such 
directives in conformity with existing law as he might deem 
necessary to curtail or correct such policies; “and such direc- 
tives shall be adhered to by any such agencies, boards, com- 
missions or departments.” This Title also contains provisions 
that wherever, in the determination of the President, “effective 
public control of a monopoly or a monopolistic practice is nec- 
essary in the public interest, and such monopoly or monopo- 
listic practice is not yet subject to effective public control, the 
President shall submit to the Congress a specific program to 
protect the public interest through some form of effective pub- 
lic control, together with such specific legislative proposals as 
may be necessary to carry such program into effect, including 
the standards necessary for the administration of such control.” 


Executive and Commissions 


Acting Chairman Mason, commenting on the foregoing 
provisions, said with respect to presidential review of the ac- 
tivities of the commissions, etc., that there was raised again 
the question of correct relationship between Congress, the in- 
dependent by-partisan regulatory commissions now responsible 
to Congress, and the executive branch of the government. The 
President, said he, would be authorized to “make this commis- 
sion directly responsible to him, instead of to Congress.” 

“This,” he continued, ‘‘would involve a reconsideration and 
reversal of the whole philosophy underlying the creation of 
bipartisan regulatory commissions, a philosophy which cannot 
be adequately discussed here. One relevant phase of that 
philosophy, however, is that it contemplates the restoration 
and regulation of competition rather than the acceptance and 
attempted regulation of monopoly.” 


Government .Ownership 


Mr. Mason also thought that the provisions of Title IX 
would open the way for presidential recommendations for gov- 
ernment ownership and operation of industry as a part of the 
coordinated anti-monopoly program. 

“Since the President could make such recommendations 
even without the proposed authority, there would seem to be 
no substantial reason against so providing,” he continued. 
“There may be situations, as in the case of TVA, where the 
government should be able to resort to government ownership 
and operation. Indeed, if permanent private monopoly is in- 
escapable, the opposition to public control through public 
ownership and operation loses much of its force. 

The Bureau of the Budget suggested that the question of 
removing the rate provisions from the bill be considered in 
view of what the Commission was doing, the action Congress 
had taken in enactment of the transportation act of 1940, and 
the rate-making litigation in the Supreme Court. Experience, 
it said, argued strongly against such specific prescription of 
rate-making standards in a legislative enactment. 


$143,000 Asked, $130,000 Allowed 
by House Unit to Extend O. D. T. 


Though it expressed regret over “the necessity for extend- 
ing the life of any of the war agencies a single day,” the House 
appropriations committee, in a report on the urgent deficiency 
appropriation bill for the fiscal year ending June 30, allowed 
for the Office of Defense Transportation $130,000 of the $143,- 
000 that had been requested as a supplemental appropriation for 
that agency, to permit continuation of its activities for two 
months beyond April 30, the date on which its existence other- 
wise would terminate. 

The appropriations committee said it was acting to extend 


the life of the O. D. T. because it was confronted with “the. 


failure of the Civilian Production Administration and the War 
Assets Administration to meet their obligations in the produc- 
tion and allocation of steel.” The committee said that, there- 
fore, it had to “keep another agency alive long enough to put 
the country’s transportation system in position to meet the 
requirements of business.” It added that any failure in this 
respect would delay “the very rapid and noteworthy conversion 
to a peacetime economy which private business is accomplish- 
ing.” 

After discussing the current freight car supply situation 
and stating that car shortage was “far more serious today than 
it was in 1945 and 1946,” the committee said that the major 
difficulty resulted from “the bottleneck in steel which has been 
contributed to in no small degree by the failure of the War 
Assets Administration to make surplus steel available for use.” 

“The release of surplus steel several months ago,” said the 
committee, “would have gone a long way toward relieving the 
situation and it might not now be necessary to continue the 
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Office of Defense Transportation during the next few months for 
the purpose of securing the construction of necessary cars.” 

In printed hearings on the deficiency bill appeared testi- 
mony by Director Johnson, of the O. D. T., in which that official 
explained activities of the O. D. T., in answer to committee 
members’ questions, and stated that unless, by June 1 of this 
year, new freight car production was satisfactorily channeled 
and the output increased by fall to 12,000 or 14,000 a month, 
the O. D. T. would be “as necessary as we ever were during 
the war.” 

“As I interpret that,” commented Representative Wiggles- 
worth, of Massachusetts, “the chances are that you are coming 
back before June 30 to ask for money for the next fiscal year?” 

“Not unless I am directed to do it by the White House,” 
said Director Johnson. 


Couldn’t I. C. C. Do Job? 


Answering questions by Chairman Taber, of the committee, 
Director Johnson said that he was the controller of distribution 
of freight cars together with the Commission; that he was the 
commissioner to whom the Commission’s Bureau of Service re- 
ported, and that, accordingly, he was “totally responsible for 
the distribution of cars.” 

“Cannot the Interstate Commerce Commission take care of 
that distribution problem?” asked Chairman Taber. 

“Yes, they can by adding the same people that I have to 
their entourage, which, in my opinion, would, to some extent, 
slow it up, but it would cost no less money and, perhaps, it 
would not be as fast or as efficient,” said Director Johnson. 

He told the committee that the O. D. T. had received, for 
the fiscal years 1942-1946, inclusive, appropriations totaling $59,- 
396,000, of which it had spent $50,650,000 and turned back to the 
federal treasury $8,746,000. , 

He added that the O. D. T. had $6,600,000 for operation of 
federally controlled activities, from the President’s emergency 
fund, and that it expected to “turn in” $4,972,966 of that 
amount. He said that the $1,627,034 used by the O. D. T. out 
of that emergency fund had been spent for administration of 
“103 truckers in the midwest, the famous New York tugboat 
strike, the entire railroads of the United States for a short 
time, the Great Lakes Towing Co., which we have turned back, 
the Illinois Central Railroad, the Puerto Rican Railroads, the 
T. P. & W. Railroad on which we have made 7 million, the 
Monongahela Connecting Railroad, the Chicago Transit Co., 
and the Capital Transit Co. (Washington, D. C.).” 

He estimated that the O. D. T. would need $51,000 in March, 
a like amount in April, $35,000 in May and $15,000 in June. 

When Representative Wigglesworth observed that Direc- 
tor Johnson served in a dual capacity—as head of the O. D. T. 
and as a member of the Commission—Director Johnson said: 


Yes; I am a member of the Commission and I am director of the 
O. D. T. My entire salary is just like it was. I do not draw a cent 
from O. D. T., not one cent. I could live a quiet life along with my 
brother commissioners at the same salary as the other commissioners. 
I have no interest except the need of the United States for transpor- 
tation, and it is larger than anything else in America. 


PAY OF TRANSPORT AGENCY PERSONNEL 

. Employes of federal government agencies concerned with 
transportation are affected by a request by President Truman, 
transmitted to the Speaker of the House, for supplemental esti- 
mates of appropriation for the current fiscal year in amounts 
totaling $353,398,633 to cover pay increases granted to them 
and other federal government employes by the federal employes 
pay act of 1946 and certain other legislation. 

In_an explanatory letter of the Budget Director it was 
stated that the amounts requested represented portions of the 
pay increases that the agencies would not be able to absorb 
within available funds. For the Interstate Commerce Commis- 
sion, supplemental appropriations totaling nearly $900,000 were 
sought, divided as follows: General expenses, $793,100; railroad 
safety, $56,500, and locomotive inspection, $52,100. Additional 
amounts of $16,000 for salaries and expenses of the National 
Mediation Board and $19,000 for salaries and expenses of the 
National Railroad Adjustment Board were asked. Requests 
were made, also, for $304,000 for salaries and $31,000 for mis- 
cellaneous expenses other than salaries of the Railroad Retire- 
ment Board. An increase of $1,890,000 in the limitation on the 
amount of the Maritime Commission’s construction fund that 
might be used for personal services and an increase of $40,000 
in the limitation on the amount of the Maritime Commission's 
maritime training fund that might be used for administrative 
expenses also were proposed. 


SENATE PASSES EXCISE TAX BILL 
' The Senate, February 17, passed, with amendments, H. R. 
1030, continuing beyond July 1, without definite termination 
date, the war excise taxes, including the 15 per cent tax on 
amounts paid for transportation of persons. The Senate adopted 
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an amendment the.purpose of which is to eliminate the tax on 
amounts paid in the United States for transportation of per- 
sons outside the United States. Under Secretary of State Clay- 
ton asked for the amendment, saying application of the tax 
discouraged international traffic and placed our carriers at a 
competitive disadvantage with certain foreign carriers. Be- 
cause of the Senate amendments, further action on the bill was 
necessary. 


Citing T. P. & W. Troubles, McNear 
Suggests Changes in Labor Laws 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, Peoria, Ill, appearing as a witness before 
the House committee on education and labor, February 18, in a 
hearing on proposed labor legislation reviewed his T. P. & W. 
troubles, resulting, as he said, from “our disinclination to be 
saddled with the wastes and delays of the so-called ‘standard’ 
or ‘featherbed’ rules in the operation of our own railroad, par- 
ticularly in time of war.” He suggested a number of changes in 
laws affecting labor problems. 


“The featherbed rules are arbitrary regulations which have 
become fastened like a vast growth of barnacles upon most of 
the railroads, to impede and hinder their proper and efficient 
operation,” said he. “These regulations force the employment 
of more men than are necessary to do any particular job; they 
require the wasteful use of equipment and materials when the 
unnecessary employes are on duty; and they impede the oper- 
ations and delay the service. This parasitical growth has be- 
come much worse in recent years due to the tremendous power 
which has been granted to the organized labor business by leg- 
islative enactments, and to the important assistance given that 
business by various administrative agencies of the government.” 


Mr. McNear said he had repeatedly asked the National 
Mediation Board to suggest to the President of the United 
States the appointment of an emergency board as provided in 
the railway labor act to investigate and report on the dispute 
arising from the rules and higher pay proposed by the T. P. & 
W. late in 1940. 


“Such an appointment was not made,” he continued. “In- 
stead we were asked to arbitrate under the railway labor act, 
under the jurisdiction of the National Mediation Board. We 
declined such arbitration, because of the demonstrated partiality 
of the mediation board towards the brotherhoods during our 
long period of contact with that board, and because we could 
not conscientiously enter into a procedure that, obviosuly, would 
lead us into treasonable wastes and delays in time of war.” 


Changes in Law Suggested 


As a result of his experiences, Mr. McNear said hte would 
make the following suggestions: 


Railway Labor Act: There should be some more definite provision 
for impartial emergency boards in the event of serious disputes. As we 
understand it, emergency boards are not appointed unless the brother- 
hoods concur in their appointment. We were informed that the reason 
why no emergency board was appointed in our case in 1941-42, was be- 
cause the brotherhoods did not wish to have an emergency board in- 
vestigation of the wastes and delays of the featherbed rules involved 
in that case.. If it becomes a national policy to permit employers to 
discuss labor unions and their advantages and disadvantages with em- 
ployes, the railway labor act should be amended so as to give the 
carriers the same rights as those accorded to any other employer. The 
provision requiring the posting of notices regarding certain provisions 
of the railway labor act on all bulletin boards, etc., should be elim- 
inated unless similar posting is required of all other industries. 

Jurisdiction of courts in matters affecting employer and employe. 
Title 29 U. S. C. A. Sections 101-15: Section 101. This section should be 
revised so as to express more clearly the Congressional intent of the 
words: ‘involving or growing out of a labor dispute.’’ Section 104. Add 
the following words at the end of sub-paragraph (e): ‘‘or interference 
with a legal duty imposed upon others.’’ Section 107, This section 
would be revised so as to permit the issuance of injunctions to enjoin 
illegal acts where violence is not involved. In our injunction case it 
was impossible to conclude the hearing on the temporary injunction 
within 5 days from the issuance of the temporary restraining order. 
A longer period should be allowed during which to hold the necessary 
hearings. Section 108. There should be a more exact definition of what 
is meant by these words ‘‘or with the aid of any available governmental 
machinery of mediation or voluntary arbitration.’’ Prior to the decision 
of the Supreme Court in our case (321 U. S. 50), the court decisions 
had been that it was not necessary to arbitrate if mediation had been 
utilized, the word ‘‘or’’ having been considered to be intended to pro- 
vide for alternative procedures. In 321 U. S. 50, the Supreme Court 
held that the intent of Congress was to require that all methods, in- 
cluding arbitration, should be utilized. If this was the intent of Con- 
gress, it would be well to provide an epportunity for fair arbitrations. 
Inasmuch as arbitration under the railway labor act is conducted under 
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the auspices of the National Mediation Board, an agency which in the 
light of our experiences is far from being impartial, either party 
should have the right to ask for an arbitration under an arbitrator to 
be appointed either by the senior federal judge of any district in 
which the party’s operating properties are located, or the senior judge 
of the Circuit Court of Appeal of any circuit in which any of such 
properties are located. The purpose of this would be to assure the 
parties of an eminently fair arbitration, assuming, as above stated, 
that it is the policy of Congress to require arbitration in such situa- 
tions. Section 111. Some changes should be made in the limitations of 
this section, so as to give the courts adequate power to enforce their 
orders and discourage contempts. 

U. S. Marshals: The power of federal courts to direct marshals to 
carry Out court orders, not only in their own districts but in any dis- 
tricts that the court may direct, should be clarified and made absolute 
— not subject to frustration by the Department of Justice at Wash- 
ngton, ° 

Federal Bureau of Investigation: There should be legislation plac- 
ing a positive duty upon the F. B. I. to investigate and apprehend 
those involved in any violation of a federal criminal statute. : 


Railway Labor Executives’ Views 


A. E. Lyon, executive secretary of the Railway Labor 
Executives’ Association, consisting of the national presidents 
of twenty national and international railroad labor organiza- 
tions, in testimony on labor bills before the Senate committee 
on labor and public welfare, reviewed the proposed legislation 
largely from the viewpoint of how railroad labor, subject to 
the railway labor act, might be affected if the bills became 
law. ‘He also referred to the railroad retirement and unem- 


ployment insurance acts which apply specially to railroad 
labor. i | ala 


“Insofar as we are able to inform ourselves,” said he, 
“ngne of the bills now under consideration by this committee 
proposes a direct modification of the statutory system under 
which railroad labor is now functioning. Various of them, 
however, propose changes in overall labor regulation which 
appear terbe applicable to railroad employes as well as others. 
We believe that any such attempt to modify a highly special- 
ized statutory system through the modification of labor laws 
having a more general application will lead to results which 
will be injurious to the system itself and which probably are 
far removed from the actual intent of the legislators.” 


Mr. Lyon, as an illustration of the line of objections sub- 
mitted, said a provision in S. 55 making it unlawful for any 
employer to pay or deliver any money or other thing of value 
to any representative of any of his employes was susceptible 
to an interpretation ‘which would preclude the issuance of rail- 
road passes by railroad companies to such representatives, a 
practice which is now common and is permitted by the inter- 
state commerce act.” 


Mr. Lyon, asking that none of the bills in question whose 
terms were applicable to the railroad labor situation be ap- 
proved by the committee, said the problems of labor relations 
in the railroad industry “have been consistently accorded sep- 
arate treatment at the hands of Congress and there is no pres- 
ent problem which dictates a need for any change in this long 
recognized .. . policy.” 


ST. LAWRENCE SEAWAY RESOLUTION 


_ Representative Blatnik, of Minnesota, has introduced a 
joint resolution authorizing the President to conclude the Great 
Lakes-St. Lawrence agreement with Canada and proceed with 
the construction of the seaway project. The resolution is identi- 
cal with the measure favorably reported by the Senate foreign 
relations committee in the last session of Congress. 


CHANGE IN DOCKET 


Hearing in MC 107450, assigned for February 20, at Richmond, Va., 
was transferred to February 20, at U. S. Ct., Richmond, Va., before 
Examiner Brady. 

Hearing in MC 107317, assigned for February 14, at Baltimore, Md., 
was postponed to February 18, at 707 Appraisers Store Bldg., Baltimore, 
Md., before Jt. Bd. 199. 

Hearing in MC 26280, Sub. 5, assigned for February 17, at New 
York, N. Y., was postponed to April 8, at 641 Washington St., New 
York, N. Y., before Examiner Cunningham. 

Hearing in MC 1658, Sub. 16, assigned for February 18, at Harris- 
burg, Pa., was transferred to February 18, at Federal Building, York, 
Pa., before Examiner Riegel. 

Hearing in MC-FC 31215, assigned for February 18, at Washington, 
D. C., was postponed to March 21, at Washington, D. C., before Jt. 
Bd. 12. 


Hearing in MC 107900, assigned for February 19, at Danville, Va., 
was cancelled. 
Hearing in MC 107450, assigned for February 19, at Richmond, Va., 


was postponed to February 20, at Hotel Richmond, Va., before Exam- 
iner Brady. 
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Relief for Eastern Box Car Users 
Promised in Senate Hearing 


W. C. Kendall, chairman of car service division of 
Association of American Railroads, in testimony be- 
fore Senator Reed’s sub-committee investigating grain 
car supply, says car shortages complained of by 
eastern shippers will be “adjusted in a short time—a 
week or ten days;” asks rail transportation officers 
in eastern states to arrange with industries on their 
lines to pledge westbound loading of empty cars now 
moving to grain states under I.C.C. orders if such cars 
are intercepted for their use, after Senator Reed indi- 
cates belief delay of two or three days in delivery of 
box cars to the west would not be harmful, under 
present conditions: defends record of management 
and distribution of car supply in 47-page statement. 
Other railroad spokesmen heard. Eastern shippers 
tell of their needs ' 


Eastern industries that had been troubled by box car 
shortages for several weeks could look for some relief in or 
before the last week of February, it was indicated by Chairman 
W. C. Kendall, of the car service division of the Association of 
American Railroads, in testimony he presented before a Senate 
interstate and foreign commerce subcommittee investigating 
grain car shortages in the western grain-producing states, as 
the subcommittee resumed hearings on S. Res. 47, introduced oy 
its chairman, Senator Reed, of Kansas, authorizing investiga- 
tion and study of the box car supply situation (see Traffic 
World, Feb. 8, p. 409, and Feb. 15). 

Mr. Kendall’s promise of alleviation of box car deficiencies 
of manufacturing establishments in eastern states was made 
after telegrams from a number of industrial concerns, report- 
ing curtailment or threatened curtailment of production and 
resulting unemployment due to inadequate supplies of box cars 
and unavailability of additional storage space, had been read 
by Senator Myers, of Pennsylvania, and Capehart, of Indiana. 
Asked by Senator Myers whether there was any prospect for 
early relief for these eastern industries, Mr. Kendall said that 
the situation would be adjusted in a short time—‘a week or ten 
days,” thus indicating that the situation would be improved 
some time in or before the last week of this month. 

Subsequently, in the course of discussion of objections of 
some Pennsylvania manufacturers to the by-passing of their 
plants by trains of empty box cars bound from the east coast 
areas to the grain states, when many of the empty cars could 
be used by these manufacturers for loading westbound ship- 
ments and relieving their present storage problem, Senator 
Reed said he did not think that a delay of two or three days for 
loading of these cars westbound would hurt the present grain 
car needs in the west. That comment by Senator Reed brought 
from Mr. Kendall the statement that, although the A.A.R. 
car service division did not have power to require a shipper to 
load in any particular direction the box cars spotted at his 
plant, he would suggest to rail transportation officers whose 
lines served the industries that were complaining to try to 
obtain from such shippers a pledge of cooperation to the effect 
that, if cars were taken out from the westbound trains of 
empties and made available to them, they would not use them 
for shipments other than those destined for points beyond Chi- 
cago. In the afternoon session of the hearing, Mr. Kendall said 
that he had sent that word to the transportation officers in the 
course of the noon recess. 


Statement by Fletcher 


In a statement prefacing the testimony presented by Mr. 
Kendall, President R. V. Fletcher, of the A.A.R., referred to a 
statement by Director Johnson, of the Office of Defense Trans- 
portation, that the railroads were now handling about 85 per 
cent of the traffic seeking movement. 

“To handle 85 per cent of what is by far our greatest 
peacetime production with a fleet of cars which is necessarily 
depleted by the war and its aftermath is itself no small ac- 
complishment,” Mr. Fletcher added. 

Recent developments, he said, indicated that there should 
be available in the near future enough steel and other materials 
to maintain a satisfactory program for repair of existing cars 
and to build as many as 7,000 new cars a month—“approxi- 
mately double the average monthly production of the past year.” 
He added that the railroads now had on order more than 80,000 
cars, of which about half were box cars, and that if new cars 
could be built at the 7,000-a-month rate, there should be “sub- 
stantial relief in that direction.” 

The objective of obtaining still more service out of the 
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existing car supply, Mr. Fletcher maintained, was not likely 
to be served by additional legislation, since “the great trans- 
portation accomplishments of war time were the result of 
qualified men among the shippers, the railroads and the govern- 
ment agencies dealing with situations as they developed through 
pm use of informed judgment and in an atmosphere of coopera- 
ion.” 

“The answer to present shortages,” he concluded, “is not 
more laws, but more cars, which the railroads are getting as 
rapidly as they are available, and a continuation of cooperative 
handling and use of cars to the best advantage, insofar as that 
is humanly possible.” 


Car Service Rules 


Mr. Kendall began his testimony with discussion of the car 
service rules and explanation of the considerations on which 
they were based. He observed that “per diem rule 19,” estab- 
lishing the car service division, clothed with agency with plenary 
power to supervise the application of the rules and to suspend 
or permit departures from them in times of severe car short- 
ages. He said it would be wholly impossible to observe the car 
service rules at this time without sacrificing the imperative 
needs of commerce to the equities of ownership. 

“If, for example, as frequently happens, inbound traffic 
comes to... an industry (needing the same type of car for 
both inbound and outbound movement) from various directions, 
many different ownerships of cars will be received,” he said. 
“If outbound shipments were for destinations other than roads 
from which the cars were received under load, and the rules 
were observed, the cars received, or some of them at least, 
would have to be switched out and others assembled and 
switched in. The ownerships needed to comply with the rules 
might not be available. Delays would result. The cars 
switched out might not be of the proper ownership for use at 
other near-by industries. To comply with the rules they would 
have to be dispatched empty. Industries would be unneces- 
sarily deprived of equipment. Yard operations would be multi- 
plied. There would be a definite loss of efficiency which requires 
during periods of heavy traffic that each car be used with the 
least practicable switching and empty movement... . 

“Upon all sides, for all sections of the country, among all 
industries, unsatisfied needs for transportation arise. To 
satisfy one need in full may be to unwarrantedly sacrifice 
another. The problem is to make the most effective use and 
the most equitable distribution possible of the available supply. 


Complete disinterestedness is of the essence of the undertaking. 


Denial of “Imputations of Favoritism” 

“For myself and staff I would here repel and deny the im- 
putations of favoritism, preference and prejudice which appear 
in some of the statements made in the course of these hearings. 
Unsatisfied wants inhere in a shortage, and moreover a perfect 


distribution is humanly unattainable. I say to the subcommit- 
tee that the car service division, to the limit of its abilities and 
energies, has administered car distribution without thought of 
preference, sectional or otherwise. . .. No formula, no rule of 
thumb, will provide a completely adequate guide for fair and 
equitable distribution of an inadequate supply of cars. Condi- 
tions and requirements fluctuate from day to day, and from 
week to week. ... it is ...a case for the application of in- 
formed judgment. That information will always be accurate 
and properly appraised, that judgment will be unerring, that 
there will not be lags in adjustment of car distribution to a 
constantly shifting demand, is hardly to be expected. But I 
submit that upon the whole, and within the limits of prac- 
ticability, the current performance of the railroads in extracting 
the maximum utility from a depleted supply of serviceable 
cars deserves commendation rather than criticism.” 

Box car loadings now averaged about 20,000 per week over 
the corresponding periods of the previous year, and this was 
being accomplished with a decrease in box car ownership of 
about 7,600 units, he said. He averred that the fact that the 
average miles a car day had risen from an average around 25 
miles in 1921 to 50 miles in the latter months of the war was 
indicative that the railroads were literally “running the wheels 
off the cars” in order to meet their current requirements. 

Mr. Kendall said that it was probable that never in the 
nation’s history, within a comparable period of time, had there 
been such an upsurge in industry in its capacity to manufac 
ture, and in its demands for transportation, as there had been 
since the spring months of 1946. At the same time, there had 
been bumper agricultural crops in 1946, exceeding those of 1940 
by about 29 per cent, he added. 

He reported that in the years 1941-1946, inclusive, a total 
of 186,377 freight cars, including 115,822 box cars, had been 
retired by the Class I roads and that, in the same six-year 
period, new freight cars installed by those roads (railroad 
owned and private controlled refrigerator cars included) totaled 
291,975, of which 139,401 were box cars. Later, in response to 
a subcommittee request, he stated that the total of new freight 





deliv 
Loui 
turn 
Same 





ar 
ch 
ib- 
ry 
nd 
rt- 
sar 
ive 


ffic 
for 
ns, 
uid. 
ads 
les 
ast, 
and 
iles 
‘ars 
» at 
yuld 
ces- 
ilti- 
ires 

the 


- all 

To 
ifice 
and 
yply. 
cing. 


. jm- 
pear 
ings. 
rfect 
ymit- 
; and 
ht of 
le of 
- and 
ondi- 
from 
»f in- 
urate 
- that 
to a 
But I 
prac- 
acting 
reable 


< over 
Ss was 
hip of 
at the 
ind 25 
ir was 
wheels 


in the 
| there 
anufac- 
d been 
re had 
of 1940 


a total 
d been 
six-year 
xilroad- 
totaled 
onse to 
freight 


ee eee 


February 22, 1947 


cars placed in service in the year 1940 was 65,545; that the 
totals for 1941 and 1942 were 80,502 and 63,009; that the totals 
for subsequent years ranged from 28,708 in 1943 to 40,377 in 
1946 (with the box car output totaling only 2,279 in 1943, 17,608 
in the following year, 21,111 in 1945, and 18,883 in 1946), and 
that the curtailment shown for 1943 and thereafter was brought 
about by War Production Board order L-97A, issued and effec- 
tive April 4, 1942, which stopped construction of all freight cars 
except as thereafter authorized by the W. P. B. 

Senator Capehart wondered if the railroads would have 
been able to get more new freight cars than they now had if, 
in the last year, they had had on order 150,000 cars. Mr. Ken- 
dall said that that was what the car builders claimed. Senator 
Capehart said that the car builders were now complaining that 
they could not operate to full capacity in production of the 
82,000 freight cars on order as of February 1 because they were 
having difficulty in obtaining steel. He contended that it was 
“ridiculous” for the car builders to say that they, if they had 
had larger orders from the railroads they could have built more 
cars, when in January of this year their output was limited 
by the steel supply to only about 2,600 cars. 


Scarcity of Steel 


Senator Reed read an excerpt from a letter addressed to 
a steel manufacturer by P. J. Neff, chief executive officer of 
the Missouri Pacific, in which it was stated that “for reasons 
unknown to us” it had been impossible for the Missouri Pacific 
to get steel needed for repairs, and that the Missouri Pacific 
had been advised by 14 manufacturers that they could not 
provide the railroad with an appreciable supply of repair mate- 
rials. Senator Reed said that 180,000 freight cars were built 
in 1923, when the nation’s supply of steel was only about half 
as large as that now available, and that it did not ‘make sense” 
that, in 1946, with double the amount of the nation’s 1923 steel 
supply, the U. S. production of freight cars was less than half 
that of 1923. He indicated that the subcommittee intended to 
find out the reasons for such a situation. 

Mr. Kendall said that, assuming an average cost of $5,000 
a car, the orders now placed or definitely planned by the 
railroads for new cars meant an expenditure in prospect at 
the — time in excess of $400,000,000 for freight car equip- 
men one. 


Effect of 5-Day Week 


In discussion of freight car efficiency problems, Mr. Ken- 
dall said checks the railroads had made of unloading of cars 
on Saturdays indicated that the 5-day week in industry was 
resulting in the loss of about 60 per cent of one day’s unload- 
ing per week. A check at one city, covering three industries 
that were regularly on a 5-day week but which unloaded cars 
on Saturdays, he said, indicated that those industries averaged 
27 cars a day Monday through Friday, while their average for 
Saturday was 17, or only 63 per cent of normal. He added that 
this indicated that ‘even where special arrangements have been 
made for Saturday unloading, fewer cars are being unloaded 
than on other week days.” Similar checks in other cities and 
areas indicated that Saturday unloading was 45 or 50 per cent 
of the unloading on other week days, he said. 

Mr. Kendall, after describing as “reasonable” a conclusion 
that the railroad industry would be justified in maintaining an 
ownership of box cars equalling 800,000, expressed his views on 
box car construction requirements as follows: 


There is now a total ownership of about 725,000 box cars. Over 
and above the additional 75,000 box cars indicated, retirements at a 
rate of about 5 per cent per year may be expected for the next year 
or two, and current replacements would appear to be necessary by 
at least 35,000 box cars a years. It would require the building of 5,000 
box cars per month, 60,000 in 12 months, to offset expected annual 
retirements of 35,000 and to effect annual increase in ownership of about 
25,000 box cars. ... 

So far the prospects are not bright for obtaining enough steel and 
other materials to build 5,000 box cars per month, having in mind the 
wr for construction of a certain number of cars of other 
ypesr. 


Heavier Loading Savings 


Mr. Kendall then pointed to freight car savings effected 
by heavier loadings and showed that if the loading of each of 
the 35,196,502 cars originated in 1945 for five categories of 
commodities had been no greater than the average loading of 
1940, an additional 4,117,858 loaded cars would have been re- 
quired. Car miles a day, he said, had increased from 31.7 in 
1939 to 45.7 in 1946, with a peak of 49.3 in 1944. The number 
of cars saving in 1946 by heavier loading of l.c.l. freight, he 
Said, was about 125,000. He also discussed reductions in turn- 
around time. 

He said that in 1946 about 50,000 more box cars were 
delivered by western roads to southeastern roads through St. 
Louis, Memphis, Shreveport and New Orleans than were re- 
turned west through those gateways; that there was about the 
same volume of excess movement of box cars, northbound over 
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southbound, through Potomac River gateways to roads in the 
east and north in 1946, and that these 50,000 cars were in turn 
moved by eastern railroads to the western roads through the 
Chicago and St. Louis gateways. 


“Had car service rules been followed,” he said, “these cars, 
or their equivalent, would have been returned west via their 
service route through the southeast and via the Mississippi 
River gateways, St. Louis and south, and their distribution to 
loading areas not only increasingly complicated but greatly 
delayed. 

“This 50,000-car cycle of movement is not the complete 
story with respect to prompt distribution of cars to western 
areas. There are several thousand additional cars which find 
their way into eastern territory through other interchange points 
including those with Canadian roads, so that the total movement 
of box cars westbound through Chicago and St. Louis gateways 
last year exceeded deliveries of cars to the east through those 
gateways by probably 75,000 cars.” 


Empties to the West 


With respect to the decline in movement of empty freight 
cars to the west in October, 1946, to which Senator Reed had 
called attention, Mr. Kendall said that the low October average 
(305 cars a day) was recorded in “the period when the rail- 
roads serving the large centers of the eastern seaboard were 
in the throes of the truckers’ and maritime strikes which greatly 
affected the release of cars throughout that territory.” He said 
that, in all, close to 15,000 cars were immobilized for a con- 
siderable part of the September 24-November 6 period. How- 
ever, he said, in the period September to December, inclusive, 
loadings of grain and grain products bore a fairly constant 
relationship to all car loadings. Increases in daily car shortages 
in the east, from 2,368 on September 21 to 6,905 on November 9, 
he said, indicated that eastern shippers were “pinched” in the 
matter of car supply in that period as well as shippers in other 
sections. 


Senator Reed contended that, while the western box car 
supply was diminishing last October, the eastern railroads in- 
creased their loadings in general and their box car loadings in 
particular. Mr. Kendall said the truck strike threw on the 
eastern railroads a greater’volume of 1. c. 1. freight and created 
for them a problem of keeping their freight houses clear. Sen- 
ator Reed said that in October the Pennsylvania had been 
ordered by the Commission to deliver 1,452 empty box cars to 
the Milwaukee and 1,262 empty box cars to the Burlington, 
but that it delivered only about 500 of those cars. Mr. Kendall 
said that the car service division kept in touch with the Penn- 
sylvania daily, and that the Pennsylvania did not have the cars 
and had to keep its freight houses open. Senator Reed con- 
tended that a section of the country was entitled to reasonable 
benefit of the cars owned by the railroads in that section. 

Mr. Kendall said that though it would be “extremely diffi- 
cult, if not impossible,” to attempt to assign any specific figure 
as indicative of the number of empty cars that must flow from 
the east and southeast to the west currently, to maintain a 
balance, he was disposed to think that the figure of 900 cars 
mentioned by Senator Reed was “perhaps as good a generaliza- 
tion as any.” 

Any errors that the car service division had made had 
not been due to any lack of diligence or effect on its part; its 
full staff of experienced car relocation forces was maintained 
on duty seven days a week, said Mr. Kendall. 

Taking up the matter of car ownerships of “originating” 
lines as against those of “terminating” lines, Mr. Kendall said 
that ownership of box cars of eastern and southern roads was 
56.6 per cent of the total, while the loading in box cars on those 
roads constituted 62.1 per cent of the total. On the other hand, 
he said, the western roads accounted for 37.9 per cent of the 
loadings and owned 43.5 per cent of the nation’s total of box 
cars. With respect to gondolas and hoppers, the situation was 
reversed, he said. The loading of such cars by western roads 
as related to the whole was in substantially greater percentage 
than was the ownership of the cars in the west, percentage- 
wise, to the whole. 


Loading and Equipment 


For freight car equipment as a whole, said Mr. Kendall, 
the number of cars loaded per 100 owned in 1946 by railroads 
according to areas (excluding refrigerator and tank cars) was 
4.303 for the eastern roads, 4.213 for the southern roads, and 
4.259 for the western roads. These and other figures he pre- 
sented showed, he said, that the western lines were getting as 
much use out of equipment based on ownership as were the 
eastern and southern roads. Of the 139,401 new box cars placed 
in service in the six-year period ended with 1946, 71,770 were 
installed by western roads and 67,631 by eastern and southern 
roads. He stated that if western roads did not have a high 
percentage of their own cars on line they did have the equiva- 
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lent in cars of neighbor western roads which had requirements 
for the same general class of car. 

On 20 railroads, both west and east, there had recently 
been in grain handling a total of 983 converted stock cars, 
1,047 covered hoppers customarily used for loading of cement 
and similar commodities, 412 coal hoppers with temporary roofs, 
763 open hoppers, and 125 doorless box cars (those with a side 
door missing but equipped with grain doors), and these 3,330 
cars had helped materially in the grain car shortage period, - 
Mr. Kendall said. 


Responsibility of Grain Interests? 


“May it not be possible,” he asked, “‘that some responsibility 
rests with the grain interests to provide increased storage facil- 
ities for their products in view of the great increase in produc- 
tion over the past years? Data with respect to any increase 
in these facilities are lacking. . . . The U. S. Department of 
Agriculture reports that some of the temporary or portable 
storage facilities which were sold to farmers during the war 
years were not used for the storage of grain, but diverted to 
other uses such as hog houses, etc., on account of the shortage 
of construction materials. 

Referring to his statement that open top cars were owned 
by railroads in the east in far greater proportion than by rail- 
roads in the west, Mr. Kendall said complaints were constantly 
pouring in to his division from the owning roads in the east 
to obtain “an increased flow of their open top cars which 
apparently are being detained in the west.” 


More Cars the Remedy 


Mr. Kendall, after remarking that “the only lasting cure 
for the shortage is an increase in the supply of freight cars,” 
recommended, first, that all possible support be given the Office 
of Temporary Controls in order to obtain actual accomplishment 
of its present program for production of 7,000 new cars a month. 
He proposed, also, that there be further and continuing appeals 
to receivers of freight to arrange their employment schedules 
so as to permit unloading and release of box cars on Saturdays 
and holidays; that the export schedules of the Commodity Credit 
Corporation be reviewed in cooperation with the railroads so 
as to balance fairly the requirements of U. S. foreign commit- 
ments against critical domestic needs; that, with respect to 
the needs of the grain trade, the grain storage situation be 
carefully reviewed with a view to increasing storage facilities; 
and that the railroads exert every effort toward closest super- 
vision possible in handling of cars now available. 

He said the car service division would undertake to build 
up and maintain about 90 per cent of ownership of plain box 
cars on line for the roads that needed assistance in meeting 
demands on them, and added that by “approximately 90 per 
cent” he meant percentages ranging from 86 to 92. He said 
his division planned to apply more closely to car handling the 
part of its rule 2 which provided that cars made empty at 
junction points with the owner be returned to the owner at 
that junction. He said he thought it would be “unfortunate, 
should the exigencies of the present situation prompt new 
legislation.” 

Replies to Scott 


Mr. Kendall then made statements, in the nature of rebut- 
tal, dealing with a number of assertions and allegations made 
by Walter Scott, of the Kansas City Board of Trade, in testi- 
mony :presented earlier before the committee. He took excep- 
tion to Mr. Scott’s claim that existing power to relieve or pre- 
vent the conditions complained of had been exercised “grudg- 
ingly,” and he denied “emphatically” Mr. Scott’s contention 
that cars of western ownership were being wrongfully detained 
by eastern lines. Contrary to an allegation by Mr. Scott, he 
said there was no sorting out of the lower class of box cars by 
the eastern roads for movement west on orders. He said there 
was no known basis for Mr. Scott’s statement that new cars 
acquired by western lines were “quickly lost in the maw of 
the eastern railroads,” and averred the latter roads had an 
equivalent number of new cars of their own. 

As to Mr. Scott’s assertion that “there is reason to expect 
business activity over several years to come to a degree that 
will bring car shortage conditions in the future as in the past,” 
Mr. Kendall said: 

“This is speculation. In any event, the railroads are plac- 
ing orders for new equipment consistent with the availability 
of material and expectancy of delivery of cars by the builders. 
It is to their interest to build all the cars needed that their 
revenues may be protected and increased.” 

Senator Reed commented that Director Johnson, of the 
O. D. T., in his testimony, had gone “a lot farther than Mr. 


Scott did.” 


Senator Myers described Mr. Kendall’s presentation as “a 
very thorough and illuminating statement.” 


New Haven Situation 


H. E. Bixler, general superintendent of transportation of 
the New York, New Haven & Hartford, the next witness, re- 
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ferred to an exhibit showing New Haven box car ownership, 
total box cars on line, and percentage of ownership to cars on 
line in each month of the years 1941-1946, inclusive, and in 
January, 1947. In the latter month, he showed, the New Haven 
had 12,989 box cars on line, or 349.3 per cent of its ownership 
of 3,719 box cars. The exhibit showed that the New Haven 
ownership had declined gradually from a total of 8,428 box 
cars in October, 1941. Mr. Bixler said the drop in ownership 
was brought about by retirement of considerable numbers of 
box cars purchased “some 40 years ago,” which retirement was 
now almost complete, “with the result that our ownership con- 
sists almost entirely of new standard A. A. R. box cars.” 

“The average number of loadings to local points for which 
it is necessary (for the New Haven) to supply cars in a month 
is 16,768,” Mr. Bixler said.: “Since our experience shows us 
that even under difficult conditions we can confidently expect 
to be able to use a box car six times in a month in strictly local 
service, it will be seen that to supply this loading an owner- 
ship of 2,795 cars is required. Subtracting this figure from 
3,719 leaves 924 cars for supplying loading to off-line points. ... 

“For the New Haven... to try to supply a large propor- 
tion of its own off line loading with its own cars would result 
in duplicating the haul to the extent that New Haven cars 
were hauled west loaded, other lines’ cars were hauled west 
empty, and the New Haven cars were in turn hauled east 
empty and other ownerships loaded. . . . We are making a 
contribution to the national pool of box cars which may be too 
great or may be too little, but in order to be on the safe side 
we have on order 500 additional cars. ... 

“According to a spot check the New Haven receives box 
cars loaded at points west of Chicago and St. Louis to the 
extent of 106 per day, and delivers to its connections box cars 
containing loads destined the same territory to the extent of 
approximately 32 cars per day, indicating that in the absence 
of any empty return there would be a loss of approximately 
74 cars per day. The BC (box car) orders issued by Mr. Ken- 
dall as agent of the Commission require the New Haven Rail- 
road to turn over to its connections 360 empty box cars per 
day. ... The New Haven has exceeded its quota as of midnight, 
February 7, 1947, to the extent of 649 cars. In order to accom- 
plish this delivery of empty cars it has been necessary for the 
New Haven to deny shippers on its line box cars which they 
desired to load west. 

Mr. Bixler opposed ‘proposals that the per diem paid by 
railroads for the use of cars of other lines be increased. He 
said a “penalty” of that sort could not move the cars faster, 
“because the New Haven is already moving the cars as fast as 
it can.” He contended that if the per diem was to be increased 
it must be shown that the cost of ownership was higher than 
the current per diem figure, and as to that, he added, there 
was a strong difference of opinion. He said the Boston & 
Maine had authorized him to say that its situation was similar 
to that of the New Haven and that it supported the position 
taken by the New Haven. 

Senator Reed said he did not think the New Haven had 
contributed its proper share of box cars, that he hoped the 
proceedings pending before the Commission would evolve ‘some 
formula that’s reasonable,” and that he could find no better 
formula than that each railroad should contribute to the na- 
tional car pool in proportion to its participation in the transpor- 
tation of rail traffic. 

Reese Mills, assistant manager of the appliance division of 
Westinghouse Electric Corporation, Mansfield, O., made a plea 

for relief of current box car needs of Westinghouse and other 
industries at Mansfield, saying that storage facilities had been 
exhausted and that failure to receive an adequate supply of 
box cars would result in furloughing of several thousand em- 
ployes. 
“Time-in-Transit” Study 


Wesley H. Lees, traffic manager of the Westinghouse Elec- 
tric Corporation, Pittsburgh, Pa., submitted to the committee 
a “time-in-transit” study covering movements of designated 
carload shipments from East Pittsburgh, Pa., to Chicago, Til., 
shipped at various dates in the last five months of 1946 and in 
January, 1947. The study showed that the transit time ranged 
from eight days to 14 days in 1946, with a “low” of seven days 
for two cars in January; that the average for all the shipments 
was 10.5 days, and that the pre-war average time in transit 
for such shipments was approximately three days. Senator 
Reed said that the railroads “might well institute an inquiry” 
into this phase of their operations. 


Rail Superintendents Testify 


Twelve superintendents of transportation, representing as 
many railroad systems serving the states west of the Missis- 
sippi River, discussed car shortage problems of their respective 
lines in testimony they presented before the subcommittee, and 
all but one of them favored increasing the present per ‘diem 
charge of $1.15 a car, principally as a means of providing 
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“incentive” for railroads to acquire and own an ample supply 
of freight cars. 

Opposition to the per diem increase proposal came from 
J. H. Little, of Denison, Tex., speaking for the Missouri-Kansas- 
Texas Lines, who contended that a per diem higher than the 
$1.15 a car now in effect would “create tremendous hardship 
on some of these little railroads trying to exist”—railroads that, 
he said, were originating freight for the larger lines and were 
serving “localities that must be served by a railroad.” He be- 
lieved that the Commission and the A. A. R. would “rise to the 
occasion, without legislation.” He saw a need for the carrying 


on of “quite an educational program” and for the practice of 
more and more efficiency. 


“Week-End” Unloading at Ports 


In discussion of efforts to offset the deterring effect of the 
five-day work week on freight car movements, Mr. Little said 
that, on shipments to Gulf coast ports, leaders of the long- 
shoremen occasionally were persuaded to call their crews to 
work on Saturdays and Sundays; that those workers received 
“time and a half” for the Saturday work and “double time” 
for the Sunday work, but that they “invariably laid off” on 
Mondays, so that there was no gain in car days. 

_. Restriction of the powers exercised by the Commission to 
distribute freight cars among the railroads generally, without 
regard to ownership of the cars, was proposed by J. J. Ma- 
honey, general superintendent of transportation of the Santa 
Fe System, Chicago. 

_In a statement that he said had been approved by the 
Chicago & North Western and the Burlington, and that he 
believed would have the approval of other western roads if 
they had had opportunity to examine it, Mr. Mahoney said, 
in part: 

Allocation of steel to permit construction of more cars is essential. 
But we are not going to get more cars, even when the shortage of steel 
lifts, until somebody buys them. The only buying agencies are the 
individual privately owned and managed railroads of the United States. 


They are not going to buy cars unless they have an adequate incentive. 
The problem is to supply that incentive. 


How to Supply ‘‘Incentive’’ 


The way to supply the necessary incentive is to permit those who 
buy or build new cars to get the benefit of use of them by making 
ownership the predominantly governing test in the distribution. of the 
car supply of the country, whether under the ordinary car service rules 
adopted by agreement between the railroads or whether under emer- 
gency orders issued by the Interstate Commerce Commission. 

The way not to get more cars, the way not to increase the fleet 
available for serving shippers is to continue the system of pooling that 
has been in vogue in the war years, under which ownership of equip- 
ment has been very largely disregarded. 

Why should a railroad buy a thousand or five thousand new box 
cars when under the pooling arrangement they would almost imme- 
diately after delivery be diverted to offline points all over the United 
States, depriving the purchaser of practically all direct benefit. . . . 
The Santa Fe and some of the other carriers serving the grain belt 
buy much better box cars than do carriers serving industrial areas. 
The investment per car is higher, Maintenance costs are higher in 
order to accommodate the type of traffic offered. ... 

The first thing to do is to put an end to the conditions under which 
the ownership of freight cars is a heavy burden from which a realistic 
business management of a railroad shrinks, as it does from any other 
unprofitable burden, substituting in its stead a regime under which the 
ownership of a fleet of freight cars adequate even for peak needs would 
be desirable because it would be genuinely profitable. ... My own idea 
is that per diem charges should be fixed sufficiently high to provide 
an incentive for every railroad to own and maintain an adequate fleet 
of freight cars. 

Next, there should be some modification of the emergency car 
service powers of the Commission, which the Commission, rightly or 
wrongly, has construed as a mandate to it to remedy every serious car 
shortage by providing that cars should be distributed without regard 
to ownership. The modification I have in mind would provide that the 
Commission should order disregard of ownership only to the extent 
essentially necessary, and then only for such period of time as might 
be required to allow the individual carriers to acquire such additional 
equipment as might be necessary to provide for their traffic. . .. 

Legislative policies, state and national, have failed to give recog- 
nition to the vital role of the railroads in the national economy. In the 
last 20 years, billions of dollars have been poured out into subsidizing 
competing forms of transportation. ... 


Amendments Proposed 


Mr. Mahoney submitted to the subcommittee amendments 
he proposed with respect to sections 1(15) and 14(a) of the 
act, to carry into effect his recommendations as to per diem 
increases and limitation of the Commission’s disregard of car 
ownership. 

He said he thought the box car shortage would grow worse 
before it became better. He indicated disapproval of the idea 
of permitting empty box cars en route from the east to the 
western grain states to be stopped for loading of westbound 
shipments by industries east of Chicago. One result of such 
a practice, he averred, would be that the car shortage would 
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not be distributed equitably to all sections. On the Santa Fe, 
he said, the car shortages were pro-rated or “leveled off” on 
all divisions of the system. 


Grain Claim Payments 


He said that the average grain claim payment of the Santa 
Fe in 1942 was 40 cents per car handled, but that in 1946, on 
the basis of incomplete figures, such claims averaged $5.15 a 
car handled. 

He contended that the nation had only 85 per cent of the 
box cars it needed, and that if one section of the country was 
permitted to load over 85 per cent of its requirements, other 
sections would be “shorted.” 

Senator Reed reported data to the effect that, on Febru- 
ary 11, the Burlington had only 28 blocked elevators, the least 
number it had had in the last six months; while, on the same 
date, the number of blocked elevators on each of the other 
western lines named was: Rock Island, 150; Union Pacific, 120; 
Chicago & North Western, 114; Milwaukee, 142; Great North- 
ern, 96; Northern Pacific, 68, and Soo Line, 34. He maintained 
that at this time, eight months after the 1946 wheat crop had 
begun to move, there should be no closed elevators in the 
southwest. 


$2 Per Diem Suggested 


F. E. Sperry, of Chicago, the Burlington’s general trans- 
portation-superintendent, agreed with Mr. Mahoney that owner- 
ship of cars had not received the weight it deserved, in the 
distribution of box cars. Taking away cars from a particular 
road and permitting them to remain on other roads because the 
owning line could or did get more out of the cars on its line 
“puts a premium on inefficiency and penalizes shippers served 
by the efficient line,” he maintained. He suggested that estab- 
lishment of a $2 per diem would encourage building of new 
cars, and said that it cost “at least $2 a day” to own a freight 
car, but that a “deficient” road now could rent such a car for 
$1.15-a day. If a $1 a day car rental was justified in 1920, a 
much higher rate was necessary now, in view of increased 
wages and material costs, he said. He averred that the Com- 
mission should be authorized to increase the per diem to a 
“compensatory” level. 


Debate Within 1. C. C. 


At that point, Homer King, deputy director of the Office 
of Defense Transportation, interjected the information that 
there had been a debate at the Commission as to whether it 
had power to increase the per diem. He said he thought the 
Commission could, but Director Johnson, of the O. D. T., 
thought it could not. He said the per diem “might well be in- 
creased” sufficiently, in time of emergency, in certain sections 
of the country—at the present time, in the section north of the 
Ohio River and east of the Indiana-Illinois state line—to “nat- 
urally drift these cars west.” Mr. King said his advice had 
been to “go ahead and do it and let somebody sue and _ find 
out” whether the Commission had power to boost the per diem. 

Kenneth K. Stokes, Chicago, of the Rock Island, said he 
hoped a per diem increase would be the result of the Commis- 
sion’s investigation of per diem charges. He expressed doubt 
as to feasibility of loading of empty cars en route to the west 
with westbound shipments by eastern shippers along the route. 
C. W. Pace, of the Missouri Pacific, St. Louis, Mo., said he felt 
the over-all condition of box cars would improve if and when 
box cars requiring heavy repairs to make them fit to handle 
grain, flour and salt traffic were moved home in accordance 
with car service junction rule 2. H. E. Shumway, of Omaha, 
Union Pacific general superintendent of transportation, sup- 
ported Mr. Mahoney’s statement, and said that the Union 
Pacific had. to move “empties” into Kansas from the west coast 
and by-pass industries en route, at which the cars were needed. 
He said a per diem increase would raise the incentive to buy 
cars, would not greatly affect the movement of empty box cars. 
A. M. Ball, of Springfield, Mo., on behalf of the Frisco Lines, 
discussed the box car situation on that road. O. E. Hallberg, 
of the Chicago & North Western, Chicago, subscribed to Mr. 
Mahoney’s statement and said the percentage of car ownership 
on line of the C. & N. W. was not “down too low” and that 
this was an unloading road. 


Other Railroad Witnesses 


C. V. Berglund, of St. Paul, general superintendent of 
transportation for the Milwaukee, endorsed Mr. Sperry’s views 
on the per diem question, and contended that originating. car- 
riers should be required to provide much more equipment than 
needed on their own lines, so as to relieve bridge and terminal 
roads from owning as many cars as they were holding at all 
times. J. B. Smith, Great Northern transportation superintend- 
ent, concurred with Mr. Berglund. He said that his road needed 
more box cars not only for haulage of grain, but also for move- 
ment of lumber from the Pacific Northwest. W. M. Cristel, 
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Soo Line transportation superintendent, said the box car supply 
on the Soo Line now was the lowest on record, but explained 
that this was due to recent severe winter weather conditions 
at Chicago, as a result of which empties destined for the Soo 
Line had been routed via the St. Louis gateway. James L. 
Brown, Milwaukee transportation superintendent, suggested that 
any increase of the per diem charge be based on a study. If 
such a study showed that a car of a certain type had a value 
of $1.65 a day, that should be the per diem for that car, he 
said. Answering a question by Senator Reed, he expressed 
doubt that the grain awaiting rail movement in the Milwaukee’s 
territory would be “cleared out” before the next crop came on, 
at the present rate of movement. 

Leo P. Day, assistant general solicitor of the New York 
Central System, Chicago, told Chairman Reed that he did not 
think that the eastern roads as a whole had given consideration 
to the per diem increase proposal. He said that the New York 
Central in 1946 had moved to western lines, loaded and empty, 
a total of 39,000 more cars than it had received loaded and 
empty from the western lines. 


Kendall to Meet Eastern Officials 


R. E. Clark, manager of the closed car section of the car 
service division, Association of American Railroads, advised 
Senator Reed, as witnesses for shippers in Official Territory 
began presentation of. their complaints and suggestions with 
respect to box car shortages on February 18, that Chairman 
Kendall, of the car service division, had arranged to meet 
with transportation officers of railroads in the east at Phila- 
delphia on February 20, to discuss with them a proposal that 
the Commission be asked to issue a service order making pos- 
sible the loading by eastern shippers of westbound shipments 
in box cars that were now being moved empty at the rate of 
1,300 a day from the east to the western grain belt. Mr. Clark 
indicated that the proposal to intercept such cars for loading 
en — to the west contemplated establishment of a permit 
system. 

Mr. Clark’s statement about the conference at Philadelphia 
followed presentation of testimony by Edward F. Lacey, execu- 
tive secretary of the National Industrial Traffic League. Mr. 
Lacey read a statement prepared by John B. Keeler, of Pitts- 
burgh, chairman of the League’s legislative committee, who, 
because of illness, was unable to attend the hearing. He sup- 
plemented Mr. Keeler’s statement with comments of his ow 
concerning the car shortage. 

Mr. Keeler said that the League took no position on the 
question whether available box cars had been properly dis- 
tributed, or as to what basis of distribution should apply for 


the future, and that the League wanted to “keep out of that 
controversy.” 


After observing that his presentation dealt solely with the 
over-all inadequacy of the present box car supply and “the 
imperative need for expediting with all possible dispatch the 


ee of at least 100,000 more box cars,” Mr. Keeler 
said: 


There is nothing of greater importance to the national economy 
than getting more freight cars; there are shortages in all classes of 
freight cars, but the more serious shortage from the standpoint of the 
greatest number of shippers is in box car supply. Something must be 
done about this if our whole national economy is not to bog down, 
with resultant widespread unemployment. The box car shortage... 


is nationwide. . . . The only solution lies in providing more cars. 


League Committee Paddled 


Mr. Keeler said that he thought the League’s emergency 
transportation committee, of which he was a member, had 
done a good job, “until it faced an aroused membership at the 
annual meeting of the League in November.” 


“Justly or unjustly,” he continued, “our committee got a 
liberal application of the paddle, and it was told to get 
busy and get more cars built. The committee was at its wits 
end to know what it could do, but it went to work on the 
problem. It convened promptly in Washington and discussed the 
matter thoroughly with Colonel Johnson. It tried to get an 
audience with the President, but was unsuccessful. It did, 
however, get an audience with Dr. John R. Steelman, his as- 
sistant, and spent an hour with him, at which time the absolute 
necessity for getting more cars built was impressed upon him, 
and he promised to lay the matter before the President. 


“We then conferred with Judge R. V. Fletcher, president 
of the A. A. R., and got his assurance that the matter would 
again be placed before the membership of the A. A. R. at its 
next meeting. We then addressed a letter, on December 19, 
1946, to the president of each Class I railroad, outlining the 
dire situation confronting the country in the matter of car 
supply and urged that each do everything possible to get more 
ears built. Some results have flowed from those efforts, but 
not nearly enough.” 
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Mr. Keeler interjected the observation that “the life of the 
industrial traffic manager today is no bed of roses, I can as- 
sure you,” and added that “‘we are constantly under fire from 
top management because of inability to get cars in which to 
ship.” 


Keeler Reviews Situation 


Though it was true that not nearly enough box cars were 
in existence to meet the needs of shippers, it was also true 
that best utilization of the available supply was not being had, 
and, in this respect, both shippers and railroads were to some 
extent at fault, he said, adding: 


Following the war there was a general letdown of effort all along 
the line. Labor became markedly less efficient. The five-day week in 
industry became an important factor. The railroads, confronted with 
tremendously increased operating expenses, growing out of wage in- 
creases, social security benefits, and increases in costs of materials and 
supplies, coupled with uncertainties as to future traffic and as to rate 
relief from the Interstate Commerce Commission and state commissions, 
started to cut personnel and other operating expenses rather drastically. 
Railroad service deteriorated rapidly and materially. 

The effects of all these deficiencies, shipper and carrier, are still 
existent. Many shippers are not unloading on Saturdays. 

Reports we receive indicate that many railroads are providing 
inadequate switching service, that line-haul service is frequently much 
too slow, that over-all railroad service is very poor in many instances. 
Shippers and railroads alike recognize these deficiencies and through 
mutual effort some improvement has been brought about but much more 
needs to be accomplished. Betterment of these conditions will afford 
some relief but not nearly enough. Today, shipper is aligned against 
shipper, area against area, carriers against carrier, in the battle for 
cars. We hope that in this battle for cars the infinitely more important 
factor of getting more cars built just as rapidly as possible will not be 
subordinated. In that lies the only solution of the problem. 


Lacey’s Testimony 


Mr. Lacey, in his testimony, showed that the average 
length of haul of freight cars in the Uniteds States had in- 
creased from 351.13 miles in 1940 to a peak of 473.28 miles in 
1944 and had since declined, to an estimated 420 miles in 1946. 
He pointed to heavier loading of cars by shippers under 
O. D. T. order 18A-Revised and to payment of high demurrage 
charges and of overtime wages for Saturday unloading by 
some shippers. He said that suggestions made by the League's 
emergency committee, to bring about greater efficiency and 
quicker movement of freight cars, included: 


(1) More prompt pick-up of cars made empty at industrial sidings; 
(2) more efficient check of railroad yards for cars on hand; (3) careful 
inspection before placing cars for loading to determine whether or not 
they are suitable for the loading of the commodity to be shipped; (4) 
prompt use of embargoes where conditions warrant; (5) speedier turn- 
around time, and reduction of delays in terminals and congested areas. 


In the course of questioning by subcommittee members, 
Mr. Lacey said he thought the five-day week was not placing 
as great a burden on the carriers as some believed. If indus- 
tries were operating on a six-day week, and were loading six 
days a week, he feared the railroads would be “worse off” than 
they were now, he said. 

He said he had just received a letter from a League mem- 
ber who reported what he regarded as unnecessarily slow 
transit time on shipments from his company’s plant near Chi- 
cago, instanced by a car that left the plant December 5, stopped 
for partial unloading en route, and arrived at its destination 
in Brooklyn, N. Y., on February 7. This League member, said 
Mr. Lacey, also complained of transit time of 13 to 17 days on 
shipments from Chicago to New Orleans and of time up to 30 
days on shipments to the Pacific coast. 


Loadings—East and West 


Senator Reed placed in the hearing record two committee 
exhibits, one showing that in the eastern and Allegheny dis- 
tricts the carloadings of grain and grain products, merchandise 
and miscellaneous freight in the period August 3, 1946, through 
February 8, 1947, exceeded those of the corresponding period 
of the preceding year by 831,443 cars, while in the western 
districts the corresponding increase for the same 1946-47 pe- 
riod was 219,077 cars. In another exhibit, he showed that, as 
of February 1, 1947, western railroads had 89.5 per cent of 
the plain box cars owned by them on their own lines, while the 
railroads of the eastern district had on their own lines 110.1 
per cent of their ownership and those of the Allegheny district 
had 101.9 per cent of their ownership on their lines, the 
“deficit” on the western roads totaling 31,260 cars and the 
“excess” on the eastern lines totaling 16,235 cars. 


Allegheny Witnesses 
D. O. Moore, manager of the freight traffic division of the 
Pittsburgh Chamber of Commerce, also appearing on behalf 
of the Allegheny Shippers’ Advisory Board, advocated that the 
box cars now being moved empty to the west from the east 
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for the grain export program be stopped at eastern industrial 
plants to take on freight going to the west. He said he thought 
that the effectuation of such an arrangement could be handled 
by consultation between the railroads and the shippers. 

Mr. Moore monitored the presentation of testimony by 
other witnesses on behalf of the Allegheny Shippers’ Advisory 
Board, individual industries, and industry associations. 

These and other witnesses who appeared on February 18 
were in accord on the proposition that, unless relief from the 
box car shortage they were now experiencing was forthcoming 
within a week or two, their plants would have to be shut down 
or production sharply curtailed, until such time as the con- 
gestion of storage space now occupied by their products await- 
ing Shipment could be eased. There was agreement among 
these witnesses that the movement of empty box cars past 
their plants from the east to the west, at a time when such 
cars were needed desperately by their respective establishment, 
was wasteful and unnecessary, since most of the plants had 
shipments ready for loading to western destinations. All joined 
in the view that the only satisfactory relief that could be pro 
vided would be the construction of more box cars, but some of 
the witnesses presented their own ideas as to how greater effi- 
ciency could be obtained from the existing box car supply. 


List of Witnesses 


Witnesses who testified February 18, in addition to those 
heretofore mentioned, were: 


H. C. Smedley, traffic manager, McLain Fire Brick Co., Pittsburgh, 
Pa.; Representative Francis J. Love, of West Virginia; W. W. Mel- 
linger, chairman of the traffic committee of the Warren, O., Chamber 
of Commerce; J. E. McMullen, of the Universal Sewer Pipe Corpora- 
tion, Cleveland, O.; E.. F. Melaney, of the Robinson Clay Products Co., 
Akron, O., chairman of the transportation committee of the Clay Sewer 
Pipe Association; Herbert W. Morgan, assistant general manager, 
American Vitrified Tile Co., Cleveland; A. C. Deimel, general traffic 
manager, Mullins Manufacturing Corporation, Salem and Warren, O.; 
W. C. McClaskey, of the Reeves Steel & Manufacturing Co., Dover, O.; 
John A. Forshey, transportation commissioner, Toledo, O., Board of 
Trade, representing, also, a number of grain elevators and flour mills 
at various points in Ohio, Indiana and Illinois; S. G. Price, of the 
Gibsonburg Lime Products Association, Gibsonburg, O.; J. S. Coxey, 
Jr., president, Industrial Silica Corporation, Youngstown, O.; J. Oatis 
Wilcox, president, The Alliance Clay Products Co., Alliance, O.; Walter 
C. Skuce, assistant to executive vice-president, Owens-Corning Fibre 
Glass Co., Toledo, O.; Sterling N. Farmer, of the Sand Products 
Corporation, Detroit, Mich., and Cleveland, O.; George W. Brundage, 
of the Bessemer Limestone & Cement Co., Youngstown; F. M. Russell, 
traffic manager, General Fireproofing Co., Youngstown, and chairman 
of the Allegheny Shippers’ Advisory. Board; Robert S. Boynton, Wash- 
ington, D. C., general manager of the National Lime Association; 
W. W. Sprague, vice-president, National Mortar & Supply Co., Gibson- 
burg; J. F. Potts, general traffic manager, Kelley Island Lime & 
Cement Co., Cleveland; L. E. Johnson, secretary, Finishing Lime Asso- 
ciation of Ohio, Telodo; Ernest V. Apt, sales and traffic manager, 
Southwestern Portland Cement Co., Osborne, O., and W. C. Jepson, 
general traffic manager, Wheeling Steel Corporation, Wheeling, W. Va. 


‘ “White House” Order 


Senator Reed explained to several of the witnesses that, 
under what he described as ‘an order from the White House,” 
32,000 empty grain cars a month had to be sent to the western 
grain belt to move export grain to the ports. Questions were 
raised about congestion of freight cars at ports, and Mr. Clark, 
of the A. A. R., said that “very little” railroad equipment was 
tied up at the ports and that the present car supply was not 
affected by port conditions. 

Mr. Jepson said that his company would be “perfectly 
agreeable” to load westbound empties “any way they wanted 
us to.” He suggested that some penalty might be imposed on 
shippers who disregarded loading instructions as to such cars, 
and that denial of box cars to such industries might be an 
effective penalty. 

Mr. Mellinger said that industries at Warren had been 
forced to use motor carrier service; that this meant increased 
expense, as motor rates, particularly on long hauls, were con- 
siderably higher than rail rates, and that the financial stability 
of the Warren industries was threatened. 


Rejection of “Atomic Bomb” Order 


Mr. Morgan said his company had to “turn down” an order 
for a federal atomic bomb project because of the box car de- 
ficiency. Mr. Deimel said the production lag resulting from 
the car shortage was resulting in ill will of labor toward man- 
agement. 

Senator Capehart wondered if Mr. Deimel’s company would 
be willing to have its steel supply curtailed in order that more 
steel might be provided for freight car builders. Mr. Deimel 
said he deemed it advisable, but that he could not say what his 
company would do. 

Mr. Forshey wondered why the “national emergency” in 
transportation was not being recognized now, so that the car 
shortage would not continue through this and the next two 
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years. He said he thought the Wherry bill (S. 446) to make it 
mandatory for the Commission to make and enforce regula- 
tions assuring a more equal distribution of cars (see Traffic 
World, Feb. 8, p. 411) would bring about faster release of cars 
by the carriers. He said he favored legislation with respect to 
car service “only for an emergency.” He reported that 4% days 
were required to move out of the Toledo yards a car that had 
been loaded by a Toledo mill, and that a car that had been 
loaded on February 7, destined for Battle Creek, Mich., a dis- 
tance of 120 miles, was in Jackson, Mich., on February 13, 
awaiting switching. 
Capehart on Transit Time Study 


Senator Capehart wondered if 100 shippers would volunteer 
to supply information about the transit time required on ship- 
ments from their plants and suggested that National Industrial 
Traffic League members might report such information an- 
onymously to League headquarters. At the time he made the 
suggestion, no League representative was present in the hearing 
room. Senator Capehart averred that the railroads were losing 
money by not expediting their service and providing cars for 
industries that needed them, and said it seemed to him the 
faces of railroad executives would be red if they listened to the 
reports of long delays of shipments in transit. _ 

Senator Reed averred that the best single index of effi- 
ciency of freight car movement was the average number of 
miles per car per day, and maintained that this average re- 
mained good. ’ , F 

Some of the witnesses, particularly those producing brick, 
sewer tile, and other building material, pointed out that in- 
ability of their plants to move their product was retarding the 
federal housing program. 


Shippers’ Board Survey 


Mr. Russell, of the Allegheny Shippers’ Advisory Board, 
reported that a survey made by the board had shown that the 
box car shortage had entailed added expense of $43,560 in the 
period from January 16 to January 31, 1947; that 27 shippers 
in the area comprising the board membership had curtailed 
operations to the extent of from 20 to 50 per cent, because of © 
inadequate car supply, and that 14 shippers had shown losses 
of man-hours totaling 80,640 in the last half of January. __ 

Mr. Boynton reported that instances of buyers of finishing 
lime sending trucks from points as far distant as Miami, Fla., 
to northwestern Ohio were common occurrences; that in this 
way truck transport had partially offset the box car shortage, 
but that “it is apparent that a lime plant which receives as 
little as 6 to 10 per cent of its box car requirements cannot be 
relieved appreciably by trucks.” 


Higher Demurrage Proposed 


Mr. Apt suggested that more cars would become available 
if demurrage charges were increased. Under present conditions, 
he averred, shippers who received inbound carload shipments on 
Saturdays would rather pay a small demurrage charge than 
pay “time and a half” overtime wage rates for unloading of such 
shipments on Saturday. He said some industries were willing 
to pay a small demurage, rather than lose the car. The present 
emergency. warranted drastic action, he contended. He main- 
tained that “there certainly can be a more equitable distribu- 
tion of cars.” 


Capehart Suggests Five Steps 


Senator Capehart, subcommittee member, stated in the 
course of hearing of further testimony by shippers in Official 
Territory, on February 19, that information the subcommittee 
had received led him to conclude that five steps could be taken 
to bring about relief of the box car situation. 


These steps, he said, were: (1) production of more box 
cars; (2) faster movement of cars how in service; (3) faster 
unloading; (4) better distribution of the cars, and (5) loading 
of the cars in both directions (east and west) and thus avoid- 
ing the transportation waste occurring in the present long- 
distance movement of empty cars from the east to the west. 

Freeman Bradford, of Indianapolis, secretary and general 
manager of the Indianapolis Board of Trade, described the 
grain car shortage in Indiana as probably far more serious 
now than it was in the states west of the Mississippi. He said 
the Indiana Grain Cooperative had on hand 1,500,000 bushels 
of corn ordered by the Commodity Credit Corporation for ex- 
port, but that even with the help of the C. C. C., cars for move- 
ment of this corn could not be obtained and that there was 
danger of germination and spoilage of the corn if it was not 
moved out before warm spring weather arrived. Mr. Clark, 
of the A. A. R., explained that service order No. 648, which 
had the effect of requiring priority for movement of export 
grain to ports from about 30 primary markets, did not apply 
to Indiana grain. Senator Reed remarked that the grain trade 


fou did not like the service order or any kind of priori- 
ties, and Mr. Bradford agreed with that. 


No Cars for Government Grain 


Mr. Bradford said he was advised that the government 
had announced allocation of 1,500,000 long tons of grain and 
grain products for the March export program, and that corn 
included in this program would be exported through Atlantic 
ports only. He suggested that the corn nearest the ports, Indi- 
ana corn included, be moved first, so as to keep down the turn- 
around time and conserve transportation. 

He described as “rotten” the railroad service now being 
provided and said that in 8% years in the Central Freight 
Association, as a member of its traffic committee, he had never 
seen railroad service as bad as it was now. He stated that 1¢ 
carloads of grain originating in Illinois on February 6 were 
still in Indianapolis on February 11 and were not yet on the 
inspection tracks at Indianapolis. He said there were records 
of car movements from Indianapolis to Cincinnati taking 11 
days, and Senator Capehart said that one could walk that dis- 
tance in less time. 


Transit Time Inquiry 


Noting the presence of Mr. Lacey, of the National Indus- 
Traffic League, at the hearing, Senator Capehart asked 

for Mr. Lacey’s help in assimilating information from shippers 
as to transit time on their shipments. Mr. Lacey said: his office 
had many letters from members in all parts of the country 
reporting that the transit time on their shipments was “rotten” 
or “lousy.” He said rail labor performance had deteriorated; 
that on one Chicago railroad there were 12 “tricks” that could 
not be worked because the men were not there, and that cut- 
ting off five or six days of transit time on shipments that now 
were being delayed in transit would result in a great saving 


of cars. 

“I seriously doubt that many of the railroad. executives 
realize the time taken in transit,” Mr. Lacey said. 

He added that he would like to have assistance in conduct- 
ing the survey requested by Senator Capehart, as he did not 
want the charge to be made that he had “hand-picked” the 
a from whom reports on transit delays were to be 
sought. 

After Mr. Bradford proposed that efforts be made to ob- 
tain more steel for car repairs and for new cars, Senator Reed 
said he hoped arrangements could be made for construction of 
at least 10,000 new cars a month, since cars were being retired 
at the rate of 85,000 a year and the presently pro ed 
output of 7,000 new cars a month would amount to only 84,000 
a year. 

Illinois Called “Forgotten Land” 


Lawrence Farlow, of Bloomington, Ill., secretary of the 
Farmers Grain Dealers Association of Illinois and chairman of 
the in committee of the Midwest Shippers’ Advisory Board, 
said that “during the last year Lllinois has been the forgotten 
land in the matter of car distribution.” In November and De- 
cember, he said, Illinois grain elevators were required to han- 
dle 50,000 carloads of new crop corn, but the railroads fur- 
nished only 30,000 cars and the balance moved by truck, the 
trucked corn bringing the producers in some cases 10 cents 
less per bushel. Referring to a statement by an A. A. R. spokes- 
man last October that the railroads were filling 92 per cent of 
the orders for freight cars, Mr. Farlow saw difficulty in recon- 
ciling that with his information, obtained a few days later, 
that the Illinois Central had 400 cars on order and could sup- 
ply only 60, while the Alton had orders for nearly 500 cars and 
had only 10 to supply. 

George A. Ekiss, manager of the Farmers Cooperative 
Grain Co. at Dalton City, Ill, said the grain car shortage was 
now worse than it had been any time in the war and suggested 
that the problem would be solved “if you take the government 
out of the grain and box car business.” 


Urges Effort by Individual Roads 


That there was need for greater effort by individual rail- 
roads toward attainment of freight car efficiency and that the 
A. A. R. car service division was “doing a fine job, as far as it 
can go,” was the opinion expressed by Joseph A. Quinlan, vice 
pen St. Regis x Co., New York City, chairman of the 
executive committee of the Atlantic States Shippers Advisory 
Board, who also represented the Associated Industries of the 
State of New York. 

He remarked that Chairman Kendall of the car service di- 
vision and his organization had “great zeal,” but that they did 
not actually run the railroads. Recently, he said, there had been 
reports of whole trains of freight cars being ‘“‘cut off” and left 
in yards two or three days. 

“T am not satisfied,” he said, “that right down the line of 
railroad management, from: top to bottom, there is a thorough 
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understanding of the great importance of maximum use of the 
instrumentalities in their own hands.” 

He averred that the individual railroads needed to instill 
in the minds of their own employes the necessity for coopera- 
tion in loading and unloading. He maintained there was a need 
for 8,000 new cars a month, coupled with more efficient use of 
cars now available. He urged that eastern shippers be per- 
mitted to load cars now being sent to the west empty. 


Hogan Tells of Production Curtailment 


R. F. Hogan, traffic manager of the Warner Co., of Phil- 
adelphia, and president of the Atlantic States Shippers’ Ad- 
visory Board, told of curtailment of production by his company 
because of car shortages. E. S. Gubernator, traffic manager of 
the Lehigh Portlant Cement Co., Allentown, Pa., supported, in 
general, the testimony Mr. Quinlan had presented. John F. 
Coyle, of the Eastman Kodak Co., Rochester, N. Y., represent- 
ing the chairman of the Associated Industries of the State of 
New York, expressed disagreement with contentions of some 
carrier spokesmen that it would be extremely difficult if not 
impossible to control the use by shippers of empty box cars en 
route from the east to the western grain belt and spotted at 
their plants for loading. 

W. E. Maloney, secretary of the Corn Exchange of Buffalo, 
N. Y., described at some length the freight car deficiency expe- 
rience of shippers of feed, flour and grain at Buffalo. In the 
course of his testimony, he submitted a statement showing that 
days of delay in transit, in January, on 425 cars of grain and 
its products and by-products from C. F. A. and W. T. L. terri- 
tories to one feed manufacturer at Buffalo, in road haul service 
only, averaged 3.63 days. His statement showed that the total 
number of days in transit for these 425 cars was 3,423; that the 
average number of days in transit per car was 8.05, and that 
the “established or scheduled” time in transit for the 425 cars 
was 1,925, or an average of 4.53 a car. 


Evans Foster Stearns, research director of Stearns & Foster 
Co., Lockland, O., manufacturers of cotton wadding, mattresses, 
etc., said that in the period February 1-15, inclusive, his com-, 
pany had received only 12 cars, representing only 15 per cent 
of the corresponding number supplied to it in the same period 
in 1946. He said he was not convinced that all other shippers, 
excluding grain shippers, were getting only 15 per cent of their 
February-1946 car supply. Mr. Clark, of the A. A. R., said he 
would “take a look at the situation” to see whether something 
had gone wrong with the car distribution in the Lockland area. 

‘ Joseph Cermak, secretary of the Structural Clay Products 
Institute, on behalf of Ohio producers of clay products, averred 
that box car shortages were adversely affecting the housing 
program by holding down shipments of tile and other materials 
used in that program. 


President Is Concerned 


In answer to questions at his press conference, February 20, 
President Truman said that, of course, he regarded the box 
car shortage as a vital matter. He said that he and his staff 
of assistants were working on the problem and had been work- 
ing on it for some time, and that they were doing all they could 
to alleviate the shortage. 



























































FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 3,614 
freight cars and an average daily shortage of 29,735 freight 
cars for the week ended February 8, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 440; flat, 183; gondola, 8; hopper, 34, and miscellaneous 
cars, 2,949. 

The shortage was made up as follows: Plain box, 19,532; 
auto box, 28; flat, 85; gondola, 4,225; hopper, 5,443; and mis- 
cellaneous cars, 422. 


Freight Car Builders 
to Report Progress 


Periodic reports on the progress made by freight car build- 
ers in obtaining steel, lumber and other components would serve 
as a basis for informal action through which the Civilian Pro- 
duction Administration would support a program for producing 
7,000 new freight cars monthly, C. P. A. said, adding: 
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The reporting system was set up at a master meeting of the Freight 
Car Builders Industry Advisory Committee in order that C. P. A. may 
give as much informal assistance as possible to the industry. More thal 
22 car builders and railroads are included in the production program. 

Since the steel industry has promised to provide steel for freight 
cars, each builder should set his own level of production on the basis 
ye vot teal to negotiate with the steel producers, committee members 
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tons of steel monthly in order to double the present domestic freight 
car deliveries and accelerate repairs, car builders expressed some doubt 
as to their ability to increase the output immediately. They agreed, 
however, that appreciable results would be attained by the end of the 
second quarter of 1947. . ‘ 

C. P. A. officials pointed out that the steel industry program does 
not become fully operative until April, although some steel company 
officials promised to provide as much assistance as possible to the 
program in March. They also promised the car builders some informal 
CPA assistance in obtaining lumber, insulation and other hard-to-get 
items. 

The steel product classification of the 165.000 tons promised monthly 
by the steel industry is approximately as follows: Plates, 63,000 tons; 
shapes, 37.000 tons; bars, 24,000; sheets, 22,000: axles, 12,500; pipe, 3,600 
and billets, 2,700 tons. Approximately 102,000 tons monthly of this 
amount is for new cars and the rest for repairs, maintenance and oper- 
ating supplies. 
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ROLLING STOCK ADDITIONS 


Class I railroads on February 1, 1947, had 69,538 new 
freight. cars on order, the Association of Arherican Railroads 
announced. On the same date last year, they had 38,090 on 
order. Since February 1, this year, additional orders for freight 
cars had been placed, said the A. A. R., adding: 


New freight cars on order February 1, this year, included 19,373 
hopper, including 2,073 covered hoppers, 4,520 gondolas, 886 flat, 28,716 
plain box, 5.366 automobile, 9,609 refrigerator, 750 stock and 318 miscel- 
laneous freight cars. 

Tney also had 639 locomotives on order February 1, this year, com- 
pared with 454 on the same day in 1946. The number on order on 
February 1, 1947, included 53 steam, six electric and 580 Diesel loco- 
motives compared with 81 steam, six electric and 367 Diesel one year 
ago. 

Class I railroads put 2.795 freight cars in service in January com- 
pared with 2.457 in the same month last year. Those installed in the 
past month included 435 hopper, including 46 covered hopper, 185 gon- 
dolas, 42 refrigerator, 524 automobile box, 1,299 plain box, 210 flat and 
100 miscellaneous freight cars. : 

They also put 74 new locomotives in service in January, of which 
seven were steam, and 67 were Diesel. New locomotives installed in 
January, 1946, totaled 21, of which eleven were steam, and ten Diesel. 

The figures given above include only locomotives and commercial 
service freight cars installed and on order by Class I railroads and by 
railroad-owned refrigerator car lines. Locomotives and cars installed 


or on order by private car lines, shortlines or industrial railroads are 
not included. 


Revenue Freight Loading 


Revenue freight loading the week ended February 15 to- 
taled 799,977 cars, according to the Association of American 
Railroads. This was 4.2 per cent above the preceding week; 13.1 
per cent above the corresponding week last year, and 1.9 per 
cent above the corresponding week of 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 51,624 cars, 4,320 above preced- 
ing week and 219 cars below corresponding 1946 week. 

Livestock, 13,320 cars, 2.044 above preceding week and 
4779 below corresponding 1946 week. 

Coal, 178,935 cars. 2.579 above preceding week and 2,905 
below corresponding 1946 week. 

Coke, 14,509 cars, 143 above preceding week and 6,710 
above corresponding 1946 week. ; 

Forest products, 49,797 cars, 1,675 above preceding week 
and 13,479 above corresponding 1946 week. 

Ore, 12,233 cars, 938 above preceding week and 6,821 above 
corresponding 1946 week. 

Merchandise, L. C. L., 119,097 cars, 5,938 above preceding 
week and 765 above corresponding 1946 week. 

Miscellaneous, 360,462 cars, 14.859 above preceding week 
and 73,051 above corresponding 1946 week. 


Cumulative Freight Loading 
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RAIL FINANCIAL DATA 
roducing 


At the end of November, 1946, Class I railroads, exclusive 
of switching and terminal companies, had total current assets 
of $3.758,222,523, including $1,051,147,113 in cash and $1,190,- 
%0,892 in temporary cash investments, as compared with total 
current assets of $4.841,690,913, including $1,266,435,900 in 
tash and $1,761,754.328 in temporary cash investments, at the 
end of November, 1945, according to a statement, No. M-125, 
selected income and balance sheet items of those roads, pre- 
pared by the Commission’s Bureau of Transport Economics 
and Statistics. 
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The statement showed that $91,385,321 of funded debt 
would mature within six months from November 30, 1946. This 
compared with funded debt of $217,366,032 matured in the 
comparable period ended November 30, 1945. 

Total current liabilities stood at $1,829,195,997 at the end 
of November, 1946, as against $2,772,818,868 at the end of 
November, 1945. Included in the current liabilities was ac- 
crued tax liability of $536,413,477 at the end of November, 
1946, as. against $1,330,621,673 at the end of November, 1945. 
U. S. Government taxes accounted for $410,019,024 of the 
accrued tax liability at the end of November, 1946, as against 
$1,190,454,581 at the end of November, 1945. 


January Freight Revenue Up, 
Passenger Revenue Down 


Based on advance reports from eighty-seven Class I rail- 
roads, whose revenues represent 81.6 per cent of total oper- 
ating revenues, the Association of American Railroads today 
estimated that railroad operating revenues of $556,570,180 in 
January, 1947, increased 6.5 per cent above the same month 
of 1946. This estimate, it was pointed out, covers only oper- 
ating revenues and does not touch upon the trends in operat- 
ing expenses, taxes, or final income results. 

Estimated freight revenue of $446,119.774 in January, 1947, 
was greater than in January, 1946. by 21.2 per cent, but esti- 
mated passenger revenues of $68,151,889 decreased 39.5 per 
cent. Data by districts follow: 


Eastern District. Thirty-four Class I railroads, whose revenues 
represent 90.5 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $285,201,856 in Janu- 
ary, 1947, increased above January, 1946, by 12.1 per cent. Freight 
revenue Of $226,304.742 was estimated to have increased 24.8 per cent 
but passenger revenue of $38,993,796 was estimated to have decreased 
28.8 per cent. 

Southern Region. Sixteen Class I railroads, whose revenues repre- 
sent 64.4 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $63,118,827 in January, 1947, 
increased above those in January, 1946, by 9.1 per cent. Freight revenue 
of $51,601.815 was estimated to have increased 22.9 per cent, but pas- 
senger revenue of $6,930,539 was estimated to have decreased 41.1 per 
cent. 

Western District. Thirty-seven Class I railroads, whose revenue 
represent 77.9 per cent of total operating revenues in the Western Dis- 
trict, estimated that their operating revenues of $208.249,497 in Janu- 
ary, 1947, were less than in January, 1946, by 1.0 per cent. Freight 
revenue of $168,213.217 was estimated to have increased 16.1 per cent 


but passenger revenue of $22,227,554 was estimated to have decreased 
51.8 per cent. 


Monthly Transport Comment 
Restates Rail Revenues 


In the monthly comment on transportation statistics, pre- 
pared bv the Commission’s Bureau of Transport Economics 
and Statistics, and released as information, not considered or 
adopted by the Commission, dated February 13, the bureau 
restates rail financial results for 1946 and 1945, eliminating 
from the 1945 figures the amounts charged to operating ex- 
penses for accelerated amortization of defense projects, and 
the income tax carry-backs for 1946. 

The bureau said that, on the “as reported” basis the 1946 
net railway operating income for all Class I roads was 27.1 
per cent below that of 1945, while on the adjusted basis the 
decline was 55.5 per cent. It said that, although operating 
revenues in 1946 were 42.7 ner cent above those of 1941, oper- 
ating expenses increased 73.5 per cent “and that despite the 
large amount of federal income tax credits in 1946 ($170 mil- 
lion) .. . the net railwav operating income of $619 million was 
38 per cent below the 1941 figure. The net income for 1946 is 
estimated at $280 million, as compared with $447 million in 
1945, and $500 million in 1941.” 

Included was a table showing estimated net income for 
1946 and 1945, with the adjustments aforementioned which, 
said the bureau, showed the net income as $110 million for 
1946 as compared with $607 million in 1945, or a decline of 
81.9 per cent. 


As to ratio of net railway operating income to operating 
revenues, the bureau said: 


The percentage relationship of net railway operating income (before 
federal income taxes) to total operating revenues is useful as a 
measure of railway earnings over a series of years because it is based 
primarily on operating results, without regard to the effect of federal 
income taxes. The amounts of such taxes depend not only on earnings 
from operations but are affected by changes in the tax laws, adjustment 
of prior years’ taxes and by such important items in the ‘carriers’ 
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accounts as other income, miscellaneous deductions from income, and 
fixed and contingent charges. A comparison of such percentages to- 
gether with the data upon which they are based for the years 1936, 
1941, and 1946, by districts or regions, for class I line-haul steam 
railways is given below. Differences between total operating revenues 
and the net railway operating income before federal income taxes repre- 
sent operating expenses, payroll taxes, other taxes, and equipment 
and joint facility rents, all of which with minor qualifications, are 
expenditures closely related to operations. 

It will be noted that the ‘‘net’’ referred to above for class I roads 
as a whole was 17.2 per cent of the operating revenues in 1936, 21.9 per 
cent in 1941, and dropped to only 7.9 per cent in 1946, despite the fact 
that the revenues for that year were 88 per cent above those of 1936 
and 43 per cent higher than in 1941. The sharp decline in the 1946 
‘net’? was largely the result of increases in labor and material costs 
and in payroll and ‘‘other taxes.’’ While the percentage relation of 
operating net to operating revenues dropped sharply in each district,or 
region in 1946 as compared with 1941, the decline in the Eastern district 
from 19.9 to 3.1 was particularly precipitous. The Pocahontas region 
because of the nature of its traffic and other factors usually shows net 
earnings which are much more favorable than those of the other 
territories. 


As to rate of return, on the adjusted basis for 1945 and 
1946, the bureau included a table in the comment showing the 
rate of return for 1946 on the reported basis as 3.16, and the 
1945 return as 4.33 per cent. As restated, it showed the 1946 
rate of return as 2.29 and the 1945 rate as 5.16 per cent. 


Length of Haul 


Commenting on a table, the bureau said for each of the 
months of August-November, the percent of increase in the 
number of tons of freight carried in 1946 over 1945 regularly 
exceeded the corresponding percentages for ton-miles, indi- 
cated the decreased average length of haul. For example, it 
said, the average haul a revenue ton a road dropped from 230.4 
miles in September, 1945, to 218.3 miles in the same month of 
1946, and that the corresponding figures for November were 
296.5 and 221.9. A similar comment applied to passengers car- 
ried and passenger-miles, it said, adding that the average 
journey a passenger a road was 109.6 miles in November, 1945, 
and 69.8 miles in November, 1946. The average journey a road, 
it said, was based on inclusion of both coach and Pullman 
traffic. 

Carloadings 


The bureau had the following comment to make in esti- 
mated car loadings: 


Estimates of loadings of grain and grain products in February, 
made by the Production and Marketing Administration of the Depart- 
ment of Agriculture, have been increased substantially over previous 
estimates for the month, due to several factors: an increased export 
program, good winter wheat crop prospects, and unusual demand re- 
flected in market conditions. If railroad car supply in the producing 
area continues at its current level, P. M. A. expects an average of 
59,200 cars weekly to be loaded this month, as compared with 53,887 
cars in January, 1947, and 52,207 cars per week in February, 1946. 
Estimated loadings for March and April average 53,850 and .51,150 cars 
per week, respectively, or 13.8 and 45.7 per cent above the correspond- 
ing months of 1946. 

Live stock loadings are expected to tend toward a normal seasonal 
balance in the next three months. P. M. A. notes the near-record 
number of cattle on grain feed on January 1, a smaller number of hogs 
for slaughter and of sheep and lambs on feed, and favorable market 
prices, in estimating weekly loadings of 17,000 cars in February. Re- 
quirements are the same as actual loadings in January, 1947, but 6.7 
per cent under abnormal loadings in February, 1946. The March esti- 
mate of 16,300 cars is 500 cars per week above loadings in March, 1946, 
while the April forecast of 17,400 cars weekly is about 500 cars under 
actual live stock loadings last April. 


P. M. A. anticipates a seasonal decline of about 15,000 cars from 
January in February loadings of 170,400 cars of ‘‘perishable and semi- 
perishable domestically produced commodities that normally move in 
refrigerator cars.’’ The February estimate is but slightly above actual 
loadings of these commodities in February, 1946. Expected loadings 
of 183,600 cars in March and 191,000 cars in April are 1.1 and 5.2 per 
cent above loadings in the corresponding months of 1946, due in large 
part to prospective increases in shipments of meat. Total refrigerator 
car shipments of fresh fruits and vegetables in February are expected 
to be about the same as last year, but there is considerable regional 
variation. Sizeable declines from February, 1946, are anticipated in 
the North Central and North Pacific sections and Texas, while large 
increases are expected in Florida and the South Pacific section. The 
declines should come in loadings of potatoes, apples, and Texas mixed 
vegetables, while the increases will be accounted for primarily in 
heavier loadings of citrus fruits, cabbage, celery, and tomatoes in 
Florida, and carrots, lettuce and romaine, and mixed vegetables from 
California and Arizona. These predictions, however, were based on 
weather conditions prevailing before the Florida freeze. 


Air Line Traffic 


The bureau said that, for the 10 months ended with Oc 
tober, 1946, traffic on domestic airlines in the United States 
as measured in revenue passenger-miles increased 80.7 per cent 
over the same 1945 period, while revenue passenger-miles re- 
ported by Class I steam railways for parlor and sleeping car 


traffic declined 19.6 per cent. It showed in an accompanying 
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table that, in 1936, the percentage relation of domestic airline 
passenger miles to combined air and first class railway pas- 
senger-miles was 6.1, as compared with 22.0 for the first 10 
months of 1946. As the result of war conditions and the enor 
mous increase in the volume of rail travel, it said, the airlines’ 
proportional of first class traffic was smaller in the years 1942- 
1944 than in the three preceding years. In each of the months 
May-October, 1946, it added, the airlines had reported more 
passenger-miles than in the full calendar year 1938. 


Rail Overtime Payments at Peak 


An all-time peak of $513 million in overtime payments to 
employes of Class I line-haul steam railways was reached in 
1945, said the bureau. Observing that such overtime payments 
were very large in the war years, it said the all-time peak of 
1945 was 13.30 per cent of the total wages paid. 

_“In the year 1939,” said the bureau, “only $64 million was 
paid for overtime or 3.44 per cent of the total payroll.” 

It added that’ for the 11 months ended with November, 1946, 
such payments amounted to about $333 million (including back- 
pay adjustments of overtime applicable to the early months of 
1946, estimated at about $15 million) as compared with $470 
million for the same period of 1945 or a reduction of $137 
million. 

“However,” continued the bureau, ‘“‘on the basis of returns 
for the first 11 months of 1946 it appears that overtime payments 
for the full year will amount to over $360 million which is 
greatly in excess of that reported for any year prior to 1943.” 


D. of C. Says All Traffic 
10 Per Cent Lower in 1946 


The total volume of all passenger and commodity traffic 
carried in 1946 by United States rail, air, intercity bus and 
truck, and domestic waterway lines was about 10 per cent below 
1945, according to a statement of the Department of Commerce. 
However, the 1946 volume was about 34 per cent above 1941, 
it said, and continued: 


Passenger traffic declined far more than commodity traffic, the drop 
from 1945 to 1946 being 20 per cent and 8 per cent, respectively. In 
contrast to passenger traffic, an upturn occurred in the volume of com- 
modity traffic during the second half of the year despite the coal strike. 

The most significant changes in 1946 were in the railroad industry. 
During the war years rail ton-miles registered gains far greater than 
increases in freight carloadings due to the longer average haul and 
heavier loadings of cars. The average haul declined 15 per cent in 1946 
as compared with 1945, and the average car loadings were 5 per cent 
lighter in 1946 than in 1945. 

However, both the average rail haul and the average rail load in 
1946 were still about 15 per cent higher than in 1939. There are many 
indications that some of the wartime increase in efficiency will be 
retained. 

Despite a decline of 2 per cent in rail carloadings during, 1946, there 
is a continuing high demand for freight cars. The number of new cars 
put into service during the year was 40,377, about one-third less than 
the number permanently taken out of service. There was little change 
in the number of freight cars awaiting repair, and the number of serv- 
iceable cars owned by Class I railroads declined about one per cent 
during the year. However, the installation of new freight cars rose 
from 8.006 in the first quarter of 1946 to 12.369 in the third quarter. 

Because of accumulated steel shortages and export commitments, 
the number of new freight cars built in the final quarter of 1946 was 
only 9,752. The outlook for 1947, based on the present allocation of 
steel, is that new freight car production will average 7.000 a month. 
Anticipated outlays for equipment by Class I line-haul railways is $175 
million in the first quarter of 1947 as compared with actual expenditures 
of $50 million in the same period of 1946. 

The sharpest relative decline in commodity traffic from 1945 to 1946 
was registered by the scheduied airlines whose total ton-miles fell from 
88 million to 69 million. This decline occurred despite an increase of 
about 60 per cent in express and freight ton-miles. The air-mail volume 
was cut in half due principally to the diminished demand for air-mail 
service to and from the armed forces. For the first time in airline his 
tory the ton-miles of express and freight in 1946 exceeded air-mail 
volume, 

Air passenger-miles of scheduled airlines increased about 70 per cent 
from 1945 to 1946, bringing their volume to about eight times the 1939 
level. Air passenger-miles in 1946 amounted to about 40 per cent of the 
passenger-miles in the rail Pullman service. 

The number of airplanes in scheduled domestic airline service in- 
creased from 397 in December, 1945, to 655 in December, 1946. The larger 
capacity of the newly-acquired aircraft resulted in an increase of about 
125 per cent in seating capacity and a noticeable decline in the pas 
senger load in relation to the total available seats from 1945 to 1946. 

The trucking industry, which is well adopted to the movement of 
miscellaneous manufactured products, was especially benefitted by the 
shift in production during 1946 from military to civilian goods. This 
factor, in addition to the near-record agricultural output and the elim: 
ination of wartime equipment and fuel shortages, resulted in a 1946 
truck loading volume almost equal to the 1943 peak. 

During 1946 there were heavier truck loadings of all classes of com: 
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modities than in 1945, except petroleum and heavy machinery. The 
largest gains in loadings were in general merchandise, motor vehicles, 
building materials and agricultural products. 

The resumption of long-haul traffic in both intercoastal trade and 
tanker movements from the Gulf coast to the east coast brought a sub- 
stantial increase in total domestic waterborne ton-miles from 1945 to 
1946 despite declines in volume carried on the inland waterways. 


MEDIATION BOARD REPORT 


The National Mediation Board has made public its twelfth 
annual report covering the fiscal year ended June 30, 1946. 

The board said that in the year covered by the report 
when strikes, threatened strikes or lockouts had been more 
numerous than ever before in industry generally, carriers and 
employes under the railway labor act had not been spared from 
interruptions in usual peaceful relations. 

“Because of these relatively few labor troubles, it has been 
asserted in some quarters that the railway labor act has out- 
lived its usefulness and should be replaced by new legislation 
of one form or another,” said the board. ‘These proposals take 
no cognizance of the acts passed and current day by day settle- 
ment of disputes arising between rail and air carriers and their 
employes. 

“In 1946, the number of cases settled by mediation was 221, 
which was higher by 9 per cent than in any previous year since 
the law was enacted in 1926. In other cases adjusted during 
the year, disputes already on the board’s docket were referred 
back to the parties and adjusted through further negotiations 
between the carrier and the employes on the property. In still 
additional cases, the parties were induced to make settlements 
by resort to binding arbitration. All this was accomplished 
despite the fact that the year 1946 was marked by prolonged 
and costly strikes in many other industries.” 

The report then reviewed the various strikes on the rail- 
roads including that of May 23, 1946, described as by far the 
most disruptive tie-up in the history of American Railroads. 
A total of 14 emergency boards reported in the fiscal year, 1946, 
said the report. The report also includes the report of the 
National Railroad Adjustment Board. 


RUTLAND VACATION PAY DISPUTES 


In three reports submitted to the President covering vaca- 
tion pay disputes between the Rutland Railroad Co. and em- 
ployes represented by the Order of Railroad Telegraphers, the 
Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, Express and Station Employes, and the Brotherhood of 
Maintenance of Way Employes, an emergency board composed 
of Frank M. Swacker, John A. Fitch, and Robert W. Woolley, 
has recommended that the vacation question be held in abey- 
ance until wage increase demands had been disposed of. In each 
of the three reports, the board said: 


Considering the precarious financial condition of the carrier and 
the large amount involved in the unsettled wage disputes, aggregating 
over ten times as much as the cost of the vacations demanded by all 
of the non-operating crafts, we consider that it would be preposterous 
for us to recommend that the trustee enter into the proposed vacation 
agreement before and without any settlement of the immensely larger 
wage question. The cash situation is so close that, to prefer any one 
group of employees, might very easily be at the expense of other em- 
ployees and probably, ultimately, all of them. 


N.M.U. Will not Seek Portal Pay 


Merchant seamen have been advised that they have no 
tight to expect any overtime payments from possible portal-to- 
portal suits. Authority for the statement was William L. 
Standard, counsel for the National Maritime Union, who said 
that, since all portal-to-portal suits were based under the 
fair labor standards act, and since seamen were specifically 
exempted from the operations of that act, they had no basis for 


i @bortal-to-portal claims. He added that even if the law were 


to be amended to include seamen, there would be no basis for 
Suit. ; 

This opinion assured the shipping industry that the N.M.U. 
Would not sue, and it was also believed that other maritime 
tnions would refrain from such suits as a consequence of the 
opinion. 

Meanwhile, the shipping industry as a whole is watching 
With interest the attempts of maritime union members generally 
to throw off communist leadership in their unions. 

_. Recently, the Committee for Maritime Unity was forced 
Into dissolution, mainly because Joe Curran, president of the 
N.M.U., took his union out of the committee, charging commun- 
St influences were running it. This action, while it split the 
‘.M.U. wide open and caused the desertion of another union, 


9464 "8S not upheld by the various locals of the N.M.U. 


A vigorous battle ensued within the N.M.U., between 
Joe Curran and communist rivals for leadership. The com- 
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munists tried to get rid of Curran, and Curran attempted to 
force the resignation of officers opposed to his policies. Neither 
have yet prevailed. 

Shipping circles, however, point to the dissolution of the 
C.M.U., and to Curran’s belated struggle against the known 
communists in his union as hopeful signs for a more peaceful 
future as regards maritime labor relations. 


“BIG INCH” PIPELINES SOLD FOR NATURAL GAS 
Sale of the two “Big Inch” pipelines built by the federal 
government in the World War II period to the Texas Eastern 
Transmission Co., of Houston, Tex., whose bid of $143,127,000 
was the highest of six received by the War Assets Administra- 
tion, in response to its second call for bids, was announced by 
Robert M. Littlejohn, head of the W. A. A., in a press confer- 
ence in Washington. He said the sale would remain subject 
to approval by the Department of Justice and to the issuance 
of a certificate of public convenience and necessity to Texas 
Eastern Transmission Co. by the Federal Power Commission. 
Texas Eastern offered $77,002,326 for the so-called “Big Inch” 
pipeline and $66,124,674 for the “Little Big Inch” line, the 
W.A. A. stated. It said that George R. Brown, of Houston, was 
chairman of the board of Texas Eastern and that E. Holley Poe, 
of New York City, was president of the company. 
Bids received on the two pipelines on July 31, 1946, by the 
W. A. A. were rejected last November by Administrator Little- 
john on the ground that they provided inadequate cash return to 
the federal government. 


SHORT LINE DIRECTORS’ ACTION 


The board of directors of the American Short Line Rail- 
road Association has authorized participation by the associa- 
tion on behalf of its membership to the extent authorized by 
members in connection with pending car service and per diem 
dockets before the Commission and anticipated petition for an 
increase in railway mail pay. 

The directors decided to hold the 34th annual meeting of 
the association at the Hotel New Yorker, New York City, Octo- 
ber 16 and 17. 


BURLINGTON SHIPPERS’ ASSOCIATION ELECTION 


The Burlington Shippers’ Association, at its recent annual 
meeting at the Hotel Burlington, elected the following officers: 
President, P. W. Bonewitz, Bonewitz Chemicals, Inc.; vice- 
president, F. J. Delaney, Midwest Biscuit Co.; treasurer, G. D. 
Parker, Lagomarcino-Grupe Co.; executive secretary and di- 
rector of traffic, F. L. Partridge, who begins his seventh year in 
that post. 

Following are members of the association’s board of direc- 
tors: 


Milton Blaul, president, John Blaul’s Sons Co.; P. W. Bonewitz, 
president, P. W. Bonewitz Chemicals, Inc.; F. J. Delaney, president, 
Midwest Biscuit Co.; Carl Dwight, president, Schramm & Schmieg Co.; 
J. L. Ferguson, works manager, J. I. Case Co.; M. E. Fink, president, 
Murray Iron Works Co.; N. N. Jones, president, Drake Hardware Co.; 
A. J. Klein, president, Klein Manufacturing Co.; C. S. Leopold, presi- 
dent, Leopold Co; J. C. Minton, assistant vice-president, McKesson & 
Robbins, Inc.; G. D. Parker, manager, Lagomarcino Grupe Co.; W. H. 
Plock, secretary, Chittenden & Eastman Co.; D. T. Riley, president, 
Riley Bros., Inc., G. A. Smith, traffic manager, Iowa Soap Co.; and 
M. E. Sandell, president, Benner Tea Co. 


The association is 27 years old. 


PACIFIC COAST ADVISORY BOARD 


Carl R. Gray, Jr., vice-president of the Chicago & North 
Western Railway, at Chicago, will be the speaker at a luncheon 
to be held March 13 in the Palace Hotel, San Francisco, in con- 
junction with the annual meeting of the Pacific Coast Trans- 
portation Advisory Board. The luncheon will be jointly sponsored 
by the San Francisco Chamber of Commerce, Industrial Traffic 
Club of San Francisco, Junior Traffic Club of San Francisco, 
Pacific Railway Club, Pacific Traffic Association, Transporta- 
tion Club, and Women’s Traffic Club. 

Among the committees scheduled to meet March 12 are the 
freight claim prevention, central car efficiency, executive, legis- 
lative, and railroad contact committees. 


TOWMOTOR’S PLANT EXPANSION PROGRAM 


Towmotor Corporation, Cleveland, manufacturer of fork lift 
trucks and industrial tractors, has completed a new building 
which virtually doubles present plant area by providing more 
than 33,000 additional square feet for final and sub-assembly 
lines, as well as dock loading space for both outgoing freight 
cars and motor trucks. Company employment more than quad- 


— during the war years and has been maintained at that 
evel. 
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Foreign Freight Forwarding Inquiry 
Hearing by M.C. in Chicago 

Half a dozen exporters appeared to testify at the two-day 
Maritime Commission hearing in No. 621, Port of New York 


Freight Forwarder Investigation, February 18 and 19, at thé 
Board of Trade Building, Chicago, before Chief Examiner G. O. 


Basham and Examiner A. L. Jordan. The proceeding was in- 
stituted by the commission August 21, 1942, to investigate the 
lawfulness of rules and operations of 229 foreign freight for- 
warders (see Traffic World, February 8, p. 431). i 
At the opening of the hearing, the examiners explained 
that the heating was being held to permit midwest shippers 
to give their views of the practices of the New York freight 
forwarders. Allan Briggs, commission attorney, assured for- 
warders the proceeding was not for the purpose of getting evi- 
dence “to hang anyone,” but to develop facts bearing on the 
uestion as to whether the commission should regulate foreign 
freight forwarders. About 70 forwarders and exporters were 
present. 
Port Authority’s Position 


L. W. Byrne, chief of the port promotion bureau of the 
Port of New York Authority, first witness, said the port 
authority has from time to time received various complaints 
involving foreign freight forwarders, and that the authority 
was interested in the present investigation. The New York 
Port Authority will present a formal and detailed statement 
at a subsequent hearing to be held in New York City, and is 
cooperating with freight forwarders, their associations and with 
the commission in seeking corrective measures, said Mr. Byrne. 

Freight forwarding is a very important part of interna- 
tional trade, and any complaints about forwarding service should 
be investigated and a code of ethics or fair trade practices 
adopted, stated G. C. Whipple, chairman of the international 
trade committee, Illinois Manufacturers Association. He said 
there have been some forwarding practices not beneficial to 
the development of foreign trade, but that the association had 
no statement to make on specific cases. 


N. Il. T. League Statement 


A. J. Kelly, chairman of the export-import committee of 
the National Industrial Traffic League, and treasurer of the 
D. C. Andrews & Co., freight forwarders, said that the majority 
of complaints of irregularities are connected with ocean freight 
rates and weights. He contended the commission had power to 
correct more than 70 per cent of such charges. Most shippers 
would be satisfied if steamship lines were required to declare 
their rates and charges on about six or eight copies of their 
bills of lading, he said. Such a practice would eliminate any 
questions about padding of rates. 

As to other irregularities, such as matters of insurance 
rates, Mr. Kelly stated he believed such matters could be taken 
care of by criminal and common law. The witness outlined 
the many services performed generally by forwarding compan- 
ies from point of origin in this country to overseas destination— 
making booking with steamship companies, taking delivery of 

oods, delivering them to the port, seeing they are transferred 
com rail or truck to steamship dock, taking care of all docu- 
mentation, making export declaration, drawing up bill of lading 
according to shipper’s instructions, providing consular invoices 
and certificates of origin, taking care of insurance, and sending 
documents either to a designated bank or back to the shipper. 
The extent of the services varies between clients, he said, but 
forwarders charge the same fees for the same services, except 
for some small sample shipments. Forwarders make many 
combination shipments, said Mr. Kelly, which save money for 
the receivers in foreign countries. 


Questioned by Mr. Briggs, Mr. Kelly said the Andrews 
company does not furnish customers with receipted freight 
bills, but makes up a list of all charges for the customer. 


Questioned as to the complaint that forwarders have han- 
dled a number of small shipments in one truckload, and then 
billed each shipper for the truck hire, Mr. Kelly said he had 
heard of such a practice but that it would be difficult to police. 
Local truckers in New York City do not file their rates with 
the Interstate Commerce Commission, said the witness; each 
trucker makes his own scale, which may vary from day to day. 

Forwarder services are so varied that it would be difficult 
to publish service fees in tariff form, he said, though it might 
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be possible to list standard rates for bills of lading, export 
declarations, and insurance. 


Complaints Presented 


Robert Oscar, export manager of the Richman Chemical 
Products Co., Chicago, said his firm exported l.c.l. shipments 
of automotive chemicals to all countries, using forwarders at 
all ports. He had no objection to paying back to forwarders 
their out-of-pocket charges for small services, but he would 
like to be sure such charges were correct, said Mr. Oscar. The 
charge that some forwarders load a number of shipments on a 
truck, and charge each shipper for truck hire, though difficult 
to police, requires serious consideration as do all other types 
of consolidated services, stated the witness. 

Mr. Oscar suggested a sytem of licensing foreign freight 
forwarders, and requiring each forwarder to affix a license 
number to documents. Any infraction of honest practices should 
be grounds for revocation of such licenses, he suggested, warn- 
ing that a licensing system must provide for new companies 
entering the business. 

Contending that some forwarder charges were “ridiculous,” 
Mr. Oscar cited a bill of charges on a $300 shipment of $120, 
including $75 asked for cartage and warehousing. 

Questioned by Charles Haight, appearing for a joint com- 
mittee of foreign freight forwarder associations formed to 
handle this case before the commission, Mr. Oscar stated he 
had been an export manager for 14 months. Asked if the ship- 
pers would be willing to pay the costs of policing the forward- 
ers, Mr. Oscar said he did not see how that could be done at 
the shipper’s expense. 


Calls Fees Ridiculous 


A series of forwarder service fees which were termed 
“ridiculous” were presented by A. Torres, Chicago exporter, 
who stated he sold the products of 54 midwest manufacturers, 
that he sent between 600 and 700 shipments abroad monthly, 
of a total annual value of $5,000,000. One exhibit covered five 
shipments to Brazil. Total charges on the first shipment, valued 
at $266 and weighing 370 pounds, were $72.72, of which $28.13 
was for ocean freight. A second shipment weighed 465 pounds, 
was valued at $275.31, bore charges of $70.07, including ocean 
charges of $10.83. A fifth shipment consisted of 104 pounds of 
screws, valued at $303, for which $63.63 was charged for ocean 
freight alone. 

Claiming such charges were outrageous, Mr. Torres told 
Mr. Briggs he was unable to suggest any way of regulating the 
— because “they would get around any regulations 
made.” 

A second exhibit, No. 22, listed a number of service charges 
made by forwarders on different shipments to Brazil. The 
charges ranged from $2 to $12.50. Though the fee for consular 
invoices to Brazil is $2, said Mr. Torres, charges for such in- 
voices ranged from $2 to $5. 

His general charges against the forwarders, ‘said the wit- 
ness, were directed mainly at those in New York City, though 
any regulations adopted should apply to all ports. 

There are some forwarders whose services he would not 
willingly use, but receives instructions from the consignees to 
use, he said. This was because the agents of the forwarders 
abroad were ‘“‘to strong,” asserted Mr. Torres, 


Though he said he charged no one with dishonesty, he did 
say that the bills offered in evidence were not honest, and that 
—_ charges constituted a serious drawback to the export 

usiness. 


K. Lolakas, head of a Greek church in Sheboygan, was the 
next witness. Recently, he related, his congregation bought 
flour from a Chicago milling company to send to Greece. Sev- 
eral forwarders declined to handle the shipment for less than 
$8.50 an individual shipment, he said. Finally a Chicago for- 
warding company agreed to handle the matter if the shipment 
was divided into 96 small shipments, at a fee of $5.00 per bill 
of lading and 50 cents for the certificate of origin. Total for- 
warding charges on the two carloads of flour were $522.50, 
testified Mr. Lolakas. The witness said he would be satisfied 
if the forwarding company would submit an itemized bill. 

James F. Weldon, export manager of Sperti, Inc., Cincin- 
nati lamp manufacturer, complained that forwarders are still 
charging for securing space on ships, though at a recent meet- 
ing between shippers, forwarders, and Mr. Briggs, it was agreed 
that this wartime charge would be waived. He cited one case, 
that of a shipment of two bundles of rods destined for Brazil, 
in which a New York forwarder provided unsatisfactory service. 
“Such confusion and congestion is doing great harm and causing 
midwest shippers to divert shipments to other ports,” said 
Mr. Weldon. 


Asked by Mr. Briggs for any suggested remedies, the wit- 
ness said that if a code of ethics were established and policed 
by the proper agency, troubles such as those he had had could 
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be removed, perhaps by a licensing power. His complaints were 
directed only against the port of New York, he said. 


Urges Export Bill of Lading 


At the resumption of the hearing the morning of February 
19, the witness was E. E. Kohlwes, traffic manager of the 
Kansas Milling Co., Wichita, Kan., who said his company in 
1946 exported about 2,000 cars of flour with a value of ap- 
proximately $5,000,000. 

“Recently we have investigated and compared charges as- 
sessed by forwarders in various ports, and found a wide 
range of discrepancies at the various ports,” said the witness. 
“We have felt there is a possibility that there may be situations 
where a forwarder may be in a position to assess unreasonable 
or discriminatory charges as between shippers of the same 
commodity at the same port,” stated Mr. Kohlwes, .suggesting 
that the commission might fix maximum reasonable charges by 
forwarders for various kinds of services. 

Mr. Kohlwes urged re-establishment of the through export 
bill of lading, as a means of rendering less necessary the 
services of freight forwarders at ports. Such a bill was in use 
prior to the war, and at the time the forwarder only handled 
consular documents, it being the joint responsibility of the 
inland and ocean carriers to transport the shipments to its 
ultimate destination, stated the witness. 

The witness told Mr. Haight he did not believe the value 
of a shipment should be a factor in the compensation pa‘d to 
a forwarder, who performs the same services whether a ship- 
ment be valued at one thousand or five thousand dollars. 

Demurrage or storage costs at the port of New York: have 
been a principal factor in diverting his company’s shipments 
from that port, continued the witness, adding that it is not 
reasonable to pass on such charges to customers abroad. 

Cross-examined as to types of discrepancies existing. in for- 
warder charges at New York and at other ports, Mr. Kohlwes 
cited the following fees for forwarding supervision: At New 
York, 15 cents a ton; at New Orleans, $5 a car; at Pensacola 
and Jacksonville, $2 a car. When he complained of the charge 
of 15 cents to his New York forwarder, the Barr ag Cos 
Barr reduced the charge to 5 cents a ton, said Mr. Kohlwes. 
“It is a matter of negotiating,” he said. “Perhaps other ship- 
pers have negotiated other rates. We have no information as 
to what other shippers may be charged for clearing shipments.” 

A further hearing in the case will be held at New York, 
it was announced. 


M. C. Reviews 1946 Activities 
in Report to Congress 


The Maritime Commission has issued its annual report for 
the fiscal year ended June 30, 1946, covering the beginning of 
the period of transition from total mobilization of the American 
merchant fleet for war to private ownership and operation. 

In his. letter of transmittal to Congress, Chairman Smith 
said the commission had found a distressing lack of knowledge 
and understanding by the public concerning the nation’s mari- 
time policy, postwar requirements, the importance of a strong 
merchant fleet to our national welfare, and the powers and 
duties of the commission under the merchant marine act, 1936, 
to encourage and foster the maintenance of a privately owned 
and operated merchant fleet. 

“It is often asserted that the United States has more ships 
than it can possibly use,” said he. “While that statement is 
true, it is equally true that only a relatively small part of the 
merchant fleet we own can meet the long-term competition of 
foreign vessels in matters of speed and efficiency. Demand for 
the commission’s C2 and C3 types is far above the available 
supply, and there is a serious deficiency in passenger and pas- 
senger-cargo ships, refrigerated vessels, and types suitable for 
coastwise and intercoastal trades. In a small measure, some 
deficiencies are being corrected by postwar construct on and re- 
conversion. Shipping operators are reluctant to purchase any 
appreciable number of vessels built for emergency war use, and 
economically not suited to the intense competition of peacetime. 
Additional construction is required to fill these categories.” 

The chairman said that in the fiscal year 1946 the com- 
mission completed designs for new-type passenger and cargo 
vessels, but subsequent to the period covered by this report the 
construction program was curtailed at the request of the Pres- 
ident and the Director of War Mobilization and Reconversion. 
Thus, he added, the commission was prepared to proceed with 
construction of the vessels required to round out the present 
merchant fleet as soon as funds were available and contracts 
Could be entered into for the sale of such vessels. He said the 
commission was also prepared to convert to commercial use 
certain military and semi-military vessels built on C2 and C3 
desiens which could be done at a reasonable expense to the 
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government. There was a demand for conversion of some of 
these vessels to passenger-cargo types, he added. However, said 
he, such conversion had been restricted by lack of funds. 

Inasmuch as the government owned or had under charter 
every ocean-going vessel, the first step in the disposal program 
was to return requisitioned vessels to their owners, said the 
chairman. Approximately 900 large vessels had been requisi- 
tioned in the war period of which 750 had been returned by the 
end of the fiscal year 1946, and only 27 remained in government 
service by January 1, 1947, said he. In connection with the d's- 
position of ships under the ship sales act of 1946, he said that 
under this act, as of January 1, 1947, applications had been 
received from American citizens for the purchase of over 400 
vessels and for charter of about 1,300 vessels. Of these, over 
100 were delivered to purchasers and over 1,100 applications 
for charter were approved by that date. Applications for pur- 
chase of over 1,000 ships were also received in this period from 
foreign operators and governments. As of December 15, 1946, 
he said, 1,742 vessels had been placed in the nine permanent and 
temporary reserve sites maintained for storage of the national 
defense reserve fleet and the surplus vessels which might be 
undisposed of under the ship sales act on January 1, 1948. The 
chairman also referred to the restoration of the coastw'se and 
— fleet, which he described as a “most pressing prob- 
em.” 

Litigation 

The legal division, which functioned both for the commis- 
sion and the War Shipping Administration, faced a mounting 
number of cases in the fiscal period, though the greatest pre- 
ponderance of legal work was for the W. S. A., said the report. 

Claims pending at the beginning of the fiscal year covered 
by this report amounted to 5,501, including those litigated and 
unlitigated for both agencies. At the end of the period, this 
total had increased to 8,051. On behalf of the commission, the 
report said the legal division had 230 cases in process on June 
30, 1946. Cases against the commission numbered 133, amount- 
ing to $4,043,043.52, and cases in favor were 97, amounting to 
$3,917,110.87. 

The commission, the report said, held (but intended to sell 
when such action could legally be taken and was determined to 
be advantageous to the government) for the United States 113,- 
206 shares of class A stock, and 2,100,000 shares of class B 
stock in American President Lines, Ltd. It pointed out that the - 
government’s title to this stock was being questioned at law 
by R. Stanley Dollar and others. The commission was presently 
restrained from disposing of the stock, sa'd the report and the 
case was now pending before the U. S. Supreme Court. 


M. C. Reports to Congress Status 
of Ship Sales Under 1946 Act 


At the end of the calendar year 1946, only one-tenth of 
the American merchant fleet which was under government con- 
trol on “VJ” Day (September 2, 1945) remained in active oper- 
ation under the Maritime Commission and all those vessels were 
carrying out mandatory shipping programs, said the commis- 
sion in its third quarterly report transmitted to Congress on 
administration of the merchant ship sales act of 1946. 

Active operations included emergency grain and coal ex- 
port and the return of armed forces personnel, repatriates and 
displaced persons. 

The report stated that the merchant ship sales act of 1946 
had been the principal legislative channel through which the 
government was withdrawing from shipping operations and 
that administration thereof had also been very profitable to the 
public treasury as well as returning the merchant marine to 
private operation. In the last quarter of 1946, it said, sales of 
433 war-built vessels were approved, as against 385 ships pre- 
viously sold, raising the number of ships approved for sale up 
to the first of the year to 818 with a return to the treasury of 
$732,000,000. Pending applications, it said, indicated approxi- 
mately 400 additional sales which would bring the total return 
under the act to more than one billion dollars. 

The report said the cream of the war-built merchant fleet 
was moving into the hands of American purchasers under the 
act, and declared that “of the at least 400 ships which will op- 
erate under United States registry about half will be fast mod- 
ern cargo liners of the C2 and C3 types, equal or super‘or to 
almost any foreign flag tonnage and very valuable for national 
defense.” The report estimated that the balance of the sales 
to American operators would consist of about 30 C1 cargo-liners, 
60 = tankers, 20 Victory ships, 60 Liberty ships and 30 coastal 
vessels. 

More than 100 of the C2 and C3 vessels being bought by 
American operators were military auxiliaries in World War II 
and required extensive reconversion, most of which would be 
completed within the next three months, rendering them fully 
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ready for commercial service, said the report. The report 
showed that of 800 vessels sold or to be sold to foreign govern- 
ments and non-citizens, the great majority were of the slower 
types not needed in American operations. Of the foreign sales 
already approved less than 10 per cent were dry cargo vessels 
capable of more than 14 knots while 60 per cent of dry cargo 
ships sold at home exceeded that speed. 

The shipping industry had effectually accepted the program 
of chartering war-built ships under provis'on of the ship sales 
act, said the report, adding that this was demonstrated by the 
fact that at the end of the quarter there were more appl‘ca- 
tions for charter on file than there were available vessels for 
“this operation.” At that time, it said a total of 1,098 cargo 
vessels had been delivered or allocated to 73 charterers. The 
report observed that the terms of the charters provided for 
recapture by the government of the largest’ proportion of ves- 
sel profits, in addition to the basic charter rate of 15 per cent 
per annum of the unadjusted statutory sales price or floor price, 
whichever was higher, of the vessel. 


Bareboat Charterers Warned 
Against Violations 


Asserting that it had been brought to attention that in some 
instances operators of bareboat chartered vessels with world- 
wide trading privileges had not been complying with the pro- 
visions of their bareboat charters with the Maritime Commis- 
sion, F. M. Darr, director of traffic of the commission, has 
circulated a letter to all bareboat charterers, po:nting to certain 
requirements “which must be adhered to in order to avoid 
violation” of their charters. The letter listed a few of the re- 
quirements as follows: 


(1) All proposed voyages must be submitted for approval prior to 
the actual fixing of the vessel. te 

(2) After a prepared voyage with its attendant rates, terms and 
conditions has been approved, a certified copy of all charters, booking 
agreements, or contracts of affreightment shall be submitted, 

(3) Voyages involving cargoes moving for the account of the army 
and/or navy will not be approved for more than one port of loading 
and one port of discharge except in isolated cases. 

(4) Voyages provided for employment of vessels for operation on 
the berth of a foreign flag operator will not be approved under any 
circumstances. 

(5) Voyages of vessels fixed for the carriage of grain are not to be 
fixed on charter forms granting the option of loading flour. 


The letter stated that bareboat charterers who failed to 
comply with the aforementioned requirements and provisions 
set forth in W. S. A. bareboat regulation No. 3 “may violate 
the provisions of their fleet charter and incur the penalt‘es set 
forth therein,” and it asked that the operators “kindly be guided 
accordingly.” 


LEASE OF NORFOLK TERMINAL AREAS 


The Maritime Commission has announced that it will accept 
until March 6 sealed bids for the leasing of certain areas of the 
Norfolk army base terminal. The invitation to bid, among 
terms and conditions listed, provides for an established upset 
rental of 25 per cent of all gross revenue with a guaranteed 
minimum annual rental of $15,000 a half pier and $725 a ware- 
ae section for a period of five years beginning April 1, 


Water Revenue and Traffic 


Carriers by water, designated as Classes “A” and “B”, 
subject to jurisdiction of the Interstate Commerce Commission, 
reported total freight revenue of $22,535,246 for the second 
quarter of 1946 as against $19,353,285 for the comparable 1945 
period, or an increase of 16.4 per cent, according to a compila- 
tion of revenue and traffic of those carriers, prepared by the 
Commission’s Bureau of Transport Economics and Statistics, 
statement Q@-650. Passenger revenues amounted to $3,545,439 
for the 1946 period as compared with $3,270,399 for the 1945 
period, or an increase of 8.4 per cent. 

Class “A” carriers are those having annual operating rev- 
enues of more than $500,000 while the class “B” carriers are 
those having annual operating revenues from $100,000 to $500,- 
000. Revenue freight carried totaled 12,101,458 tons and rev- 
enue passengers transported amounted to 3,318,368 for the 
second quarter of 1946 as against 15,195,428 revenue tons and 
3,506,753 revenue passengers for the comparable 1945 period. 

The compilation showed that the Class “A” carriers trans- 
ported 8,380,873 tons of revenue freight and had freight revenue 
totaling $19,864,001 for the second quarter of 1946 as against 
11,218,193 tons hauled and revenue of $16,075,617 for the com- 
parable 1945 period. Revenue passengers carried totaled 2,968,- 
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631 and passenger revenues amounted to $3,253,802 for the 1946 
quarter as compared with 3,228,922 revenue passengers and 
passenger revenue of 3,100,177 for the 1945 period. 

Revenue freight carried by the Class “B” carriers amounted 
to 3,720,585 tons and freight revenues totaled $2,671,245 for the 
second quarter of 1946 as compared with 3,977,235 revenue tons 
and freight revenues of $3,277,668 for the like 1945 quarter. 
Revenue passengers carried totaled 349,737 and passenger rev- 
enues amounted to $291,637 for the 1946 period as against 277,- 
831 revenue passengers and passenger revenue of $170,222 for 
the comparable 1945 period. 


Harriman, Abbink, Johnston 
Speak on World Trade 


Firms in the United States which do not allocate a sub- 
stantial amount of their current production for export will find 
many of their foreign markets closed to them later when trade 
becomes normal and production here has overtaken our do- 
mestic demand, Wayne A. Johnston, president of the Illinois 
Central Railroad, warned February 17. Speaking at a world 
trade conference in the Stevens Hotel, Chicago, sponsored by 
the Chicago Association of Commerce and the Export Managers 
Club of Chicago, Mr. Johnston said that Latin America is the 
United States’ immediate economic frontier and to provide it 
with an adequate supply of needed goods now is vital to the 
lasting success of North American trade relations with Latin 
America. 

“It is no secret that our friends to the south of us are 
terribly disappointed with the volume of North American goods 
that has come their way since the end of the war,” stated the 
president of the I.C. “They felt during the war—and they still 
feel—that after the war we would make available to them such 
things as electrical equipment, machinery, agricultural imple- 
ments, automobiles, hardware and many other items which are 
now going South only in trickles. Some feel we are not fair. 
This is the feeling which I regret to say we of the Illinois Cen- 
tral can’ report from first-hand information. 

“Our nation ‘muffed’ its foreign trade opportunities after 
World War I. World War II has given us a second trade op- 
portunity’ in Latin America. We shall not do ourselves or 
Latin Americans full justice if we miss the opportunity before 
us now. We may never have another one.” 


Abbink Hits “Iron Curtain” 


While the past few months have seen a revival of U. S. 
world commerce on a heartening scale, in countries overseas 
the trend generally has been the other way, John Abbink, chair- 
man of the National Foreign Trade Council, told the confer- 
ence. ‘Wartime controls over foreign trade in these countries 
have persisted and in some areas have been multiplied. Bi- 
lateral trade arrangements, import and exchange quotas and a 
variety of other devices continue to spread their debilitating 
poisons through the bloodstream of international trade.” 


To the seasoned observer, said Mr. Abbink, such measures 
have every appearance of a world pattern “that is being drawn 
by others in self-defense to confront our private enterprise sys- 
tem with a dilemma which it must face sooner or later— 
whether to forego our traditional, politically-rigged tariff policy 
or bow to statism in foreign trade.” 

Continuing, the speaker said: 


The fundamental issue confronting us in world trade today is not 
whether present tariff structures are to be adjusted by relatively narrow 
margins upward or downward; it is whether tariffs are to play any part 
at all in regulating the flow and volume of exports and imports in the 
future. We have the extreme example of what I mean in the case of 
Russia. Russia’s foreign trade is a complete state monopoly. Our own 
trade with Russia is through that monopoly, and tariff considerations 
are without effect. . 

The import quota system now so widely prevalent abroad is only a 
little less vicious and restrictive. It is an iron curtain equally difficult 
for trade to penetrate. ... 

Under such conditions prevailing on a wide and increasing scale, 
it is scarcely possible that we for long could continue to rely primarily 
upon tariffs to regulate the volume of our imports. Very quickly it 
would become a matter of negotiation commodity by commodity, coun- 
try by country, to determine how much of anything would be allowed 
to pass through the iron curtains. Once Washington undertook to do 
our foreign trading for us, it is easy to see how it could and probably 
would extend control into the domestic economy. 


There are nowhere in the world any productive facilities 
which could possibly threaten industry or agriculture in the 
United States during the next few years, stated Mr. Abbink. 
He urged that now is the time to change our approach to the 
question of protectionism, “to repudiate the hypocrisies we have 
parroted in the past. No responsible business or political leader 
of whom I know is a ‘free trader’ but thousands of them are 
ashamed of the devious tariff structure with which we have 
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been saddled through generations of chicanery. During the next 
five years while our ecenomy is in little or no danger from 
imports, enlightened political guidance could easily evolve..a 
new tariff system fair to the domestic producer, to labor and 
to the general consumer, and one which would withstand over- 
seas criticism, as our present tariff cannot.” 


Midwest and World Trade } 


Secretary of Commerce Harriman, speaking at the luncheon 
session, said that the importance to the midwest of exports of 
agricultural and industrial products gives it an interest in 
world commerce second only to that of the “Cotton South.” 
Last year, said Secretary Harriman, the United States exported 
$15,000,000,000 iln goods and services, whereas foreign coun- 
tries supplied this country with goods valued at $5,000,000,000 
and services valued at $2,000,000,000. The speaker urged re- 
ductions in our own tariffs, stating that it is proposed that future 
trade agreements contain an escape clause providing that if 
it is found that any industry is adversely affected, tariff ad- 
justments can be made to protect that industry. 

Among the other speakers was John L. McCaffrey, president 
of International Harvester Co., who told the conference that the 


reciprocal trade treaty program is essential in the interests of 
world peace. 


World Shipping Conference 
Meets in London 


While United Nations representatives considered the pos- 
sibility of an inter-governmental shipping body, the Interna- 
tional Shipping Conference, representing private maritime asso- 
ciations met in London last week in its first session since the 


war. Representing the United States was C. H. Kemp of the 
U. S. Lines. 


Questions of safety at sea, wireless communications, and 
international cooperation were discussed by the delegates, who 
elected Sir Joseph P. Maclay chairman at the two-day confer- 
ence. Sir Joseph stated that governments and international 
organizations, such as the United Nations, were playing a 
larger part in the world’s commercial economy than ever before 
and that more controls were making it difficult for individual 
enterprise. 

At the first meeting, the conference adopted a resolution 
declaring that “the I.S.C. will remain essentially a body repre- 
sentative of Private shipping” barred to government organiza- 
tions or private individuals. Another resolution said that the 
conference “while of the opinion no real case was established 
for an intergovernmental organization to deal with shipping 
matters, notes the recommendation of the United Maritime 
Consultative Council in Washington in October, 1946, for estab- 
lishment of a permanent maritime consultative organization,” 
and added that the I.S.C. would cooperate with such a body. 


On the second day the London gathering approved an appli- 
cation for consultative status with the United Nations Economic 
and Social Council, which would place the I.S.C. on the same 
plane as the proposed intergovernmental maritime consultative 
organization proposed last October and approved by the U. N. 
Transport and Communications Commission two weeks ago. 
Mr. Kemp, speaking for American shipping, declared that the 
conference was “very successful,” adding that it was “gratifying 
to know that the organization, chief voice of private shippers, is 
again in operation.” The conference voted to limit membership 
to associations of private shipowners, excluding both individual 
companies and “government shipping organizations of whatever 
nature.” 


U. S. Recommends Inter-Governmental Body 


At the Lake Success, L. I., United Nations headquarters 
this week, the Transport and Communications Commission 
recommended that a world conference be called to establish an 
advisory inter-governmental shipping body, in line with the 
request made last year by the now defunct United Maritime 
Consultative Council. The body would be advisory and consul- 
tative only, and would not take over any international shipping 
agencies already established, such as rate conferences. The 
commission proposed that the U.M.C.C. draft statute be used 
as a model for the new establishment, and suggested that the 
conference for its creation be held next fall. 

The U.N. body would (1) provide machinery for interna- 
tional cooperation on maritime and trade technical matters; 
(2) encourage removal of discriminatory action and restrictions 
affecting shipping; (3) encourage removal of discriminatory 
action and restrictions affecting shipping; (4) stand ready to 
advise the U.N. on maritime relations; and (5) provide for the 
exchange of shipping information between governments. The 
organization calls for an assembly, composed of all member 
governments; a council, consisting of 16 member governments 
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elected by the assembly; a secretary general and his secretariat, 
and a maritime safety commiittee. Membership wiuld be open 
to all U.N. members. 


NATIONAL FOREIGN TRADE COUNCIL 


The National Foreign Trade Council, as a result of action 
taken at the recent annual meeting, has announced the elec- 
tion of directors for a two-year term as follows: 


M. W. Bowens Socony-Vacuum Oil Co., Inc., New York; Charles 
Cain, Jr.. Chase National Bank, New York; Reginald F. Chutter, Sharp 
& Dohme, Inc., Philadelphia; W. W. Coleman, Bucyrus-Erie Co., South 
Milwaukee; W. J. B. Dixon, Texas Co., New York; John L. Gillis, 
Monsanto Chemical Co., St. Louis; W. L. Hemingway, Mercantile- 
Commerce Bank & Trust Co., St. Louis; W. R. Herod, International 


General Electric Co., New York; G. C. Hoyt, International Harvester 
Co., Chicago. 


Also Fred I. Kent, Bankers Trust Co., New York; H. D. Keresy, 
Anaconda Wire & Cable Co., New York; P. A. Kinnoch, American 
Trust Co., San Francisco; William E. Knox, Westinghouse Electric 
International Co., New York; John C. Leslie, Pan American World 
Airways, New York; F. L. Marshall, Montgomery Ward & Co., Chicago; 
Frank C. Page, International Telephone & Telegraph Corporation, New 
York; Robert H. Patchin, W. R. Grace & Co., New York; Stanley 
Powell, California Packing Corporation, San Francisco; H. L. Schultz, 
Standard-Vacuum Oil Co., New York; A. D. Simpson, National Bank 
of Commerce. Houston; William R. Strelow, Guaranty Trust Co. of 
New York; C. B. Thomas, Chrysler Corporation, Detroit; Brayton 


Wilbur. Wilbur-Ellis Co., San Francisco, and John A. Zellers, Reming- 
ton * d, Inc., New York. 


Gulf Ports Association 
Meets in Washington 


The Gulf Ports Association, comprised of members of all 
Gulf Port authorit‘es, of which C. E. Sauls, director of Alabama 
State Docks and Terminals, Mobile, Ala., is president, will meet 
in Washington, D. C., February 27-28, with headquarters at the 
Shoreham Hotel. 

The purpose of the meeting, according to L. L. Harvey, ex- 
ecutive general agent of the Board of Commissioners of New 
Orleans, and member of the association, will be to confer with 
members of Congress from all Gulf coast states and discuss 
with government officials matters in regard to Gulf port activ- 
ities. It was stated that activities of the association the past 
two years would be reviewed and that members would meet 
with Grenville Mellen, W. W. Smith, Richard Parkhurst and 
Raymond McKeough, of the Maritime Commission, also the 
new nominee, Joseph K. Carson. 


MARINE NAVIGATION MEETING 

The Department of State has announced that invitat‘ons 
have been extended to 60 nations to attend an international 
meeting on marine radio aids to navigation to be held in New 
York City and New London, Conn., beginning Apr‘l 28 and 
continuing for two weeks. The announcement said the meeting 
would consist of a series of lectures and technical discussions 
on the developments in the field of radio aids to marine navi- 
gation, and the demonstration of the latest types of equipment, 
including loran and radar. Actual tests, it said, would be car- 
ried out at sea on board vessels made available by the Mari- 


time Commission, the U. S. Coast Guard and the U. S. Coast 
and Geodetic Survey. 


RIVERS AND HARBORS CONGRESS 
The thirty-seventh convention of the National Rivers and 
Harbors Congress will be held May 2 and 3 in the United States 
Chamber of Commerce Building, Washington, D. C. The proj- 
ects committee will meet May 1 for consideration of ind‘vidual 
projects for which endorsement of the congress is desired. 


FIRST ITALIAN CONGRESS OF TRANSPORTATION 


The First Italian Congress of Transportation will be held 
in Milan in April, under auspices of the Milan Automobile Club, 
with the collaboration of the Milan College of Engineering, the 
Italian Touring Club, and the periodical “Interauto.” Aim 
of the congress, according to its sponsors is “to discover, study, 
and discuss the problems of reconstruction, rehabilitation and 
coordination of land, sea and air traffic, taking into account 
such technical, economic and political factors as might in- 
fluence its plant, and working with particular regard to the 
better serving of the general public.” 

The studies, discussions and reports will be distr’buted to 
authorities. student bodies and private individuals. as a guide 
to reconstructing the nation’s transport communications. 
Special sections of the congress will deal with rail, highway, 
water, and air transport. Applications for participation in the 
congress should be made to the executive committee of the 
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Milan Automobile Club, 43 Corso Venezia, Milan. Luigi Bertett, 
president of the club, is chairman of the general committee. 


PORT OF ROTTERDAM RECOVERING FROM WAR 


Holland’s port of Rotterdam continued its rapid recovery 
from the ravages of war during 1946, with 4,394 sea-go'ng ves- 
sels, aggregating 5,908,645 net tons arriving there last year. 

Statistics for the last six months of 1945 and 1946 show a 
nearly two-fold increase in ships and tonnage, according to 
Dr. A. C. Beerman, president of the harbor’s port authority. 
Port equipment recovery, he noted, has actually far outstripped 
economic recovery. 

Most striking has been the progress made in mineral oil 
tank storage capacity, he stated. It has risen from 417.000 to 
738,000 tons, as compared to the pre-war capacity of 900,000 
tons, while the edible oil storage capacity of the port has in- 
creased from 82,000 tons to 200,000. 


AMERICAN BARGE LINE EMBARGO 

Wesley A. Rogers, general freight agent, American Barge 
Line Co., Pittsburgh, Pa., has issued the line’s embargo notice 
No. 1, dated February 13, as follows: 

Owing to temporary congestion of transfer facilities, effective at 
once Embargo No. 1 Its laid. subject to written permits to ship to be 
issued by John W. Thorn, Foot of Keel Avenue, Memphis, Tenn., on 
all scrap iron, except as permitted by said John W. Thorn, consigned 
to American Barge Line Company, Front and Keel Avenue, Wolf River 
Terminal & Warehouse Company, Foot of Keel Avenue. or Wolf River 
Derrick, Saffarans Avenue, all located on Illinois Central Railroad Com- 
pany, Memphis, Tenn., or to other parties at those points and only 
when for direct transfer by these facilities and water movement via 


American Barge Line Company. 
Cars in transit will not be accepted except under written permit 
of said John W. Thorn which cars will be accepted and transferred to 


barge. 


N. Y. PIER ANTI-PILFERAGE DRIVE 


Announcing the appointment of Edward E. Conroy as 
executive vice-president of the new Bureau for the Supervision 
of Theft and Pilferage, Inc., at New York, James B. Young, 
bureau president, stated that the vast mapority of the port’s 
waterfront labor was honest, but that a well-organized minority 
was responsible for the current wave of pilferage on the piers. 
Mr. Conroy, he revealed, was special agent in charge of the 
New York office of the Federal Bureau of Investigation until 
his resignation last December. He will take active charge of the 
Bureau, which is planning as its first step to prepare a record 
of all persons identified in thefts. The use of such a system, 
Mr. Young declared, would identify floaters who drifted from 
borough to borough, and would encourage the following un of 
theft cases. Mr. Young is vice-president of the Barber Steam- 
ship Lines. The bureau is located at the 80 Broad Street offices 
of the New York Maritime Exchange. 


TRANS-PACIFIC SERVICE TO CHINA 


Trans-Pacific Airlines has abandoned plans to operate 
flights between Oakland, Calif., and China because of failure to 
obtain necessary landing rights, the airline has announced. 
T P.A. will continue to operate its inter-island service in the 
Hawaiian Islands. 


JANUARY SHIP DELIVERIES 


Four merchant vessels having an aggregate of 39.510 dead- 
weight tons were delivered from American'shipyards in January, 
the Maritime Commission announced. 


SWEDISH WAR SHIPPING LOSSES REVEALED 


Sweden lost 235 ships, aggregating 546.209 gross tons, in 
the war, according to statistics revealed recently by the Swed- 
ish Board of Trade and Shipping. In addition, 25 ships of 
45,631 gross tons were confiscated by the Germans. The neutral 
nation lost 1,374 officers and men during seven wartime years. 


BRITISH SEEK U. S. VESSELS 
According to State Department officials, British private 
ship operators are negotiating for the purchase of 142 American 
freicht vessels, including 100 Liberty and 42 faster vessels such 
as the Victory ships. Negotiations had been in progress for sev- 
eral months, it was stated, and involved probably $100,000,000. 


EXPRESS AGENCY SAFETY AWARDS 

An estimated 17,000 of the Railway Express Agency’s 24,794 
motor vehicle operators, including depot tractor drivers, will 
receive “safety merit” cards for accident-free driving in 1946. 
The safety plan under which these awards are made was estab- 
lished by the company 12 years ago. This year 7,410 drivers 
are being cited for perfect driving records of five to 12 years. 
To date, 3,280 have completed ten or more years of safe driving. 
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Air Navigation Safety Program 
Proposed by House Committee 


That there had been too much delay in adapting wartime 
developments to commercial and private flying and that the 
federal government should provide certain facilities to increase 
air safety as soon as possible were declarations made in a 
preliminary report issued by the House committee on inter- 
state and foreign commerce based on the study so far made 
by it of problems involved in increasing the safety of air 
transport. 


In undertaking this study, the committee said, it was aware 
of the fact that, despite wide publicity given to accidents in 
air transport here and abroad, 1946 was the safest year in 
American airline travel. It added that it was also aware that 
more accidents had occurred in connection with non-certificated 
or non-scheduled air transportation and private flying than on 
certificated airlines. It said its chief concern had been with 
the certificated air carriers, but that it would make a further 
study of the non-certificated carrier and private flying safety 
problem. 

Air safety, the committee observed, was “obviously” a 
combination of the following: (a) Proper equipment properly 
maintained; (b) pilot skill, intelligence and psychology; (c) 
skillful dispatching and adequate flight control; (d) adequate 
airway and airport facilities, and (e) adequate weather re- 
porting and forecasting. 


Specific Suggestions 


After stating that there had been “a certain number of 
accidents recently which might have been prevented had certain 
facilities been available,” including devices diminishing hazards 
of approach to airports, the committee made the following 
suggestions: 


(1) Conditions of congested traffic at principal airports in times of 
low visibility indicate clearly to the committee that high intensity ap- 
proach lights are essential as aids to safe landing. . . . Certain types of 
high intensity lights are quite satisfactory. ...It is... recommended 
that the appropriation for approach lighting made to the Civil Aero- 
nautics Administration be reviewed with the intention of permitting 
them to change their specifications and estimate of appropriations 
needed accordingly . . . For immediate consideration, the committee 
urges installations at New York, Chicago, Washington, Los Angeles, 
San Francisco, and at other airports in the order of their importance 
in times of congested traffic. ... 

(2) An appropriation was made to the Weather Bureau for the 
fiscal year 1947, to establish a trial system of in-flight weather report- 
ing. The committee is convinced that a proper dissemination of in- 
flight weather reports is imperative for the safety of all types of avia- 
tion. . . . It is recommended, therefore, that the appropriation for this 
purpose be increased in the next fiscal year in order that the Weather 
Bureau may proceed to develop and expand this important aid to safe 
air transportation. 

(3) In the 79th Congress the House unanimously passed a Dill 
directing a meteorological study of thunder storms, and the committee 
trusts that an adequate appropriation will be made to the appropriate 
governmental agency to carry on this work. 


Cc. A. B. Need for More Money 


(4) Your eommittee is certain that the Congress will take note of 
the fact that the Civil Aeronautics Board, since the conclusion of hos- 
tilities, has been faced with a gigantic task in processing the many 
hundreds of applications for certificates of convenience and necessity 
to establish new air services or to extend existing services, and that 
this agency needs a temporary increase in appropriations to enable it 
to catch up with this work. 

(5) Your committee ... trusts that in considering appropriations 
(for civil aeronautics research) for the next fiscal year the Congress will 
concern itself with finding out from the agencies concerned what the 
real facts are. . . . It should be realized that civil aviation . . . is an 
integral part of the national defense system and that any progress 
made in times of peace will strengthen the national security, all of 
which became very apparent at the opening of the past war. 


The committee urged acceleration in provision of necessary 
funds to make fully available, as soon as possible, the follow- 
ing air navigation aids: (1) High intensity approach and run- 
way lights, fog dispersal systems, multiple runways, etc.; (2) 
electronics: instrument landing system, radar ground controlled 
approach, surveillance radar; (3) very high frequency radio 
ranges and communications, and omnidirectional ranges which 
can be used by electronic distance measuring equipment; (4) 
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air traffic control, coupling the use of the present communica- 
tions system of radio telegraph, telephone and ground lines 
and the additional use of surveillance radar and the automatic 
posting board. 


Air Coordinating Committee Commended 


Development work now going on in different agencies did 
not appear to be sufficiently coordinated, and a central organ- 
ization should be made aware of all that was being done, the 
committee said, adding that it was impressed with the work 
of the Air Coordinating Committee and believed that serious 


consideration should be given to providing such an agency with 
statutory authority. 


With respect to its contention there had been too much de- 
lay in adapting wartime developments to commercial and pri- 
vate flying, the committee said that difference of opinion by 
the government agencies charged with development and pro- 
motion of air safety and those who would use such facilities 
had contributed to this delay. 


“There has been a tendency to wait too long before adopt- 
ing currently proven devices as standard in the hope that better 
ones would be developed,” said the committee. “This policy 
can be no longer tolerated; differences of opinion should be 
resolved and use should be made of what we now have.” 


AIR SAFETY RECORD IN JANUARY 


The safety record of the U. S. scheduled domestic airlines 
continued to improve in January, according to the Air Trans- 
port Association. The passenger safety factor was more than 
twice as good as in January, 1946, and traffic was 20 per cent 
higher in volume than the corresponding 1946 month, it said, 
adding: 

In spite of the drop from some of the good weather high points 
in last year’s record breaking performance, 10 of the 17 carriers re- 
ported sufficient gains to bring the month’s total to 395,621,272 rev- 
enue passenger miles, or 66,598,422 more than in January, 1946. There 
were 32 passenger fatalities in that month and only 15 in January. 

Passenger fatalities per 100 million revenue passenger miles dropped 
to 0.93 from 2.44 for the 12-month period through Jan. 31, according 
to the A. T. A. The 0.93 figure compares with the rate of 1.2 estab- 
lished for the calendar year 1946. 

The traffic increase for the 12-month period ending January 31 
was 67.9 per cent over the same period ending January 31, 1946, with 
all carriers on the plus side. At the same time the passenger fatalities 
dropped from 87 to 56. The current 12-month figure totalled 5,975,614,830 
revenue passenger miies, as compared with the figure of 3,558,895,504 
for a year ago. The current figure was also slightly higher than the 
total of 5,947,046,724 for the calendar year of 1946. 


Future of Air Transportation 
Discussed by Robert Ramspeck 


The future of air transport development lies in the trends 
toward feeder lines:to the major airways, expansion of the air- 
lines’ facilities for transporting cargo, and extension of airline 
services so that any point in the nation or in the world will be 
readily accessible by scheduled services, Robert Ramspeck, ex- 
ecutive president, Air Transport Association of America, told 
the recent meeting of the New York chapter of Delta Nu Alpha, 
in the Governor Clinton Hotel. 


In the last decade airline passenger traffic has grown from 
the 900,000 persons carried in all of 1936 to an average of more 
than 1,000,000 passengers carried each month in 1946 by the 
domestic scheduled airlines, stated Mr. Ramspeck.-In 1946 
these scheduled airlines carried 130,000,000,000 pounds of mail, 
or 11 times that of 1936. The number of air express shipments 
rose from 465,000 in 1936 to some 2,700,000 last year, an in- 
crease of 600 per cent, while their total weight increased more 
than 1,100 per cent. 


Still in Adolescent Stage 


Compared to the older forms of transportation, air trans- 
Port is still in the adolescent stage, said Mr. Ramspeck. “In 
the rapidity of its growth, however, commercial aviation out- 
stripped both the railroads and the motor carriers. . . . Only 
12 years elapsed between the time that aviation become a 
common carrier in 1926, the year private operators were given 


en ae and the passage of the Civil Aeronautics Act 
0 ~~ 


_ Air commerce is different from other forms of transporta- 
tion, in that its primary attraction is speed, which gives rise 
to problems peculiar to itself, said Mr. Ramspeck. “Its regula- 
tion requires administration by men who are not inured in the 
economics that govern slower forms of transportation, but who 
understand that commercial aviation is a dynamic force re 
quiring special considerations for its developments.” 
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He asserted the airlines are without doubt the most thor- 
oughly regulated of any of the three major modes of domestic 
transportation. 


The C. A. B. and C. A.A. 
Describing the civil aeronautics act enacted by Congress 
in 1958, Mr. Kamspeck continued: ° 


Under the law as it exists today the Civil Aeronautics Board 
passes upon applications for route certificates, regulates satiety and in- 
vestigates acciaenis, prescribes the methods of accounting, fixes the 
rate of pay received for transporting mail and must approve the rates 
charges for passengers and cargo. 

No person can be a director or officer of a scheduled air carrier if 
he is directly interested in a manufacturing concern in the aviation 
field or is also interested in another airline or surface transport com- 
pany, unless the board approves. ... 


Until quite recently the non-scheduled or contract carriers 
were under practically no regulation, said the speaker. “Even 
the safety requirements have not apphed to them until within 
the past tew weeks. ‘i‘hey operate without certificates, without 
scheduies and can serve any point desired. Proceedings now 
under consideration propose to curta.l the exempuons under 
which they operate.” 

‘the Aur ‘sransport Association official said that his group 
is strenuously opposed to proposals to give the states powers 
of reguiation and taxation over air transport, or to piace regu- 
lation of all the nation’s transport under a single government 
agency. “Air transport should not be hamstrung by 49 scts 
of regulations, nor should it be under regulation py those who 
would make commercial aviation subordinate to the older and 
slower forms of transport.” 

‘the excellent sarety record that American scheduled air- 
lines made in 1946 is somewhat beclouded in the public mind 
by the wave of air tragedies that have beset world aviation, 
he said. “Our certificated airlines can point to a rate of 1.2 
passenger fatalities tor. every 100,000,000,000 passenger miles 
tlown in 1946, a considerable decrease from the rate of 2.17 
in 1945.” 

ne said that the airlines are doing something about the 
inadequate airports, small terminal buudings, slow ticket serv- 
ice, and bad seating and poor eating accommodations at air- 
ports. ‘“fhe schedules airlines througn a terminal company are 
experimenting with consolidation of various terminal services 
that should rapidly alleviate these conditions and improve the 
standing of the airlines with the public.” 


Overseas Aviation 


Passenger miles flown on our overseas airlines in 1946 
were 139 per cent more than in 1945, stated the speaker. Air 
cargo was up 175 per cent. “Such an advance puts our inter- 
national flight operations squarely in position for international 
regulation,” said he, adding: 

The framework of international civil aviation is gradually being 
worked out by a provisional international civil aviation organization— 
a counterpart of our C. A. B.—whose membership consists of the prin- 
cipal countries of the world, represented by their aviation delegations. 


‘Our Air Transport Association also has its counterpart in the Inter- 


national Air Transport Association, whose members recently came to 
important agreements at Cairo. 

The removal of unnecessary, complicated and burdensome restric- 
tions on international travel is underway. A committee for world 
travel has been formed, with membership and support coming from all 
forms of transportatoin. The committee is dealing with the irritations 
produced by customs regulations, immigration regulations and public 
heaith laws, and other prohibitions and restraints which tend to nullify 
for the traveler the benefits gained by the rapidity of air transport. 


So far as safety is concerned, said Mr. Ramspeck, he be- 
lieved that all-weather flying satety is close, through such mea- 
sures as ground controlled approach, the instrument landing 
system, better lighting of airports and runways, and improve- 
ments in radio and plane radar. 

The airlines consider the potentialities of air cargo trans- 
portation so great that members of the association have formed 
among themselves an organization, Air Cargo, Inc., to develop 
a comprehensive program for all the scheduled airlines, con- 
cluded the speaker. “Air Cargo, Inc., is about ready to put into 
effect its plan which . . . will cover the nation with facilities 
for the rapid delivery of shipments up to the ability of air 
carriers to handle them, in point of size and weight.” 


BRANIFF LATIN AMERICAN TOUR 


The first four-engined Braniff International Airways plane 
to span the airline’s 7,719 miles of Latin American routes re- 
cently left Houston with company officials aboard, for a four- 
week tour of 11 Latin American countries. The passengers will 
get a pre-inaugural taste of what the air traveler to South 
America may expect in the way of luxury, speed and. safety 
in air service to be inaugurated by Braniff this spring, an- 
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nounced T. E. Braniff, president. The liner is a model of latest 
devices for airway convenience, said company officials. Full- 
length films will be shown during part of the 70 hours of flying 
which the 15,500 mile trip will require. Other innovations in- 
clude: Seats adapted for full reclined, electrical equipment for 
. preparing hot nteals aloft, and portable steps wh ch swing down 

from the interior to make the plane independent of ground 
personnel. 


Steamship Lines Attack C. A. B. 
Policy in “Open Letter” 


The Sea-Air Committee, consisting of eleven major Amer- 
ican flag passenger steamship lines, established to obtain recog- 
nition of their claimed right to operate scheduled air services 
over their ocean routes, has addressed an “open letter’ to the 
Civil Aeronautics Board, appearing in the form of a full-page 
advertisement in four leading Washington daily newspapers, 
challenging the board’s action in granting rights to an air 
carrier after refusing an earlier application by one of the 
member steamship lines for the same air rights. 

Described as the first of a series by the committee to 
present to the American public the urgent need to build a 
strong sea-air fleet adequate to the demands of commerce and 
the national defense, the advertisement assails the )oard’s 
action in awarding a certificate on May 22, 1946, to Chicago & 
Southern Air Lines for an international air route from New 
Orleans to Havana, San Juan, and beyond, after denying an 
application for like service by the Waterman Steamship Cor- 
poration. 

The committee said C. & S. had testified that it “wouldn’t 
need mail pay to support that operation” and that, after re- 
ceiving a certificate C. & S. filed a petition for mail pay for 
the New Orleans-Havana segment of the route, asking aid to 
the extent of $2,032,284 a year, although it had previously 
testified, according to the committee, that it would operate at 
a profit of $298,810 a year without government aid. 


This was the same route about which the board said in 
its decision awarding the route to C. & S. that “it is not likely 
that the New Orleans-San Juan service will require any sub- 
stantial subsidy payment especially if it is conducted as a 
part of an independent airline system,” the committee declared. 
It also asserted that C. & S., although awarded the route 
last May, did not start any service until November, and had 
not yet started service beyond Havana, and said in its latest 
appeal C. & S. stated that unless relief was granted the effect 
would be to prevent inauguration of service beyond Havana 
and thus deny the air transportation service found required 
by the board and the President. 


In considering this petition, the committee asks the board 
to “bear in mind” that there is no reason whatsoever for the 
public to be denied service, for Waterman had been, and was 
now, ready to begin service immediately; that there is no 
reason for the payment of any money from the public treasury, 
for Waterman had stated that it would operate the route 
without government financial aid; and that Waterman now 
had pending before the board a petition for service over this 


= Further, in its “open letter” to the board, the committee 
said: 


For the last several years, American flag steamship companies have 
endeavored to secure from your board the right to operate aircraft in 
conjunction with the ocean trade routes they have pioneered. 

You have consistently denied this right to American steamship 
companies. At the same time bilateral agreements have required you 
to grant permits to foreign flag airlines either wholly owned, or ef- 
fectively controlled, by foreign steamship interests which compete with 
the American flag companies whose rights you have denied. 

You have decided route cases against American flag steamship com- 
panies and in favor of domestic airlines. 

Projecting these domestic airlines into the complicated business 
of foreign trade, in which they have had no practical experience, is 
depriving American exporters of their markets, American workers of 
wages, and the American merchant marine of cargoes. 

This has led those domestic airlines into managerial and financial 
over-extension—one of the contributing factors in the current airline 
difficulties which are now disturbing Congress and the public. 

‘his situation impels the deveiopment of our foreign commerce 
and impairs our international prestige. 


The airplane is an essential adjunct to our steamship companies 
in their fight to protect America’s toreign trade. The steamship com- 
panies are the only people who have the complete and experienced 
orgarfizations at home and abroad that are able to deal with this com- 
plicated and tough competitive job. 

The Chicago & Southern—Waterman situation typifies the entire 
issue and places it squarely before you. 

Public interest demands that you decide this issue fairly, squarely, 
and now. 

If, as you have indicated in your decisions, you are considering the 
fitness and ability of the applicants in awarding routes, it is our opinion 


’ strong carriers have done quite well over the past year. 
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that Waterman should be certified at once for the New Orleans-San 
Juan route. 

If, on the other hand, your board is in doubt as to the legal right 
of steamship companies to use aircraft as an essential adjunct to the 
development of America’s essential trade routes, we believe public in- 
terest requires that you present this issue to the Congress for clarify- 
ing legislation. 


C. A. B. Chairman Landis Discusses 
Air Carrier Financial Needs 


Interviewed in a Mutual network radio broadcast, James 
M. Landis, chairman of the Civil Aeronautics Board, referring 
to air carrier applications for increased pay for transporting 
the mails, and financial condition of the airlines, discussed air 
mail pay, consolidation of lines and government aid for purchase 
of equipment. Arthur Gaeth, of the Washington Staff of the 
broadcasting company, asked questions which were answered 
by Mr. Landis as follows: 


Mr. Gaeth: We have been hearing that some of our major com- 
mercial air carriers are financially hard hit. A number of them have 
been petitioning the Civil Aeronatuics Board for increased mail pay. 
What stand are you taking on this subject, Mr. Chairman? 

Mr. Landis: On the matter of increased mail pay, we must perform 
our duties under the law, and our duties under the law call for the 
grant of mail pay which will enable the carrier to break even and to 
make a little profit, depending on his honest, economical, and efficient 
management. Now of course we have to insist upon honest, efficient 
management, and the board is not going to pay for inefficiencies under 
any cireumstances. 

At times, it may be necessary to consider, perhaps, the suspension 
of a route here and there, or the reduction of service on routes when 
the traffic potential does not justify flying of those routes. 

Of course, there are many other things that will aid the carriers 
in building up their revenues. One of the most important things in 
the whole field is a working out of adequate consolidations of certain 
carriers, particularly the weaker ones. Very often, just like in algebra, 
a minus and a minus becomes a plus. Two weak carriers put together 
may make a strong one. 

Mr. Gaeth: Several of the strong carriers are in difficulty. Are 
they going to be allowed to go on the rocks? 

Mr. Landis: The strong carriers are not the ones that are in dif- 
ficulty, although there is one exception to that. Actually some of the 
One of them, 
for example, has earned a return of about 24 per cent on investment 
and I call that doing pretty well. 

Mr. Geath: Is there any relationship between the accident record 
of the airlines and the fact that they are operating at a profit or loss? 
What I am driving at is this, have those companies operating in the 
red relaxed their safety standards in any way? 

Mr. Landis: There is no evidence of that at all, Mr. Gaeth. In 
fact, two carriers, which show a perfect accident record since their 
establishment, not a single fatality in the many miles they have flown, 
are today about as badly in the red as any carriers. That element of 
good safety performance is due to the fact that all carriers must meet 
the standards that we set down. Inspection is at a high level and I 
do not think there is any connection between financial losses and safety. 

Mr. Gaeth: Will the air carriers be able to finance their new and 
safer aircraft and other safety improvements proposed in their present 
financial condition? If not, who .is going to meet these necessary costs? 


Government Assistance Suggested 


Mr. Landis: Some equipment programs of the airlines will not be 
realized in the immediate future. There have been numerous cut-backs 
already. On the other hand, I think we must recognize that it is wise 
financial policy to finance reasonable and good equipment programs of 
airlines. With poor equipment, you have a second-hand, second-rate, 
and third-rate airline. They do not pay. It is a first-rate airline that 
pays. 

If private financing is not available, there is always the possibility 
of a certain amount of government financing. After World War I, our 
railroads were in poor shape. Our government put millions of dollars 
in the railroads and that was a wise investment; it paid back. In a few 
instances it might be wise to use an institution like the R.F.C. for a 
government loan here and there to meet an equipment need of a carrier. 

I would like to bring this point out in that connection: It is wise 
national policy to finance good equipment because it means that you 
have good airplane factories in this country, and the existence of air- 
plane manufacturing plants is absolutely essential to national defense. 


Pan American-U. S. Lines Agreement 


In a report in No. 2492, Pan American-U. S. Lines Agree- 
ment, Examiner Warren E. Baker, of the Civil Aeronautics 
Board, has recommended that the board do not find that the 
agreement involved is adverse to the public interest or in vio- 
lation of the civil aeronautics act and that the agreement be 
approved. ‘lhe agreement, identified as agreement C. A. B. No. 
157, relates to general agency representation in Europe and 
the British Isles for Pan American and other services. Under 
the agreement as amended, U. S. Lines is to provide various 
services for Pan American in the latter’s trans-Atlantic opera- 
tions. The agreement provides for certain commissions and 
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minimum amounts to be paid to U. S. Lines for the services 
performed by it. 

The examiner said that the agreement enabled Pan Amer- 
ican to obtain economies in its operations as an air carrier 
through reducing the cost of solicitation of traffic in Europe 
without lowering the quality thereof. He said the pr:vate in- 
terest of the U. S. Lines Co. as a common carrier by water and 
its functions as an agent for Pan American presented a sma'l 
conflict of interest, but that the benefits of the economies of 
the agreement outweighed detriments of the conflict of interest 
as minimized by certain provisions of the contract. 

“Even though some slight adverse effect might arise from 
this arrangement,” he said, “it is further outweighed by the 
benefits inherent in allowing the management of an air carrier 
the right to exercise sound managerial discretion as to the best 
method of meeting competition and soliciting passengers.” 


C. A. B. Orders Inquiry Into Air 
Property-Passenger Rates 


The Civil Aeronautics Board has ordered an investigation 
into the prevailing general levels of passenger and property 
rates. fares, and charges for interstate air transportation by 
certificated air carriers within the continental limits of the 
United States, excluding Alaska. with a view to determining 
whether it should prescribe an adjustment of such general lev- 
els designed to accomplish an overall increase in non-mail rev- 
enues of the lines. 

Sixteen carriers are named as respondents to the* board’s 
proceeding, designated as docket No. 2808, as follows: 

American Airlines, Inc.; Braniff Airways, Inc.; Chicago and 
Southern Air Lines, Inc.; Colonial Airlines, Inc.; Continental 
Air Lines, Inc.; Delta Air Lines, Inc.; Eastern Air Lines, Inc.; 
Inland Air Lines, Inc.; Mid-Continent Airlines, Inc.; National 
Airlines, Inc.; Northeast Airlines, Inc.; Northwest Airlines, Inc.; 
Pennsylvania-Central Airlines Corporation; Transcontinental & 
Western Air, Inc.; United Air Lines, Inc.; and Western Air 
Lines, Inc. ’ 

The board said in its order that it was the duty of_each of 
the respondents to provide and furnish interstate air transpor- 
tation of persons and property as authorized by its certificate or 
certificates, and it was further its duty to publish* éStablish, 
observe, and enforce just and reasonable individual and joint 
rates, fares and charges relating to such air transportation. 

“The prevailing general levels of passenger and property 
rates, fares, and charges for interstate air transportation by re- 
spondent certificated air carriers within the continental limits 
of the United States, excluding Alaska, may be unjust or unrea- 
sonable and that adjustment of such general levels designed to 
accomplish an overall increase in non-mail revenues of such air 
carriers may be required,” said the board. 


The ordering paragraphs of the board’s order, other than 
that naming the respondents, follow: 


It is ordered that an investigation be and it hereby is instituted to 
determine whether the rates, fares, and charges demanded, collected, 
and received by each of the respondents individually or jointly with 
one or more of the other respondents for the transportation of passen- 
gers and property within the continental limits of the United States, 
excluding Alaska, are unjust or unreasonable and whether the Board 
should determine and prescribe general levels of rates, fares, and 
charges to’ be demanded, collected, and received by each of the 
respondents individually or jointly with one or more of the other 
respondents for the transportation of passengers and property designed 
to effect an overall increase in non-mail revenues of respondents. 

It is further ordered that the issues in this proceeding shall be 
limited to those concerning the general levels of the rates, fares and 
charges demanded, collected, and received by each of the respondents 
for the transportation of passengers and property and shall not include 
any issues with respect to any particular individual or joint rate, fare, 
or charge (any order in this proceeding which may require a change 
in the general levels of such rates, fares, and charges shall be without 
prejudice to any subsequent inquiry and determination respecting any 
particular individual or joint rate, fare, or charge). 


CUBAN AIRLINE FOREIGN PERMIT 

The Civil Aeronautics Board has granted a foreign air 
carrier permit to Aerovias “Q,” S. A., a Cuban air carrier, 
authorizing scheduled transportation of persons, property, and 
mail between the terminal point Havana, Cuba, and the termi- 
nal point Key West, Fla., in No. 2374. The permit was approved 
by President Truman. 

The board said that in the absence of an agreement be- 
tween the United States and Cuba covering this service, “we 
will grant a permit which shall terminate three years after 
the date of its approval by the President, excspt that if during 
Said period of three years the civil air transport service herein 
authorized becomes the subject of any treaty, convention, or 
agreement to which the United States and Cuba are or may 
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become parties, the permit shall continue in effect during the 
period provided by such treaty, convention, or agreement.” 

The board pointed out that four United States air carriers 
now hold certificates authorizing service to Cuba. 

“If these carriers are to conduct operations to points in 
Cuba pursuant to these certificates,” the board said, “it is clear 
that international rec'procity requires a grant of rights to 
Cuban air carriers authorizing service to points in the United 
States.” | sed} 

Aerovias presently operates domestic routes in Cuba and 
owns five American-Made Douglas DC-3 transport aircraft. 


Nearly $2 Million Additional 
Funds for C. A. A. Requested 


President Truman has transmitted to the Speaker of the 
House supplemental estimates of appropriation of $2,200,000 
for use by the Department of Commerce in the current fiscal 
year, including $1,890.000 for the Civil Aeronautics Administra- 
tion. Of the money requested to supplement the appropriations 
already provided for the C. A. A., all but $40,000 is proposed to 
be spent for establishment, maintenance and operation of 
ground-controlled approach radar aircraft landing systems 
(G. C. A.) at 20 selected airport terminals. 

Attached to the President’s request for additional money 
for the Commerce Department was an explanatory letter of 
Budget Director Webb, in which it was stated that $1.600,000 of 
the supplemental appropriation for the C. A. A. would be used 
to modify and install G. C. A. landing systems at 20 airport 
terminals where the increased density of air traffic required 
add'tional air navigation aids for further expediting and safe- 
nee the landing of aircraft under adverse weather con- 

itions. 

“In recognition of the need for the incorporation of these 
facilities into the federal airways system,” the Budget Director 
said, “the Civil Aeronautics Administration has obtained, 
through loan from the War Department, equipment of portable 
design which with modification will meet immediate operational 
requirements.” 

The request for the C. A. A. included $250,000 for “imple- 
menting the maintenance and operation” of the G. C. A. landing 
systems loaned to the C. A. A. by the War Department. It 
included, also $40,000 for dredging of the Potomac River basin . 
leading to the Washington National Airport wharf, so as to 
permit “uninterrupted delivery of aircraft gasoline via barge.” 
It was explained by the Budget Director that inadequacy of the 
existing approach to the wharf was due to the filling of the 
channel by silt, making the wharf usable only at high tide, 
and that this condition prevented the maintenance of a contin- 
uous supply of aircraft fuel. 

Another item in the supplemental estimate for the Com- 
merce Department was a proposed transfef of $150,000 from 
the “field office service” fund of the department to its ‘export 
control” fund. The budget director’s explanation was that to 
protect the price and supply of commodities that were still in 
short supply and to implement international commitments it 
had been necessary for the department to continue export con- 
trols on a larger number of items than originally contemplated. 
He said the proposed transfer would provide for continuation 
of “the most essential controls” until the end of the fiscal year 
1947—June 30, 1947. 


AIRLINE AND SHIP DIRECTORSHIPS 


Examiner Warren E. Baker, of the Civil Aeronautics Board, 
in a proposed report in docket No. 2114, Interlocking Relation- 
ship—John W. Hanes, has recommended that the board dis- 
approve an application of John W. Hanes to hold the position 
of director of Pan American Airways, Inc., Pan American Air- 
ways Corporation, while continuing to hold the position of 
director and chairman of the finance committee of United 
States Lines Co., the latter a steamship line operating between 
the Atlantic coast north of Cape Hatteras and the United King- 
dom and northern Europe, including Hamburg. The examiner 
said there were no benefits to the public which would accrue 
from the relationship proposed that would offset the objections 
inherent in the service by one individual to two companies with 
divergent interests. 


ALASKAN AIRLINES MERGER 


The Civil Aeronautics Board has announced its approval of 
the purchase by Wien Alaska Airlines, Inc. of all stock and 
assets of Ferguson Airways, Inc., and the transfer to Wien, 
Alaska, of Ferguson’s certificate of public convenience and ne- 
cessity for operations in Alaska. Wien, operating extensive 
routes in Alaska, mainly from the terminal points Fairbanks, 
Fort Yukon and Nome, Alaska, will operate the routes of 
Ferguson Airways, which are in the same general area, as a 
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part of its present system. The case was decided on January 
31, 1947, in No. 2228, and the order was signed by the President 
on February 14, 1947. 

This purchase of Ferguson by Wien would make possible 
more frequent and direct service between points on the two 
airlines, said the board, adding “that the pattern of operations 
proposed by Wien would tend to promote safer operat ons and 
an improved service, resulting in development of greater traffic 
potentialities in the area”, and “that the acquisition from that 
standpoint would be consistent with the public interest.” 

The agreement for sale provided that the purchase price of 
the carrier, or of the capital stock of Ferguson airways was 
$32,300, payable $20,000 upon execution of the agreement, and 
_the balance in annual installments of $5,000 each. The assets 
to be sold consisted of aircraft and parts therefor, all hangars 
and shops and the equipment, all real estate, and all certificates 
of public convenience and necessity owned by Ferguson. 


AIR SERVICE APPLICATIONS 


Applications for authority to engage in air transportation 
of property as freight forwarders have been filed w‘th the 
Civil Aeronautics Board on behalf of Air Cargo Co-ordinators, 
Ine., of New York, N. Y., Aero Corporation, of Atlanta, Ga., 
Rapid Air Service, of Atlanta, and Richmond Airfreight Ter- 
minal, of Richmond, Va. 

Air Cargo Co-ordinators in its applications, designated as 
Nos. 2803 and 2804, seeks permission to conduct operations out 
of the metropolitan area of New York over scheduled and non- 
scheduled domestic and foreign air lines; Richmond Airfre'ght 
Terminal, in No. 2807, to operate as an indirect air carricr of 
freight in domestic and foreign transportation out of Richmond 
and vicinity: and Aero Corporation, in No. 2805, and Rapid Air 
Service, in No. 2806, to operate in scheduled and non-scheduled 
domestic service out of Atlanta. B 

The foregoing applications have been consolidated into and 
made a part of the proceeding in No. 681 et al., the-so-called 
Freieht Forwarder Case. hearines in which beeon February 17 
in New York (see Traffic World, Feb. 15, p. 516). 

Southwest Airways Co., of Beverly Hills. Calif., has filed 
a petition with the board, designated as docket No. 2809, for 
an order relieving it from requirements of a condition imposed 
bv its certificate to engage in air transportation over route 
No. 76. so as to permit shuttle service between San Francisco 
and Marvsville, Calif.. in the transportation of military per- 
sonnel discharged at Camp Beale. 


CIUDAD TRUJILLO AIR SERVICE 


The Civil Aeronautics Board, in an order apnroved bv the 
President, has granted permission to Roval Dutch Air Lines 
(KTM) to include Ciudad Trujillo, Dominican Republic, as an 
additional intermediate point on its route from Curacao, Neth- 
erlands West Indies, to Miami, Fla. 

KLM can serve Ciudad Trujillo as a part of its Curacao- 
Miami route between the intermediate po'nts Aruha. Nether- 
lands West Indies, and Port-au-Prince, Haiti, instead of serving 
Ciudad Trujillo on a separate route from Aruba. as it has done 
previously. said the board, adding it felt that this new service 
would enable KLM “to perform certain of its services more 
efficiently and more economically than is possible under its 
present permit.” 

The board’s decision was made in docket No. 2348, Royal 
Dutch Air Lines (KLM) Service to Ciudad Trujillo. 


NOGALES, ARIZ., AIRPORT USE EXTENSION 

The Civil Aeronautics Board. in an opinion approved by 
President Fruman on February 18. in No. 2644, has granted 
Aéronaves de Mexico, S. A., a renewal of its temporary foreign 
air carrier permit so that this airline may ues the airport at 
Nogales, Ariz., in lieu of the airvort at Nogales, Mex'co, on its 
route from Hermosillo, Mex. The airport at Nogales, Mexico, 
was unfit for operation of the type of equipment now bzcing 
used by Aeronaves de Mexico, and the board, in a previous 
decision, authorized the temporary use of the Nogales, Tex., 
airport by Aeronaves de Mexico only for a period of 90 days, 
said the board. 

The board said its present action extended the duration of 
the temporary permit until such time as the airport on the 
Mexican side of the border was available for safe and con- 
tinuous operation with DC-3 type aircraft, or unt'l the exp'ra- 
tion of one year from the effective date of the permit approved 
by the board in this decision, ‘‘whichever date shall first occur.” 





1946 AIRCRAFT SHIPMENTS 


The Department of Commerce has made public a summary 
for 1946, compiled and issued jointly by the department’s Bureau 
of the Census and Civil Aeronautics Administration, showing 
that manufacturers’ shipments of civil aircraft and principal 
types of military aircraft totaled 36,204 airplanes, valued at 
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$363,000,000, Of these, it said, 1,330 planes valued at $192,000,- 
000 were shipped to United States military customers, and 34,- 
874 planes, valued at $171,000,000 were shipped to all other 
customers. The data do not include experimental aircraft. 
Moreover, said the department, figures on aircraft for military 
customers were limited to bombers, transports, fighters, re- 
connaissance and photographic planes not classified by the 
armed forces as secret or confidential. 

Report on the month of December, the department said 
planes on order for other than military customers decreased 5 
per cent in number, but that the values showed a nominal 
increase. It said there were 27,209 planes on order, valued at 
$447,000,000, as compared with 28,554 planes valued at $446,- 
000,000 in November. It added that “significantly there were 
54 per cent more 3- and 4-place planes on order than 2-place.” 


1946 AIR EXPRESS SHIPMENTS 


Air express shipments in 1946 handled for the certificated 
airlines of the United States totaled 3,182,053, the air express 
division of Railway Express Agency has reported. This total 
represented a gain of 48.2 per cent over 1945’s total of 2,146,650 
shipments. Weight of shipments was 46,694,966 pounds, an 
increase of 16.3 per cent, while gross revenue was estimated at 
$14,700,000, up 9 per cent over 1945. Air express rates were 
reduced up to 13 per cent in January, 1946. Average weight 
per shipment was 16 pounds, while average haul per shipment 
was about 900 miles. The agency reported that in the nation’s 
first full peacetime year since 1940, the list of commodities 
carried in air express service generally paralleled those handled 
in prrwar years. Leading the list in 1946 were machinery, 
clothing, furs, department store merchandise, advertising elec- 
tros, mats and printed matter, automotive parts, drugs and phar- 
maceuticals, radio transcriptions and cut flowers. 


AIR TERMINAL STUDY PROJECT 


The scheduled airlines of the United States have signed 
a lease with the University of Michigan to take over operating 
facilities at Willow Run airport, Detroit, as a part of the 
cooperative airlines’ program to improve service at air termi- 
nals, says the Air Transport Association. 

“Through the Airline Terminal Corporation, the scheduled 
carriers are experimenting in the field of joint operation of 
airport facilities. In add'tion to improving service in the lobby 
and on the ramp, they hope to reduce their burdensome ground 
costs and move toward making airports self-sustaining. 

“The leasing of the Willow Run airport will be followed 
up by experiments at the Greater Cincinnati airport in Kenton 
County, Kentucky,” it continued, adding: 


Roy Callahan, general manager of the Airline Terminal Corpora- 
tion, signed the lease for the airlines in a ceremony at the airport. 

The University, which owns the vast war-built airport, plans to 
retain its two million dollar research projects there, including a wind 
tunnel. 

At the present time each airline at the majority of airports handles 
its passengers, express, mail and freight with its own employes. Under 
consolidation such as to be effected at Willow Run, there would be one 
group of employes to handle these services for all the airlines using 
that terminal. 


AIR TRANSPORT COMMAND OPERATIONS CEASE 


The Air Transport Command transport operation contract 
of American Overseas Airlines has been terminated, officials of 
A.O.A. have announced. This has no eifect on A.O.A.’s com- 
mercial schedules, which now include 16 round trips weekly to 
European points. In the course of its military operations for 
the A.T.C., A.O.A. completed 2,056 crossings of the Atlantic 
and flew a total of 9,192,338 miles. These operations were re- 
— for 93,867,204 passenger miles and 23,917,717 ton 
miles. 


AIRLINE-HIGHWAY CARRIER MEETING 


The committee on air cargo of the American Trucking 
Associations, Inc., will meet March 4 and 5 at the Morrison 
Hotel, Chicago, with representatives of airlines to consider a 
proposed agreement covering arrangements between airlines 
and over-the-road motor carriers, according to an annouince- 
ment by A. T. A.’s traffic department. 


PAN AMERICAN SERVICE TO ANKARA 

Weekly service to Ankara, Turkey, was inaugurated re- 
cently by Pan American World Airways’ clipper service. Some 
5.631 miles away from New York, or roughly a little more than 
300 miles further than New York is from Buenos Aires, the 
trip will be made in approximately 25 elapsed hours. 

The establishment of international air express service from 
New York City to Ankara, Turkey, via Pan American’s new 
service to that city, was announced by the air express division 
of Railway Express Agency. The express rate, New York to 
Ankara, will be $2.01 a pound. 


Febrt 


A. 
Co! 


sored 
in dr 
Now 
sider’ 
ing f 
docks 
7 


D: £3, 
first 
ruary 
ing tl 
“Loat 
instr 
consil 
to stu 
back 
a 


petin; 
simile 
and ¢ 


I 
said t 
to A. 
since 
carrie 
and c 
of sta 
inacti 
14 or 
inacti 
active 
work. 


arran; 
camps 
porter 

T 


ciatio: 
cente 
lading 
dama; 
was U 
tion. 


forwa 
metho 
of the 
meetil 
for ec 
report 
rules 
on th 
involv 
tioned 

‘ig 
with t 
per ce 
loadin 

Ir 
ported 
duct « 
action 


aftern 
the N:; 
Leagu 
groups 
Jc 
ber Cx 
worse! 
compa 
Settle 
lines, 
Insura 
Carrie} 
Cent a 


ited 
ress 
otal 
650 


1 at 
vere 
ight 
nent 
on’s 
ities 
dled 
ery, 
>lec- 
har- 


ened 
ating 
— the 
rmi- 


juled 
yn of 
obby 
ound 


owed 
enton 


rpora- 
rt. 

ans to 
. wind 


andles 
Under 
be one 
using 


SE 


ntract 
ials of 
; com- 
kly to 
ns for 
tlantic 
ore re- 
[7 ton 


ucking 
orrison 
sider a 
irlines 
ounce- 


ted re- 
, Some 
re than 
‘es, the 


ce from 
r’s new 
division 
York to 





February 22, 1947 


A. T. A. Claim Committee ~~. 
Considers Staging “Loadeo” 


Some years ago the American Trucking Associations spon- 
sored its now-famous Roadeo, to encourage and reward skill 
in driving and handling motor-trucks and tractor-trailer units. 
Now the A. T. A.’s national freight claim committee is con- 
sidering plans for staging a “Loadeo” to encourage better load- 
ing practices among employes on the nation’s motor freight 
docks and platforms. 

The idea, originated by John M. Miller, of Washington, 
D. C., secretary of the A. T. A. freight claim committee, was 
first broached at a three-day meeting of the committee, Feb- 
ruary 13, in the Sherman Hotel, Chicago. At a committee meet- 
ing the morning of February 14, the possibilities of staging a 
“Loadeo” were discussed, and a motion carried unanimously, 
instructing the chairman, E. G. Dowe, manager of the Wis- 
consin Rate & Tariff Bureau, to appoint a committee of three 
to study the problems of the contemplated “Loadeo” and report 
back to the next meeting of the committee three months hence. 

Mr. Miller suggested that the ‘“‘Loadeo” would present com- 
peting teams who would load the same set.of commodities into 
similar vehicles, and would be judged on the basis of speed 
and adherence to sound loading principles and practices. 

Regional Committees Active 

In his general report to the committee, Secretary Miller 
said that the number of A. T. A. members who have subscribed 
to A. T. A. procedure in handling freight claims has grown 
since the last meeting in October. Although the regional motor 
carrier claim organizations continue to be active in formulating 
and conducting programs to reduce shippers’ claims, a number 
of state and local claim organizations have disbanded or become 
inactive. There are 10 active state claim organizations, and 
14 on the inactive list; 9 active local organizations, and 29 
inactive, he reported. A discussion was held on means of re- 
activating those claim groups which have discontinued their 
work. 

The A. T. A. through its freight claim committee has made 
arrangements to cooperate fully in the April perfect shipping 
—— with pamphlets, posters, and meetings, it was re- 

orted. 

‘ T. W. O’Neill, chairman of the Detroit Freight Claim~Asso- 
ciation, conducted a claim prevention clinic, with discussions 
centering about terms and conditions of the uniform bill of 
lading, and about forms and procedures for over, short and 
damage checking. The importance of careful checking of freight 
was underlined with copies of educational posters for distribu- 
tion. 

At the meeting February 14 it was reported that the freight 
forwarders had been invited to send a committee to discuss 
methods of prorating concealed damage claims, but that two 
of the forwarders had announced they would not attend the 
meeting. The forwarders continue to insist in prorating claims 
for concealed loss and damage on a mileage basis, it was 
reported. Rule 6 of the A. T. A. motor carrier freight claim 
rules provides that “proratable claims shall be apportioned 
on the basis of mileage or revenue, except proratable claims 
involving carloading or forwarding companies shall be appor- 
tioned on the basis of revenue only.” 

The freight forwarders, it was said, have an agreement 
with the rail carriers whereby the forwarders will absorb 100 
per cent of. a loss claim if the forwarder performs both the 
loading and unloading. 

In a discussion on cargo insurance companies, it was re- 
ported that though the A. T. A. has urged such firms to con- 
duct claim prevention work, they have not yet taken such 
action. 

Meeting with Shippers 


A claim progress meeting with shippers was held the 
afternoon of February 14, with representatives present from 
the National Industrial Traffic League, the Chain Store Traffic 
League, and the Chicago Association of Commerce and other 
groups. 

John Palmer, freight claim agent of Goodyear Tire & Rub- 
ber Co., said that the claim situation with motor carriers had 
Worsened in recent months. He served an ultimatum that his 
company would allow carriers 30 days on their own lines to 
settle loss and damage claims, and 60 days with connecting 
lines, and at the expiration of those limits would go to the 
Insurance companies. Of his company’s claims against motor 
carriers, 7.3 per cent are over one year old, he said; 30.8 per 
cent are over 90 days old, 9.6 per cent are between 60-90 days, 
95 per cent are up to 60 days old, 17.4 per cent are 30 days 
old, and 20.2 per cent are current. “Something must’ be re- 
formed radically to improve the claim record of motor car- 
ners,” he said, warning that if this is not done, Goodyear will 
tut down truck shipments as much as possible. 


605 


In response to questions from Mr. O’Neill, Mr. Palmer 
said that Goodyear does not file claims for less than $3.00, as 
it costs the company that much to file a claim. Mr. Palmer 
praised the southern motor carriers for the marked improve- 
ment in handling claims in recent months. 

A spokesman for the Industrial Traffic Council of the Chi- 
cago Association of Commerce said that the council has pre- 
pared a new form for use of shippers in reporting loss and 
damage claims. Returns from 42 shippers in the Chicago area 
show the following, he said: Of 1,778 claims filed, 812 were 
paid within 30 days, and 458 were paid within 90 days, the 
total paid within 90 days being 71 per cent of al] claims. Some 
137 claims were between 90 and 160 days old, he said. 

On December 31, 1946, the number of claims outstanding 
among the 42 shippers was 409, of which 147 were 60-120 days 
old, and 148 over 120 days. 

S. E. Kantowitz, of the traffic department at Spiegel, Inc., 
Chicago, appearing for the Chain Store Traffic League, con- 
gratulated the A. T. A. for its active freight claim committee. 
“In less than three vears, we have accomplished in these meet- 
ings much that could not have been done through other chan- 
nels,” he said. “Claims are acknowledged more promptly by 
the motor carriers.” 

In response to a question from Mr. O’Neill, Mr. Kantowitz 
said that Spiegel’s had its own claim prevention program. Mr. 
O’Neill said he honed other shippers would do likewise. A num- 
ber ofthe Detroit auto manufacturers, he said, employed ex- 
pediters who visited the carriers and kept the freight moving. 

S. Hirschmugl, traffic manager of the Cupples Co., St. 
Louis, and a member of the N. I. T. L. claim committee, stated 
that it was unfortunate for the carriers that often their claim 
departments kill the sales that the carriers’ salesmen achieve. 
Mr. Hirschmug] said that many St. Louis shippers believe that 
it is up to the originating carrier to progress a claim all the way 
through. absolving the shipper from seeking out connecting 
lines with-which the shipper has no contact. 


Discuss Chain Store Claims 


The closing committee session on February 15 discussed 
chain store claims. and recommended formation of a subcom- 
mittee to meet with. general traffic officials of large chain or- 
ganizations and to seek a uniform national formula for the 
handling of chain store claims. 

The committee also discussed the liability of a carrier for 
damage to containers having a value other than for protecting 
contents, such as oil drums and grease containers. When the 
shipper contends a container has a snecial value, it is the ship- 
per’s duty to provide special protection against damage for the 
container if he intends to make the carrier liable, the com- 
mittee agreed. 

Many tire manufacturers are assessing a higher claim val- 
uation than the invoice price of the product to the consignee, 
it was contended by the committee. 

The group discussed the following proposed addition to 
Rule 57 of the freight claim manual: 


No carrier shall be penalized for any loss of or damage to freight 
or for charges on refused or unclaimed freight, unless it has been given 
opportunity to develop the facts pertaining to the loss or damage or 
to the freight charges prior to the expiration of the period for which 
it is legally required to preserve its records. 


MOTOR TRUCK PRODUCTION 


Truck production in January increased 1,243 units to a 
total of 102.727 for the month, according to the Civilian Pro- 
duction Administration. It said manufacturers were forecast- 
ing a February output of 123.089 units, while the all-time high 
monthly production was 109,553 units in November, 1946. 


HIGHWAY USERS’ LEGAL INFORMATION 


Loose leaf editions of the three motor vehicle laws books 
issued by the National Highway Users Conference will be avail- 
able about May 1, Arthur C. Butler, conference director, has 
announced. For the last 14 years these books have been issued 
biennially in bound form. The new policy of issuing the series— 
“State Restrictions on Motor Vehicle Sizes and Weights,” Reg- 
istration Fees and Special Taxes for Motor Vehicles,” and 
“Equipment Requirements for Motor Vehicles”—in loose leaf 
form on a yearly subscription basis was developed as a result 
of demand from manufacturers, motor vehicle operators, ship- 
pers and others, Mr. Butler explained. 





PRIVATE MOTOR TRUCK MANUAL 
The National Council of Private Motor Truck Owners, 
Washington, D. C., has announced publication of a revised and 
enlarged edition of its manual covering all I. C. C. regulations 
applicable to the interstate operation of private motor trucks. 
Prominently featured is a new section devoted to “I. C. C 


ye for Transportation of Explosives and Other Dan- 
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gerous Articles,” including specifications for shipping containers, 
with historical data, interpretation and comment. The manual 
is designed to keep private motor truck owners currently in- 
formed concerning all of their obligations and liabilities under 
the interstate commerce act as administered by the Commission. 
It is offered to all private truck owners and other interested 
parties at a subscription price of $7.50 a copy, including supple- 
mentary revisions thereto for a one-year period. 


MOTOR VEHICLE DEATHS IN 1945 
Motor-vehicle accidents led all other types of accidental 
causes of death in the United States in 1945, the National 
Office of Vital Statistics, U. S. Public Health Service, an- 


28,076 were due to motor-vehicle accidents. Injury by 


nounced. Of a total of 95,918 deaths from all accidental oy ah 


ranked second as a cause of fatal accidents with 23,333 deaths. « 


Drowning, with 5,676 deaths, was third in importance as a 
cause of accidental death, and burns fourth with 5,105 deaths, 
said the office, adding: 

A sharp reduction occurred between 1944 and 1945 in the number 
of deaths from airplane accidents. In 1945, 3,552 deaths were attributed 
to this type of accident, or slightly more than half as many as the 
total of 6,656 for 1944. The decrease, which was probably due to cur- 
tailment of the aviation training programs of the armed forces, brought 
deaths from airplane accidents to fifth place from a rank of third for 
1944. The sixth accidental cause on the list for 1945 was railway 
accidents with 3,320 deaths. : 

Deaths from all other accidental causes numbered 26,856 ‘ep proxi- 


mately 1,500 less than the number caused by motor-vehicle accidents 
alone. 


AERO MAYFLOWER MOVES BASEBALL RECORDS 

The records and office equipment of the National Associa- 
tion of Professional Baseball Leagues were recently moved from 
Durham, N. C. to Columbus, Ohio, by the Aero Mayflower 
Transit Co. Paul R. Carroll, owner of Trowbridge Storage Co., 
Mayflower agent in Columbus, obtained the order.“She..goods 
of the baseball association, weighing 19,150 pounds were loaded 
in a Mayflower semi-trailer and in a cab-over-engine van. 


BEKINS OPENS NEW OFFICES 
Bekins Van & Storage Co. has operfed new offices in Bur- 
lingame, Calif., and in Boise, Idaho, bringing to 43 the number 
of Bekins offices serving communities throughout the west. The 
new Burlingame depository is a five-story structure containing 
nearly 400,000 cubic feet of storage space, and is equipped with 
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elevators, an automatic sprinkler system, and special facilities 
for the storage of rugs, upholstered furniture, appliances and 
other household furniture. This office will accommodate the 
moving and storage requirements of families in Burlingame, 
San Mateo, Palo Alto and adjacent peninsula communities. T. R, 
Nielsen is manager of the Idaho office at Boise. 


The annual safety, operations and equipment spring meet- 
ing of the American Trucking Associations, Inc., will be held 
May 12 to 15 at the Hotel Cosmopolitan, Denver, with Ted V, 
Rodgers, president of A. T. A. scheduled as the principal 
speaker at a dinner meeting May 14, the A. T. A. has an- 
nounced. 

Hoy Stevens of the association’s operations department 
announced the program will include discussion on these sub- 
jects of special interest to equipment supervisors; desirable 
characteristics of the driver’s cab for over-the-road vehicles; 
trends in light-weight van trailers; insulated bodies for han- 
dling refrigerated foods; new brake mechanisms for commer- 
cial vehicles, transmission requirements for heavy-duty en- 
gines, and Diesel engine maintenance. Continuing, he said: 


Of interest to cperations personnel, the meeting will include ses- 
sions on the fair labor standards act as applied to the motor freight 
industry: prevention of loss or damage to freight; advantages of using 
mechanical handling equipment on freight docks, and current A. T. A, 
experiments with use of two-way radio for trucks. 

Safety directors will learn what drivers think of them from a 
national champion truck driver, and will discuss methods of analyzing 
insurance costs with a view to reducing such charges: incentives for 
safety; local union cooperation in a trucking company’s safety pro 
gram; and safety inspection of plant and equipment. 

Discussion of proposed changes in the Interstate Commerce Con- 
mission’s safety regulations also has been scheduled. 


PITTSBURGH RETAIL UNIT-TRAFFIC GROUP 


Traffic and receiving representatives of Pittsburgh’s lead- 
ing rétail merchants met February 11 to organize the Pitts- 
burgh? Unit-Traffic Group of the National Retail Dry Goods 
Association, J. P. Brown, traffic manager, Joseph Horne Co, 
was.slected chairman. Other officers are: Vice-chairman. H. G, 
Esterberg, receiving manager, Kaufmann’s; treasurer, A 
Greenstone, traffic manager, Rosenbaum Co.; and secretary, 
D. O. Moore, manager, freight traffic division, Chamber of 
Commerce of Pittsburgh. 

The purpose of the new organization is to provide for the 
interchange of ideas on traffic and transportation problems, 
and a means for accomplishing improved service of the car- 
riers and adjustment of claims. Membership in the group is 
restricted to the traffic, receiving and shipping representatives 
of retail and wholesale merchants. 


Cc. & O. FREIGHT TRAFFIC DEPARTMENT 


The sales and service branches of the freight traffic de- 
partment of the Chesapeake & Ohio and Pere Marquette rail- 
ways will be separated, Arthur S. Genet, vice-president, traffic, 
has announced. G. W. Wood, who formerly had jurisdiction 
over both sales and service, now will concentrate all his efforts 
in the field of service; his headquarters will remain in Cin- 
cinnati. 

The appointment of the following six regional freight traffic 
managers in charge of sales was announced: 


W. L. Bailes, Chicago; A. M. Glassmeyer, Cincinnati; B. N. Maier, 
Detroit; D. L. O’Connor, Richmond, Va.; Aubrey O’Herron, New York; 
and E. E. Sharps, San Francisco. 


Mr. Genet also announced these additional appointments: 


E. F. Kessler, assistant freight traffic manager-sales, at Cincinnati; 
W. L. Granzen, general eastern freight agent at New York; M. R. Cole 
man, general agent at Memphis; C. A. Carlson, general agent, ani 
P. J. Johnson, commercial agent, and Walter Erdmann, traveling freight 
agent, all at Minneapolis; H. Vor Halvorsen, general agent at Portland, 
Ore., a new office; E. J. Stenzel, general agent at Dallas; E. W. Lam 
bert, general agent at New Orleans; B. W. Peterson and C. G. Farmer, 
general agent and commercial agent, respectively. at Des Moines; ani 
John Madden, general agent at Montreal, Que. The last five appoint 
ments are to new Offices. 


OFFICE OF NICKEL PLATE’S SUPERINTENDENT 

The Nickel Plate Road will move the offices of its general 
superintendent, P. L. Peffer, from Cleveland to Bellevue, Ohio, 
on February 17, according to President John W. Davin. Trans 
fer to Bellevue is being made because of the heavy traffic at 
that point, Bellevue being the terminal of three divisions, and 
also a large interchange point between the Nickel Plate and 
the Wheeling & Lake Erie. The recently completed office build 


ing is part of a $1,850,000 improvement program launched bY fiei>s> 


the Nickel Plate at Bellevue in August, 1945. 
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Charles A. Lahey, widely known in 
industrial traffic circles, will retire Feb- 
ruary 28 as vice-president in charge of 
transportation, The Quaker Oats Com- 
pany, Chicago. He will remain as chair- 
man of the board of the Litchfield and 
Madison Railway. He came to The 
Quaker Oats Company as traffic man- 
ager in 1920, after service with the 
Chicago and North Western Railway, 
and was made vice-president three years 
later. He has been prominent in the 
affairs of the Traffic Club of Chicago 
and the National Industrial Traffic 
League, and in wartime served on the 
grain car advisory committee to the 
Office of Defense Transportation. 


A. L. Rich has been appointed general 
traffic manager for the Fruehauf Trailer 
Co., Detroit, Mich. 

* * * 

Albert L. Peterson, traffic manager, 
for the Pana Refining Co., Pana, Ill., has 
been appointed general traffic manager, 
with headquarters at Springfield, Til. 


James A. Green has been appointed 
assistant traffic manager for the Corning 
Glass Works, Corning, N. Y. Mr. Green 
is a former president of the Metropol- 
itan Traffic Association of New York. 


The Texas Canners Association an- 
nounces the appointments of J. C. Yancey 
and D. A. Crossley, of Brownsville, Tex., 
as traffic managers for the association. 


Arthur A. Krudener has been ap- 
pointed general traffic manager for the 
Airline Foods Corp., New York City; 
Harvey C. Young has been appointed 
traffic manager of the eastern division. 


Edward F. Ledwidge has been ap- 
pointed traffic manager for the Erle P. 
Halliburton, Inc., cement division, with 
ae headquarters at East St. Louis, 


* * * 


E. A. Turnroth, traffic manager for 
the National Manufacturing Co., Ster- 
ling, Ill., died February 17. Funeral 
services were held February 19 from 
the Broadway Methodist Church, Ster- 
ling, Ill. Mr. Turnroth was a member 
of the Traffic Club of Chicago. 


H. N. Hill has been appointed to the 
newly created position of assistant traf- 
fic manager for the West Virginia Steel 
cela Co., Huntington, 

a. 
* * * 


C. C. Fleming, traffic manager, War 
Assets Administration, has returned to 
his office after recovering from a traffic 
accident in Cincinnati last November. 

oS * * 

Wendell Berge, Assistant Attorney 
General, who has had charge of the anti- 
trust proceedings brought by the De- 
partment of Justice against the rail- 
roads, has announced he will resign, ef- 
fective May 1, to practice law. 


Kenneth Tubbs of the Wichita Cham- 
ber of Commerce traffic department has 
been appointed assistant to Homer J. 
Conley, commissioner of the Fort Smith 


Traffic Bureau, Fort Smith, Ark. In its 
February 15 issue, Traffic World erro- 
neously reported that Mr. Tubbs had 
been appointed traffic manager of the 
bureau. - 

* * #& 

Examiner Horace W. Johnson has vol- 
untarily retired after 36 years of service 
with the Commission. Before coming to 
the Commission in 1911 he had been 
employed by the Illinois Central, the 
Chicago, Rock Island & Pacific and the 
Chicago & Northwestern railroads. 


The Atlantic Coast Line Railroad an- 
nounces the following appointments: C. 
P. Wood, general agent, Tallahassee, 
Fla.; L. R. Biven, commercial agent, 
New Orleans; J. S. Hatchell, commercial 
agent, Birmingham; F. E. Todd, freight 
service agent, Albany, Ga.; R. B. Warner, 
general freight agent, Wilmington, N. C.; 
S. G. Williams, assistant freight agent, 
Wilmington; Thomas Fuller, assistant 
general freight agent, Wilmington; C. E. 
Bond, assistant to freight traffic man- 
ager, Jacksonville; G. F. Potter, assist- 
ant to vice-president. - . 

Lloyd W. Baker has been appointed 
freight traffic manager in charge of sales 
and service, at Baltimore, for the Balti- 
more & Ohio Railroad, succeeding John 
H. Hague, promoted. 

* * * 


Friends and associates of L. B. Free- 
man, Chicago, newly appointed general 
agent for the Grand Trunk Western Rail- 
road at Birmingham, Ala., tendered a 
testimonial luncheon to him at the Como 
Inn February 14. Nearly 200 were pres- 
ent. Mr. Freeman received a savings 
bond and a bound volume containing ex- 
pressions of esteem from the group. 
R. L. Milbourne, New York Central Rail- 
road was toastmaster. John Middleton, 
Pioneer Paper Stock Company, headed 
the committee in charge of arrange- 
ments. 

* * * 


William C. Fitch, retired general 
freight claim agent for the Southern Pa- 
cific Transportation System, died of a 
heart attack February 13 at San Fran- 
cisco. He was for many years manager 
of Southern Pacific’s perishable freight 
traffic, and held office as chairman of 
the Freight Claim Division of the Asso- 
ciation of American Railroads and presi- 
dent of the Associated Traffic Clubs of 
America. 

* * * 

Michael R. Fitzgerald has been ap- 
pointed general agent, at Boston, for the 
Erie Railroad, succeeding Donald S. 
Day, promoted. 


* * * 


The Chesapeake & Ohio Railroad an- 
nounces the following appointments: W. 
L. Granzen to general eastern freight, 
New York City; Aubrey O’Herron to 
freight traffic manager—sales, New York 
City; G. W. Wood to freight traffic man- 
ager—service, Cincinnati; W. L. Bailes, 
freight traffic manager—sales, Chicago; 
D. L. O’Connor, freight traffic manager 
—sales, Richmond, Va.; A. M. Glass- 
menyer, freight traffic manager—sales, 
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Cincinnati; B. N. Maier, freight traffic 
manager—sales, Detroit; E. E. Sharps, 
freight traffic manager—sales, San Fran- 
cisco; E. F. Kessler, assistant freight 
traffic manager—sales, Cincinnati; C. G. 
White, district freight agent, Washing- 
ton, D. C.; M. R. Coleman, general agent, 
Memphis; H. Vor Halvorsen, general 
agent, Portland, Ore.; E. J. Stenzel, gen- 
eral agent, Dallas; John Madden, gen- 
eral agent, Montreal; Ed. W. Lambert, 
general agent, New Orleans; B. W. 
Peterson, general agent, Des Moines; 
C. G. Farmer, commercial agent, Des 
Moines; C. A. Carlson, general agent, 
Minneapolis; P. J. Johnson, commercial 
agent, Minneapolis; Walter Erdmann, 
traveling freight agent, Minneapolis. 


The Delaware & Hudson Railroad an- 
nounces the following appointments: 
Clifford J. Connolly to coal freight agent, 
at Albany, succeeding John T. Walsh, 
deceased; Joseph F. Hartman to general 
agent, freight department, at Cleveland; 
Ralph B. Hotaling to commercial agent 
at Buffalo; Harry E. Andrews to travel- 
ing freight agent at Buffalo; E. F. Rosen 
to traveling freight and passenger agent 
at Scranton. 

* * 

E. O. McCord, formerly assistant gen- 
eral freight and passenger agent, at 
Houston, for the Missouri-Kansas-Texas 
Railroad, has been promoted to assistant 
freight traffic manager at Dallas. 


J. A. McCaul has been appointed di- 
rector of industrial development, at Dal- 
las, for the Texas & Pacific Railway. 


The Union Pacific Railroad announces 
the following appointments: D. A. Mar- 
tin to freight service agent at Kansas 
City; T. L. Vogel to foreign freight agent 
at Chicago; T. W. Gursky to general 
agent at St. Louis; H. D. Athon to gen- 
eral agent at Bend, Ore.; J. L. Reeves 
to livestock agent at Portland, Ore. 


The following passenger department 
appointments have been made in the St. 
Louis office of the Gulf, Mobile & Ohio 
and Alton railroads: B. C. Pate to as- 
sistant general passenger agent; D. G. 
Barnard to general agent; C. S. Blue- 
stone to general agent; Roy J. Fischer 
to division passenger agent. 


The Soo Line announces the following 
appointments: I. M. Kiley to district 
freight agent at Cincinnati; J. C. Wad- 
dell to district freight agent at Indian- 
apolis; T. E. Reuter to district freight 
agent at St. Louis. . 


P. O. Christy has been appointed gen- 
eral superintendent of equipment, at 
Nashville, Tenn., for the Tennessee Cen- 
tral Railway. — 

Ferd W. Kuhn has been appointed 
freight traffic manager for the Chicago, 
Indianapolis & Louisville Railway. 


Ralph W. Cooke, supervisor of freight 
traffic personnel, at Chicago, for the 
Pennsylvania Railroad, was honored 
with the railroad’s 50-year gold service 
medal on February j4.. 


G. C. Cassell has been appointed vice 
president, with headquarters at Indian 
apolis, for the Motor Express Inc. of 
Indiana. 

* * a 

W. M. Cramer, general agent, at De 
troit, for the Norfolk & Western Rail 
road, died February 10. Funeral serv 
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ices were held at the W. R: Hamilton 
Funeral Home. Mr. Cramer was an 
active member of the Traffic Club of 
Detroit. 
ok ak ca 

Harry O. Yant, division freight agent 
at Detroit for the Clinchfield Railroad, 
died on February 16. Services were held 
at the Ira Garner Funeral Parlor, To- 
ledo, with burial at Fostoria, Ohio. Mr. 
Yant was an active member of the Traf- 
fic Club of Detroit. 


* * * 


James F. Cunningham has been ap- 
pointed foreign passenger agent, at New 
York City, for the Greyhound Lines. 

* * ca 


Frank W. Bodwell has been appointed 
regional director of state affairs, at Chi- 
cago, for American Airlines. Michael J. 


O’Malley, Jr., has been named reserva- 
tions manager at Chicago. Charles H. 
Harris, sales representative in Chicago, 
gave a talk February 18 before the Near 
North Side Kiwanis Club. 


Frank J. Walsh has been appointed 
district freight agent, at Philadelphia, 
for the Republic Carloading & Distrib- 
uting Co., Inc. 

* * * 


Otis F. Bryan, vice-president of the 
Trans World Airline, has been made gen- 
eral manager of T.W.A.’s international 
division, filling the vacancy caused by 
the resignation of Gen. T. B. Wilson. 

* * 

Braniff International Airways  an- 
nounces the following appointments: 
Richard C. Talbot to district traffic man- 
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ager at Tulsa; Dick Hoving to district 
traffic manager at Pueblo, Colo.; George 
Collett to special representative at Chi- 
cago. 
* * * 
Genevieve Gay has been appointed 
women’s traffic representative, at Seattle, 
for the United Air Lines. 


Alva E. Radcliffe has joined the sales 
staff of the Barney Florey organization, 
Cleveland and northern Ohio sales rep- 
resentatives for the Automatic Transpor- 
tation Co. Charles E. Lydecker has 
joined the sales engineering staff of Her- 
bert B. Cumming, Inc., northeastern New 
Jersey sales representative for Automa- 
tic Transportation. 

* * * 

The New Jersey Merchandise Ware- 
housemen’s Association held a meeting 
February 18 in the Robert Treat Hotel. 
A. S. Liddie is the newly elected presi- 
dent. 

* * * 

The Alumni Association of the College 
of Advanced Traffic (Chicago) will hold 
its annual past presidents and good fel- 
lowship night February 18 at the Mor- 
rison Hotel. 

* * * 

The Delta Nu Alpha Transportation 
Fraternity will hold a meeting March 3 
at the Ben Franklin Hotel. Charles H. 
Diamond, freight claim agent, Reading 
Co., will speak. 





At the annual meeting of the Traffic 
Club of the Providence Chamber of Com- 
merce, Thomas F. Durkin, traffic man- 
ager, Rhode Island Port Authority, was 
elected president. Other officers elected 


are: First vice-president, Reuben A. 
Charleson, traffic manager, Everett & 
Barron Co.; second vice-president, Law- 
rence J. Reardon, general agent, Na- 
tional Carloading Co.; third vice-presi- 
dent, Cornelius J. Meskill, general traf- 
fic agent, New Haven Railroad; treas- 
urer, E. C. Southwick, executive secre- 
tary, R. I. Port Authority; secretary, A. 
H. Ferguson, manager, transportation 
and foreign trade division of the Provi- 
dence Chamber of Commerce. D. L. 
Sutherland, president of the Middle 
Atlantic Transportation Co., was _ the 
guest speaker. 





The Clearing-Cicero Traffic Confer- 
ence will hold an industrial night meet- 
ing March 13 at the Clearing Industrial 
Club. Crescent Tucker, president of the 
Tucker Motor Gas Co., will be the guest 
speaker. 





The Pikes Peak Traffic Club of Colo- 
rado Springs held a meeting February 
18 at the Blue Spruce Restaurant. Wil- 
laim M. Carey, freight traffic manager 
of the Denver and Rio Grande Railroad, 
spoke on the “History of the Colorado 
Point Adjustment.” 





The Junior Traffic Club of Minneapolis, 
at its annual meeting February 11, 
elected as its president Robert McCor- 
mick, Soo Line Railway. Other officers 
elected are: Vice-president, Raymond 
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Goodge, Nash Finch Co.; secretary, Rob- 
ert Scott, Southern Pacific Lines; treas- 
urer, John Sayres, Baltimore & Ohio 


Railroad. 





George A. Harnischfeger, district 
freight agent of the Pennsylvania Rail- 


road at Elmira, 
N. Y., has been 
elected president 








of the Elmira 
Traffic Club. A 
native of Phila- 
delphia, Mr. Har- 
nischfeger at- 
tended the public 
schools there, and 
attended Temple 
University. He 
was employed by 
the Pennsy in 
1920 in the freight 
claim department, 
later transferring 
to the traffic de- 
partment. After soliciting freight in 
Philadelphia, Norfolk, Va., and Wilming- 
ton, Dela., he was transferred to Elmira 
as district freight agent, in May, 1943. 
The club will sponsor a luncheon April 
10 in connection with the meeting of the 
Atlantic States Shippers Advisory Board. 





G. A. Harnischfeger 





Don Thomas, managing director of the 
All-Year Club of Southern California, 
was the guest speaker at a luncheon of 
the Los Angeles Transportation Club 
held February 17 at the Biltmore Hotel. 

J. R. Teasdale, general agent of the 
New York Central System at St. Paul, 
was recently 
elected president 
of the Transpor- 
tation Club of St. 
Paul. Mr. ‘Teas- 
dale, a native of 
St. Paul, was edu- 
cated in the public 
schools of that 
city and entered 
F the service of the 
New York Cen- 
tral in June, 1923, 
as stenographer. 
After holding var- 
ious office jobs 
and being city 
freight agent and 





J. R. Teasdale 
traveling agent, he was promoted to his 


present position in September, 1938. 
Prior to working for the New York Cen- 
tral, Mr. Teasdale had worked for the 
Omaha, the Northern Pacific, and the 
Milwaukee railroads in St. Paul. 





The Oklahoma City Transportation 
Club held a meeting February 20 at the 
—— Club. Judge John B. Ogden 
spoke. 





The Nashville Traffic & Transportation 
Club held a meeting February 20 in the 
Noel Hotel. Professor Aults of Peabody 
College spoke. 





The Women’s Traffic Club of Pitts- 
burgh held a meeting February 18 at the 
aot Pitt Hotel. A travelogue was fea- 
ured. 





_The Junior Traffic Club of San Fran- 
cisco will hold an inaugural dinner dance 
and induction of new officers March 1 at 
Veneto’s. 





The Junior Traffic Club of Chicago 
heard John J. Hayden, district manager 


of the Association of American Rail- 
roads, as guest speaker at its traffic 
— February 20 in the Morrison Ho- 
tel. 





The Oakland Traffic Club held a meet- 
ing February 18 at the Hotel Leaming- 
ton. Don M. Follett, manager of the 
Alameda County New Industries Com- 
mittee was the speaker of the evening. 

The Junior Traffic Club of Kansas City 
held a meeting February 12 at the Pick- 
wick Hotel. L. R. Landers, advertising 
supervisor, Southwestern Bell Telephone 
Co., presented a film showing the devel- 
opment and use of radar. 





The Norfolk-Portsmouth Traffic Club 
held a dinner meeting February 20 at 
the Albany Restaurant, Norfolk, Va. 
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Two films, “Wings Over Alaska” and 
“Diesel Motors,’”’ were presented. 





The Transportation Club of the Roch- 
ester Chamber of Commerce held a 
round table discussion February 20 at 
the Chamber of Commerce. 





The Women’s Traffic and Transporta- 
tion Club of Baltimore held a dinner 
meeting February 12 at the Park Plaza 
Hotel. Chauncey Ashley spoke on “The 
Land of the Marsupials.” 





The Traffic Club of Kansas City will 
have a luncheon meeting February at 
the Hotel President. 


The Traffic Club of Fort Worth held 
a luncheon meeting February 17 at the 
Blackstone Hotel. Carrol F. Hinners of 





“Down in the mouth” 


BECAUSE OF DELAYED 
TRAFFIC IN TERMINALS? 


Remember the old memo that 
was found when they finally opened 
Thomas Edison’s desk, ‘““When down 
in the mouth, remember Jonah. He 
came out all right.” No matter how 
dark the outlook may seem at the 
moment, the day ahead always 
brings a solution . . . or at least a 


plan for tomorrow! 


If you are experiencing delays, 
try routing your freight via the 
Peoria Gateway and the P. & P. U. 
Ry. An efficient terminal organiza- 
tion, on a 24-hour day, speeds cars 
on their way to destination. Sixty- 


six years of “doing” have paved the 


way for the most expedient han- 
dling of cars between fourteen 


trunk line connections. 


There is no “sluggishness” on the 
P. & P. U. Ry., and shippers need 
not be “down in the mouth” be- 


cause of traffic delays in terminals. 


Write or call E. F. Stock, Gen- 
eral Traffic 
Manager, for 
complete de- 
tails about P. 
& P. U. Ry.’s 
terminal serv- 


ice. 





Shippers agree that "BETWEEN EAST 
AND WEST, Peoria Gateway is Best." 
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the Southwest Travel Service presented 
two films, “Wings over Ireland” and 
“Wings over Alaska.” 





The Women’s Traffic Club of Philadel- 
phia will hold a dinner meeting March 
11 at the Benjamin Franklin Hotel. 





The Metropolitan Traffic Association 
of New York will hold a meeting Febru- 
ary 27 at the Hotel Pennsylvania. J. A. 
Shelley, manager, traffic department, 
Asphalt Roofing Industry Bureau, will 
speak on “The Carriers’ Current Freight 
Rate Situation.” 





The Fort Wayne Transportation Club 
will hold a meeting February 27 at the 
Chamber of Commerce. 





The Motor City Traffic Club of Detroit 
will hold a forum meeting February 24 
at the Hotel Detroit-Leland. Four films 
will be presented. On March 10, Walter 
Belson, director of public relations, 
American Trucking Association, will ad- 
dress the club. 





The Women’s Traffic Club of Metro- 
politan St. Louis held a meeting Febru- 
ary 20 in the Hotel DeSoto. Clara Pen- 
dleton Welsch, of the St. Louis Women’s 
Advertising Club and Washington Uni- 
versity, spoke on “Housing and House 
Planning.” 





The Traffic Club of Minneapolis held 
a railroad day meeting February 20 in 
the Hotel Nicollet. Featured was the 
color-sound film, “Main Line U.S.A.” 





Walter H. Johnson, regional director, 
cargo sales, American Air Lines, New 
York City, and Walter W. Carpenter, 
district manager, public relations, Rail- 
way Express Agency, Philadelphia, ad- 
dressed the transportation forum of the 
Traffic Club of Norristown, Pa., Febru- 
ary 13. 





The New Britain (Conn.) Traffic Club 
will hold its annual ladies’ night dinner 
dance March 15 at the Indian Hill Coun- 
try Club. W. L. Bell, traffic manager, 

‘ North & Judd Mfg. Co., is chairman of 
the program. 


The Indianapolis Traffic Club will 
hold a luncheon meeting February 25 at 
the Hotel Lincoln. Howard C. Greer, 
vice-president and general manager of 
Kingan & Co., will speak. 








The Traffic Club of St. Louis will hold 
a noonday meeting February 24 at the 
Hotel Jefferson. Leonard Hall, columnist 





for the St. Louis Post-Dispatch, will 
speak on “Out of Doors in Missouri.” 





The Traffic Club of New York will 
hold a pre-season golf luncheon March 4 
at the Biltmore Hotel. 





The Traffic Club of Houston held a 
meeting February 18. The merchant ma- 
rine film, ‘America Sails the Seas,” was 
presented. 





The election of a new president, C. W. 
Nelson, general agent for the Canadian 
National Railways,“was announced Feb- 





Stopping in Transitu 


Massachusetts.—Question: Numerous 
answers have appeared to questions re- 
garding the liability of the carrier for 
delivery of goods contrary to the con- 
signor’s instructions but I cannot recall 
a specific situation covering the follow- 
ing instance: 

A shipper at point A sold merchandise 
on open account to a customer at point 
B, f.o.b. origin. Inasmuch as the Com- 
mission has ruled that, in the absence of 
specification to the contrary on contract 
of sale or invoice, it is to be presumed 
that the consignee in accepting the f.o.b. 
origin sale elects to take title to the 
merchandise at origin, it would appear 
that the beneficial title to the property 
passed at origin. However, in the instant 
case, after the goods had left origin, the 
consignor learned that the credit of his 
customer was poor. The consignor had 
not signed the non-recourse clause on 
the bill of lading. The consignor wired 
the destination office of the carrier in- 
structing it to withhold delivery and such 
wire was received at the destination of- 
fice of the carrier prior to the arrival of 
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ruary 20 at the dinner dinner of the 
Omaha Traffic Club held in the Fonten- 
elle Hotel. 





The bowling league of the Traffic Club 
of Chicago won its match with the league 
of the Milwaukee Traffic Club, at Chi- 
cago, February 15. Winner of the “home- 
and-home”’ series, will be determined at 
the second series in Milwaukee March 
27. Forty bowlers and 41 other visitors 
from Milwaukee were guests of the Chi- 
cago club’s league at a dinner at the 
Traffic Club of Chicago after the match 
at which the total attendance was 250. 


the goods at destination. However, due 
to a mixup in the carrier’s terminal, the 
goods were delivered nonetheless. The 
shipper could not collect from his finan- 
cially embarrassed customer. The car- 
rier admits receiving the wire in time 
to withhold delivery and admits that it 
erred in not following the consignor’s 
instructions. 

Would it not be proper to conclude 
that, inasmuch as the consignor on an 
f.o.b. origin shipment does not forfeit 
the right of diversion in transit, he has 
an equal right to hold the carrier liable 
for delivery contrary to his instructions 
to withhold delivery ? 

I would like to further buttress my 
contention by proving that even on a 
f.o.b. origin sale, until such time as the 
consignee has established his title by 
payment of the freight charges, the 
passage of the title has not been con 
summated. In other words, what I am 
building up to is a case that the carrie? 
is guilty of conversion under the circum: 
stances cited. 

No claim has yet been filed with the 
carrier for the value of the goods but 
it is our intention to file a claim fo 
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the full value of the merchandise, less 
freight charges, or to bring suit against 
the carrier if we have sufficient cause 
of action. 

There is another ramification of this, 
also—that the shipper suggested a sec- 
ondary loss in that previous shipments 
on open account had not been paid for 
and the antagonism generated in the 
mind of the consignee upon learning that 
the shipper had tried to intercept the 
last delivery (which information leak is 
the fault of the carrier, too) has caused 
the consignee to refuse settlement on 
earlier shipments as he claims he is 
affronted by the shipper’s lack of con- 
fidence in his credit. The net result is 
that, not only on the shipment which 
the carrier failed to stop delivery has 
the shipper had a considerable loss of 
merchandise without recompense, but 
also on earlier shipments, due to the 
carrier’s handling. 

Answer: An unpaid seller who has 
parted with the possession of the goods 
may, if the buyer is or becomes insol- 
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vent, stop the goods in transit; that is 
to say, he may resume possession of the 
goods, so long as they are in the course 
of transit, and may retain them until 
payment or tender of the price. The 
right exists only while the goods are in 
transit, that is to say, until the goods 
have come into the actual or constructive 
possession of the buyer or one lawfully 
claiming under him. This privilege of 
the seller was first recognized in equity 
but has since been adopted as a rule of 
law, and is one with which courts of 
equity will not in general interfere. 

The right seems to have been based 
on the custom of merchants, and rests 
on the reasonable ground that in equity 
one man’s goods should not be applied 
to the payment of another’s debts. As 
the right does not arise until the seller’s 
lien is gone, and as it presupposes that 
the seller has parted with the possession 
as well as the property in the goods, 
it is something regarded as a mere ex- 
tension of the seller’s lien. If, however, 
the goods were shipped to pay a prece- 
dent debt, no right of stoppage exists. 

The right of stoppage in transitu arises 
only on the buyer’s insolvency; but if 


price has not been paid, the right of 
stoppage arises, whether the sale is on 
credit or not. It is immaterial whether 
the insolvency arose after, or existed at 
the time of the sale, provided it was at 
that time unknown to the seller; but if 
insolvency is known to the seller at the 
time of the sale he cannot exercise the 
right. Direct proof of insolvency, such 
as an adjudication of bankruptcy or in- 
solvency, is not essential; but the insol- 
vency may be shown by circumstances, 
insolvency with respect to stoppage in 
transitu meaning a general inability to 
pay, as shown by stoppage of payment; 
and it has even been held that it is suf- 
ficient to show that the buyer is em- 
barrassed and probably not able to pay 
his debts. 

A delivery of the goods to a common 
carrier for transportation is not such a 
delivery to the buyer as will terminate 
the transit and preclude the seller’s 
right of stoppage, even though the car- 
rier is one selected by the buyer and 
under the bills of lading the goods are 
deliverable to the buyer or his assignee, 
and the transit continues so long as the 
goods are in the possession of connect- 
ing carriers and middlemen. 

The transit is not terminated by the 
arrival of the goods at their destination, 
unless the carrier parts with the control 
of the goods to the buyer; and so long 
as the goods remain in the carrier’s pos- 
session on the cars, in the warehouse, or 
on the wharf the transit has not ended. 
The transit has, however, come to an 
end, so as to prevent a stoppage by the 
seller, if the carrier stores the goods as 
the agent of the consignee or one claim- 
ing under him, or if, the freight being 
paid and the goods receipted for, they 
remain in the carrier’s hands merely 
awaiting removal, or if the goods are 
delivered to an agent selected by the car- 
rier to hold the goods as agent of the 
buyer. 


Notice of stoppage in transit need not 
be in any special form. It is enough if 
the carrier or its agent is advised of the 
wish of the vendor that his goods should 
not be delivered to the vendee on account 
of his insolvency. The notice, however, 
must be reasonable and such as to en- 
able the carrier to advise its agent in 
charge of the goods, or the one who is 
to deliver them to the vendee, that such 
delivery shall not be made. Accordingly, 


such insolvency exists, and the whole © 
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where the carrier or its agent under- 
stands the object of the notice, which is 
to exercise the right of the vendor to 
stop goods while in transit and before 
delivery, and is satisfied with it when 
given, the carrier cannot thereafter ob- 
ject that the notice was_ insufficient, 
whether or not in fact it was sufficient. 


On receipt of a notice which complies 
with the requirement relating thereto, it 
is the duty of the carrier to return the 
goods to the owner, or to divert the 
goods according to his instructions, and 
in so doing it incurs no liability to the 
consignee. The carrier, however, must 
deliver the goods to the person entitled 
to them, and on the exercise of the right 
the carrier acts at its peril in its dis- 
position of the goods stored. If the car- 
rier allows the consignee by direct or 
indirect means to get possession of the 
goods after the consignor has exercised 
the right of stoppage in transit, liability 
to the consignor will result. 

The consignor’s right of action for 
damages is in no way affected by the 
fact that he failed to tender the bill of 
lading, where there was no demand for 
the bill of lading, or denial of the con- 
signor’s ownership, the refusal being 
based on the ground of inability to com- 
ply with the consignor’s demand. Mor- 
gan vs. Chicago & N. W. Ry. Co., 166 
N. W. 777; Hines vs. Chaddick, 63 S. W. 
2d 263; Phillips-Patterson Co. vs. North- 
western R. Co. of South Carolina, 93 
S. E. 868. 


Damages—Mé€asure of—Shipping 


Massachusetts.—Question: We would 
appreciate your advising us your opinion 
concerning the figure to be uset as a 
basis for loss or damage claims. 


We have been advised by a steamship 
Jine that a consignee cannot file claim 
for the actual cost of the material plus 
a profit figured on the market value at 
Boston. We have taken exception be- 
cause in this instance we lost the sale. 
Though we collected for the cost of the 
material, we actually suffered a loss of 
profit. 


Answer: In the McCaull - Dinsmore 
case, 253 U. S. 97, 40 S. Ct. 504, the 
Supreme Court of the United States held 
that the provisions formerly carried in 
the carrier’s bill of lading, which pro- 
vided that the amount of any loss or 
damage for which any carrier is liable 
should be computed on the basis of the 
value of the property at the time and 
place of shipment, including freight 
charges, if paid, to be a limitation upon 
a carrier’s liability, and therefore con- 
trary to the Cummins’ amendment, and 
in effect stated that the measure of dam- 
ages was the actual loss caused by the 
breach of contract of carriage, which 
loss is what the shipper would have had 
if the contract had been performed. 
Where goods are lost or destroyed the 
carrier is liable, as a rule, for their value 
at place of destination at the time they 
should have been delivered, with interest 
thereon from that time, less the unpaid 
cost of transportation. 


While the destination value is the 
measure of damages for loss of, injury 
or delay to goods, there is no uniform 
basis or method for arriving thereat. 
Each case must be determined by tak- 
ing into consideration the circumstances 
surrounding the purchase, sale and trans- 
portation of the goods, such as, for in- 
stance, whether it was necessary to re- 
place the goods at destination in order 
to fill a contract of sale or whether the 
consignee has lost a sale because of the 
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non-delivery of the goods or has earned 
a retail profit by a contract of resale. 

See, in this connection, The Waal- 
haven, 64 Fed. 2d 25: the Cabo Villano, 
14 Fed. 2d 978; U. S. Shipping Board, 
E. M. Corp. vs. Rosenberg Bros. & Co., 
12 Fed. 2d 721; St. Johns U. F. Shipping 
Corp vs. S. A. Compania Gerel Com- 
mercial Do Rio De Janierom 44 S. Ct. 30. 


Abandonment of Goods Account of 
Damage 


South Dakota.—Quéstion: Can you 
cite any case where the courts have 
upheld the fact that it is the legal duty 
of the consignee or owner to promptly 
accept property which has been damaged 
or injured in transit, and which is not 
totally destroyed or worthless? 


Are there any cases which you can 
cite where the courts have held that 
the consignee or owner can refuse a 
shipment which has been damaged or 
injured, which is not totally destroyed 
or worthless, and force the carrier to 
pay the claim for the full value of the 
entire shipment? 


Answer: Where the goods are injured 
during transportation, or part of them 
are lost, it is generally held that the 
consignee cannot abandon the consign- 
ment and sue for the full value, but 
must accept the goods as tendered, or 
the portion tendered, and sue for dam- 
ages. Pacific Heater Co. vs. Southern 
Pac. Co., 188 Pac. 900; Sipple vs. Sea- 
board Air Line Ry. Co., 114 S. E. 435; 
Cleveland, C. C. & St. L. Ry. Co. vs. 
Bement-Rea Co., 154 N. E. 32; New 
Hampshire Wholesale Fruit Co. vs. 
Payne, 120 A. 78; Whittington vs. South- 
ern Ry. Co., 90 S. E. 505; Bech vs. Chi- 
cago, M. & St. P. Ry. Co., 164 N. W. 


74; Patterson & Robers vs. Quanah, 
A. & P. Ry. Co., 195 S. W. 1163. It is 
impossible it is said, to distinguish in 
principle between damage due to delay 
and damage due to impairment of value 
by a physical injury to the goods; Mc- 
Grath vs. Charleston, etc., R. Co., 75 
S. E. 44; the person entitled to goods 
shipped cannot, on account of delay, re- 
fuse to receive them and sue for the 
full value. 

However, the unlawful refusal of the 
consignee to accept damaged goods, and 
his action in bringing suit for their value, 
is of no consequence where it does not 
appear that any different result would 
have been reached had the consignee re- 
ceived the goods in their injured condi- 
tion and then sued for damages. Gulf, 
etc. R. Co. vs. Pitts, 83 S. W. 727. 

Where the goods are so materially 
damaged as to destroy their value, the 
consignee may, of course, refuse to ac- 
cept and sue for the full value, since in 
that event nothing that the consignee 
might do would lessen the loss and so 
diminish the carrier’s liability. 


Damages — Measure of — Replacement 
Value 


Indiana—Question: One of our drivers 
picked up a machine from a War Assets 
Disposal Center and in making the re- 
turn trip to our terminal the machine 
hit an overhead, causing a total loss of 
said machine. The consignee was in 
serious need of this merchandise and is 
not interested in receiving the amount 
of money involved in the cost of the 
damaged machine but wants the ma- 
chine replaced. 

Unfortunately, replacement is ex- 
tremely difficult and even a similar 
machine which might be used for re- 
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placement would cost considerably more 
than the Government charged for the 
original machine. Are we obligated to 
replace the machine regardless of the 
cost of replacement, or are we permitted 
to. pay the invoice price of the damaged 
machine and assume no further respon- 
sibility ? 

Answer: In the McCaull-Dinsmore 
case, 253 U. S. 97, 40 S. Ct. 504, the 
Supreme Court of the United States held 
that the provisions formerly carried in 
the carrier’s bill of lading which pro- 
vided that the amount of any loss or 
damage for which any carrier is liable 
shall be computed on the basis of the 
value of the property at the time and 
place of shipment, including freight 
charges if paid, to be a limitation upon 
the carrier’s liability, and therefore con- 
trary to the Cummin’s amendment, and 
in effect stated that the measure of dam- 
ages was the actual loss caused by the 
breach of contract of carriage which loss 
is what the shipper would have had if 
the contract had been performed. Where 
goods are lost or destroyed the carrier 
is liable, as a rule, for their value at 
place of destination at the time they 
should have been delivered, with interest 
thereon from that time, less unpaid cost 
of transportation. 

In the Crail case, 281 U. S. 57, 50 S. 
Ct. 180, the court said there is no greater 
inconvenience in the application of one 
standard of value than the other; that 
no advantage was perceived to be gained 
from adherence to a rigid uniformity 
which would justify sacrificing the rea- 
son of the rule to the letter; that the 
test of a market value is at the best but 
a convenient means of getting at the loss 
suffered and may be discarded and more 
accurate means resorted to if, for spe- 
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cial reasons it is not exact or otherwise 
not applicable. The court cited Wilmuth 
vs. Hamileton, 127 Fed. 48, 51; Theiss 
vs. Weiss, 166 Pa. St. 7, 19; Pittsburgh 
Sheet Mfg. Co. vs. West Penn Sheet 
Steel Co., 201 Pa. St. 150, and Williston 
on Contracts, Sections 1384, 1385. 
While the destination value is ordi- 


narily the measure of damages for the 
loss of, injury, or delay to goods, each 
case must be determined by taking into 
consideration the circumstances  sur- 
rounding the purchase, sale and trans- 
portation of goods, such as, for instance, 
whether it was necessary to replace the 
goods. 
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If it is necessary for the consignee to 
purchase, in the open market, at an in- 
creased price, goods to replace those 
lost in the course of transportation, it 
would appear from the statement of the 
court in the Crail case, that the in- 
creased replacement cost may be re- 





1.P.E.A.A. Hears Dagenais on 
History of Furniture Packing 


A history of the growth and development of the packing 
of upholstered furniture was related by Elmer Dagenais, pack- 
aging engineer and traffic manager of the Kroehler Manufac- 
turing Co., Naperville, Ill., before the recent meetng of the 
Illinois section of the Industrial Packaging Engineers Asso- 
ciaiton of America, at the Furniture Club, Chicago. 

At the beginning of this century, furniture makers prepared 
their merchandise for shipment by utilizing burlap, kraft paper, 
and loose excelsior, the problems of quantity and method being 
left up to the individual in the packing room, said Mr. Dage- 
nais. The light couches then manufactured were first wrapped 
in kraft paper, then covered with loose excelsior, with the burlap 
wrapped around and tied to hold the excelsior in place. Around 
1912 his company began making a heavy bed davenport, and 
decided to crate it for protection against the hazards of trans- 
portation. A company superintendent was sent to the Forst 
Products Institute at Madison to study proper crating pro- 
cedures. 

‘Tt is interesting to note that about the same time we 
started crating, that we purchased our first truck to be used 
in delivering our merchandise to our various dealers,” stated 
the speaker. “I presume that one of the factors entering into 
the purchase of the truck was the high cost of crating and the 
increased cost of transportation due to the additional weight 
that the crate added to the article. After that, we soon realized 
the advantages of shipping uncrated furniture within a certain 
radius of our plant and progressively increased the size of 
our delivery fleet.” 

The company continued to use crates on heavier articles 
and the burlap wrap with excelsior and kraft paper on the 
lighter articles shipped by rail, said Mr. Dagenais. “In the 
late 1920’s we learned of the possibility of using laminated 
paper. We were very cautious and months of experiment were 
carried on before adopting such a radical change in packing.” 

The company could not afford to have its merchandise 
received at destination in anything but first-class condition, said 
the speaker, because such a circumstance “would soon tend to 
localize the industry and forbid us from entering markets in 
distant points from our various plants.” 


Many Satisfactory Packing Materials 

Today there are many satisfactory materials available for 
packing and shipping furniture, the speaker said. “The field is 
broad and the products are good and one can find suitable 
materials to use for packing any type of furniture.” 

In the 1930’s, the claim figures on furniture were reduced 
from $9.27 to $5.24 a car of furniture originated, asserted Mr. 
Dagenais, adding that with the outbreak of war the favorable 
trend of furniture claims was reversed. 

National Furniture Traffic Conference 


When the carriers, during the war, docketed for public 


covered. 


hearing a proposal to cancel the exception ratings on furniture, 
“which was one of the important factors enabling national dis- 
tributors to meet local competition,” the furniture industry 
incorporated the National Furniture Traffic Conference, “not 
only to oppose the carriers’ proposal but also to act in improv- 
ing the packing, the handling and the basic materials used in 
the packing of furniture,” the speaker continued. 


The conference appointed a general packing committee, 
whose membership included representatives of the suppliers 
and railroads. This commtitee appointed sub-committees for 
each type of furniture, and embarked on a series of packing 
clinics at strategic furniture centers throughout the country. 
The conference, incidentally, is going to hold a series of pack- 
ing clinics this spring, in St. Louis, Fort Smith, Dallas, Los 
Angeles, San Francisco, Seattle, Spokane, and Minneapolis, 
said Mr. Dagenais. 


Basic Packing Specifications 


Individual committees appointed by the general packing 
committee wrote specifications for the packing of furniture. The 
specifications were collated and published in a 200-page illus- 
trated booklet which was distributed to the majority of furni- 
ture manufacturers throughout the country, continued the 
Kroehler traffic manager. A basic specifications committee has 
been designated, to draw up some basic specifications satisfac- 
tory for the railroad classification. The job is not so difficult 
as it might appear, said the speaker, because there are only 
three basic types of packages—crate, wrap, and box. Suppliers 
of materials, familiar with specifications, have aided the com- 
mittee, and the conference feels that no manufacturer will go 


far wrong if he follows the suggested packing specifications, 
Mr. Dagenais said. 


These basic specifications are now being circulated among 
approximately 500 furniture manufacturers. After the recom- 
mendations and criticisms ‘have been sifted, the specifications 
will be presented for adoption by the National Furniture Traffic 
Conference to the railroad classification committee. 


Carriers’ Responsibility 


Regardless of the type of packaging developed, the efforts 
of the conference will be in vain unless the carriers themselves 
accord reasonable handling: during the course of transportation, 
continued the speaker. He described the chaotic conditions 
observed by him while visiting one of the transfer points of a 
large carrier. The conference has called such conditions to 
the attention of the carrier operating departments, and “we 
have every reason to believe that the carriers will do their part 
for they have always been most cooperative,” stated Mr. 
Dagenais. 

He said that, though the conference has barely begun its 
campaign against freight loss and damage, furniture claims 


decreased during the first half of 1946, compared with claims 
on all freight. ; 

















This is what “North Western” 
offers shippers: Adequate facil- 
ities for handling any shipment 
from a carton to a carload; a 
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THIS 200-MILE PIPELINE IS USABLE FOR... 


1. CRUDE OIL OR REFINED PETROLEUM TRANSPORTATION 
2. LIQUEFIED PETROLEUM GAS STORAGE & TRANSPORTATION 


3. NATURAL GAS DISTRIBUTION (BY CONNECTING WITH 
EXISTING NEARBY SYSTEMS) 


FOR SALE OR LEASE IN 
WHOLE OR IN PART 


This pipeline (Plancor 1248) was built during the “War 
Emergency” for the transportation of pétroleum products 
from barge unloading facilities on Timber Island near Carra- 
belle, Florida (on the Gulf Coast), to barge terminal facilities 
in the Jacksonville area on the St. Johns River. 

The pipeline consists of approximately 200 miles of 854” 
O.D. steel pipe. Pumping stations are located at Carrabelle, 
Wakulla, Lamont, Madison, Live Oak, Lake City and Mac- 
Clenny. Adequate industrial and. housing facilities at each 
pumping station are included. 

Performance during the operation of the facilities approxi- 
mated a through-put of 27,000 barrels of petroleum per day 
with a line-fill of 76,770 bbls. 

Storage: There are 8 oil storage tanks, with a total capacity 
of 330,000 barrels at the Carrabelle tank farm, and one 5,000 
barrel tank at each of the pumping station sites. 


JACKSONVILLE TERMINAL ALSO AVAILABLE 


This Oil Terminal (Plancor 1595), is equipped to receive 
25,000 barrels of oil per day by rail, and has a storage capacity 
of 270,000 barrels of oil in two 80,000 bbl. and two 55,000 
bbl. steel tanks fitted with suction lines and suction heaters. 


LOCATION: The land, approximately 229 acres, is located 8 
miles from Jacksonville, Florida, on the St. Johns River. It is 
considered to be the largest potential industrial water-front 
tract in the vicinity of Jacksonville. 


TRANSPORTATION: RAILROAD —A spur track connects 
with the main line of the Seaboard Air Line Railroad. HIGH- 
WAYS—A secondary State Highway from plant leads to U. S. 
Highway No. 17 one mile distant. WATER—The St. Johns 
River having a channel of 30’ provides an outlet for ocean 
going vessels. AIRPORT—Commercial and passenger service 
in Jacksonville, about 8 miles from plant-site. 


UTILITIES: WATER—There is one 8” well, 950’ deep with 
550’ of casing on the property. SEWERS—Sewage drains into 
septic tank on site, then into the St. Johns River. POWER 
AND LIGHT—Furnished by the Jacksonville Municipal 
Power Company. 


War Assets ADMINISTRATION 


OFFICE OF REAL PROPERTY DISPOSAL 


ADMINISTRATION BUILDING OF ST. JOHNS SHIPYARD 





LAND IMPROVEMENTS: There are two (2) wood docks, 
with creosoted wood piling; each being 20’ x 705’ and equi 

ped with three (3) two-masted, one ton derricks, pumps, oil, 
steam, air and water lines. There are two (2) unloading racks 
having wood frames, concrete foundations and wood 
columns. Each is 790’ long and 4’ wide with a = for 
40 tank cars. A concrete paved area, 80’ x 95’ adjacent to 
boilerhouse is used for storing coal. A fan shaped area in 
the St. Johns River has been dredged to a depth of 12’. Addi- 
tional dredging would make possible an outlet to 30’ channel. 


WATER STORAGE: One 25,000 gallon, elevated railroad 


water tank, with cypress staves. Size—18 ft. in diameter and 
16 ft. in height. 


MACHINERY & EQUIPMENT: Included are two fully equip- 
ped boilers, (one 500 HP, the other 600 HP); a complete 
welding outfit; air compressors; hose reels; a coal elevator; 
conveyers; tanks; heaters; water softener; and items of machine 
tools, such as: drills, a lathe, grinder, and testing equipment- 
gauges and thermometers. 


STRUCTURES: Boilerhouse, administration building, field 


office, tool house, gatehouse, dispatcher’s house and fire 
hose racks. 


SEALED PROPOSALS WILL BE CONSIDERED: 


(1) For the purchase or lease of the pipeline and oil 
terminal as an operating unit. 
(2) pe the purchase or lease of the pipeline, “for use in 
place’. 
(3) For the purchase or lease of the oil terminal, “in whole 
or in part, for on-site or for off-site use’’. 
These proposals will be received by the War Assets Adminis- 
tration, at Post Office Box 4129, Jacksonville, Florida, until 
3:00 P.M., E.S.T., on Friday, April 11, 1947. On that day pro- 
posals will be publicly opened and read in the Office of Real 
Property Disposal, at the Administration Building of the St. 
Johns Shipyard, Jacksonville. Specification for the content of 
these proposals should be obtained from any War Assets 
Administration Regional Office. 
Credit terms may be arranged. 
Information contained in this advertisement is not intended 
for use as a basis for negotiation. War Assets Administration 
reserves the right to reject any or all proposals. 


Address all inquiries to: 1041-T 


GOVERNMENT 
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Analysis of British Transport 
Nationalization Plan 


Final action on legislation to place all British transpor- 
tation in the hands of the government expected this 
spring. Bill would provide for compensation of present 
owners with stock in the government corporation, and 
management and operation would be in the hands of a 
Transport Commission, assisted by executive bodies 
and services and facilities committees. “Change over 
day” set for January 1, 1948 


By G. LLOYD WILSON 


The Transport Bill providing for the acquisition, ownership 
and operation of all railway, road and inland waterway trans- 
port facilities, including the subsidiary enterprises owned by 
these carriers such as hotels, docks and warehouses, after Jan- 
uary 1, 1948, was approved by the British House of Commons 
December 18, 1946. The vote on the bill was 362 for and 204 
against. The opposition vote included 180 Conservative mem- 
bers and 24 Independent and Liberal members—18 Conserva- 
tive members were absent. 

This is the first time since the Labour Government went 
into power that the Opposition vote was more than 200. 

Despite this evidence of strong opposition it is believed 
that the strength of the Labour Party in Parliament is so great 
that there is little likelihood that the bill will not be passed 
finally on its third reading, which will probably be some time 
this spring. 

The House of Commons is composed of members of the 
following political affiliations: 


Labour Party (including 4 Independent Labour members)......... 398 
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About 230 Labour Members are members of the Fabian 
Society and 41 hold various Government portfolios. 

The bill is now in the hands of a Standing Committee of 
Parliament to be revised into a finished piece of legislation for 
its third and final reading. 


Purpose of the Legislation 


The purpose of the bill is stated to be to set up in Great 
Britain a system of inland transport—other than by air, pub- 
lically owned and operated. 

The bill provides for the appointment by the Minister of 
Transport of a British Transport Commission to consist of a 
chairman and four other members with broad general powers 
to provide and promote an “efficient, adequate, economical and 
properly integrated system of public inland transport and port 
facilities within Great Britain.” It is charged also with the 
responsibility of extending and improving the transport system. 

The Commission is directed to conduct the whole trans- 
portation enterprise or undertaking so that the revenue may be 
not less than the amount sufficient to meet charges, “taking 
one year with another.” The Minister of Transport is ordered 
to give the Commission directions in matters which appear to 
him to affect the public interest. The Commission is instructed 
to make an annual report to Parliament. 


Executive Bodies 


Public authorities or bodies, designated as Executives, are 
to be established by the Commission as agents to assist the 
British Transport Commission. The bill directs that initially 
there shall be the following executives: 


1. A railway executive. 

2. A docks and inland waterways executive. 
3. A road transport executive. 

4. A London passenger transport executive. 


Provision is made for the appointment of a hotels execu- 
tive, on the “appointed day” to be fixed by the Commission and 
Parliament. 

Service and Facilities Committee 


Committees are provided to be set up by the Minister of 
Transport to consider matters affecting the services and facili- 
ties peer by the Commission. The committees are to 
consist of: 


1. A Central Transport Consultative Committee. 
2. Area Transport Users Consultative Committees in the number 
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and for the areas directed by the Minister of Transport, except that 
there is required to be separate committees each for Scotland and Wales. 


The panels provided for in the Ministry of Transport Act, 
1919, and the Advisory Council set up under the Road and Rail 
Traffic Act, 1933, are to be abolished. 

The Transport Advisory Committees are to consist of an 
independent chairman, a member each to represent agriculture, 
commerce, industry, labor and local authorities, and members 
appointed from those nominated by the Commission. 


The “Change-Over” Day 


On the “change-over day,” January 1, 1948, all railways, 
canal undertakings, and the London Passenger Transport Board, 
are to be transferred to the Commission. On the same date all 
privately owned railway wagons or cars are to be requisitioned 
by the Minister of Transport and after that date no private 
vehicles, with certain exceptions of minor consequence, may be 
used in railway services. 

The Commission is directed to acquire all vehicles operat- 
ing in ordinary long-distance road transport services in 1946 
under either A or B, that is unlimited or restricted carrier 
licenses. Long-distance road transport service is constructed to 
mean operations which require operations of 40 miles or over 
in one vehicle or 25 miles or over in a succession of vehicles. 
The transportation of liquids in bulk in tank vehicles, meats, 
live stock, heavy indivisible loads, or household removals is not 
considered as ordinary long-distance transportation within the 
terms of the bill, and vehicles engaged in these services are 
not to be taken over. 

On and after an appointed day to be set by the Commission 
all road transport licenses of the A or B types are to be re- 
stricted so that goods, excepting the few exempted commodities 
and special types of vehicles, may not be transported more 
than 25 miles from the vehicle operators’ bases of operation 
without a permit from the Commission. In like manner, condi- 
tions are to be attached to other motor vehicle operating 
licenses limiting operation generally to not over 40 miles from 
the vehicles’ bases of operation without a special license from 
the licensing authorities. 


Port and Passenger Areas 


Area transport schemes are to be prepared by the British 
Transport Commission for the coordination of passenger trans- 
portation services, and for port and harbor areas. Separate 
bodies may be organized to operate these schemes or operations 
may be conducted by the Commission directly. The plans must 
be submitted in advance to the Minister of Transport for ap- 
proval by order. The bodies appointed to conduct such opera- 
tions may direct that port facilities in the areas within their 
respective jurisdictions may be conducted only under a licens- 
ing system. 

Provision is made for appeals to the Transport Tribunal 
by those aggrieved by any licensing action of the Commission, 
and if objections are made to any order of the Ministry of 
Transport the order shall not become effective without action 
by Parliament. 

Liaison with Coastal Shipping 


Liaison is to be established and maintained between the 
British Transport Commission and coastal shipping interests, 
which otherwise are not subject to the provisions of the bill, 
by a Coastal Shipping Advisory Committee. 

The Commission may prohibit canal carriers from operat- 
ing for hire, excepting under licenses to be issued by the Com- 
mission in its discretion, in order to obtain the better use of 
canals. Appeals may be taken to the Transport Tribunal. 


Compensation to Owners 


The compensation for the’ property proposed to be taken 
over by the compulsory acquisition provided for by the bill, 
or by any plan or scheme under it, is in the form of British 
transport stock to be issued by the British Transport Commis- 
sion. Such securities are to be of equal value to the amount of 
compensation. The value is to be determined by the treasury. 
If the amount payable as compensation for the compulsory ac- 
quisition to any road transport operator or private railway 
wagon owner does not exceed £2,000, the compensation may be 
made in cash. 

The bill directs the compensation for the compulsory 
acquisition to be made in several ways: 


1. For railways and canal undertakings, the basis is the average 
market values of the securities of the companies on certain dates pro- 
vided for in the bill—usually in November, 1946. 

2. For road haulage undertakings the basis of compensation is to 
be the net value of the assets, plus, in certain cases, an amount to 
compensate for the cessation of business and severance from it. 

3. For local transportation undertakings, the basis of compensation 
is an amount to cover the interest and sinking fund charges on the 
outstanding debt. 

4. For privately owned railway wagons or cars, the basis of com- 
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pensation is determined by the Commission on the value of the equip- 
ment with reference to age and condition and original cost. 





The Transport Arbitration Tribunal 


An administrative tribunal, the Transport Arbitration Tri- 
bunal, consisting of one lawyer member to be appointed by the 
Lord Chancellor, one lawyer member to be appointed by the 
Lord President of the Court of Session (Scotland), and two 
members, one financier and one businessman, to be appointed 
by the Lord Chancellor, is to be set up to settle disputes arising 
out of the compulsory acquisition. 










The Transport Tribunal 


The bill provides that the present Railway Rates Tribunal 
is to become the Transport Tribunal and its jurisdiction is to 
be broadened to include, in addition to its present duties, juris- 
diction now exercised by the Railway and Canal Commission. 
This jurisdiction is to include the regulation of the general level 
of rates and charges. The British Transport Commission is 
required by the bill to submit its plans for rates and charges to 
the Transport Tribunal for confirmation or modification and 
approval. 












Employment Arrangements 


Elaborate arrangements are made in the bill for wages and 
working conditions to be established and maintained by the 
Commission, and for pensions and displacement compensation. 
In these matters the Commission is directed to consult the 
Minister of Labour and the National Service. 











Financial Arrangements 


The Commission is authorized to issue British transport 
stock and compensation for the compulsory acquisition of the 
properties, to borrow up to £250,000,000 by the issuance of such 
stock, with the consent of the Minister of Transport and the 
approval of the Treasury. It may float temporary loans of not 
over £25,000,000. The stocks so issued and the loans floated by 
the Commission may be guaranteed by the Treasury. The plans 
of guarantee must be submitted to Parliament and the amounts 
required by the treasury for fulfilling the guarantees are to be 
charged to the consolidated funds. 


A general reserve is required to be established by the Com- 
mission, the purpose of which is to prevent frequent fluctuations 
in charges. Accounts kept by the Commission are to be subject 
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to audit by the Minister of Transport, and an annual statement 
of the accounts of the Commission is to be made to Parliament. 

The estimate of the amount of British transport stock to 
be issued in compensation for the acquisition of the railways, 
canal undertakings, and London Passenger Transport Board, 
but excluding all other properties the acquisition cost of which 
it is impossible to estimate, is £1,065,000,000. 

The transport industries and related enterprises proposed 
by the bill to be acquired for government ownership and opera- 
tion employ 1,500,000 persons about 6% percent of the persons 
employed in British industry. 


Program Announced for 
A. M. A. Packaging Exposition 


An announcement of the subjects and clinics comprising the 
program at the conference on packaging and shipping, spon- 
sored by the American Management Association, to be held in 
Convention Hall, Philadelphia, concurrently with the annual 
A. M. A. Packing Exposition, April 8-11, has been made by E. A. 
Fa ana vice-president in charge of packaging for the 

The first day, April 8, will be devoted to discussion of unit 
packaging for consumer goods. Discussions of shipping con- 
tainers will be featured April 9, with the following three sub- 
jects announced: “The Receiving Clerk’s Viewpoint,” ‘“Pack- 
aging of Heavy Articles,” and “Industry’s Responsibility Under 
Revised Freight Classifications.” The clinic in the afternoon 
will consider the subjects of wooden containers, fiber containers, 
transportation, the armed forces and testing. On April 10 the 
morning session will hear talks on “What’s New in Packaging 
Machinery,” “Developments in Pre-Packed Fresh Foods,” and 
“Can Package Design Be Evaluated?” The three topics for 
the afternoon are “Techniques of Carloading and Staying,” “The 
Unit Load as a Measure of Economy,” and “Packaging for 
Export.” 

Progress for consumer needs in the packaging industry 
virtually ceased during the war period, declared Mr. Throck- 
morton, president, Container Testing Laboratories, Chicago. 
There is an immediate necessity to reduce costs by eliminating 
unnecessary protection not required in peacetime sales, to im- 
prove the sales appeal of packages, to adapt wartime research 
to ordinary consumer packages and to re-examine all of in- 
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dustry’s products to determine where the package can best 
serve as a sales medium and for product protection, he said. 

“Many packages are now better than they need to be for 
ordinary commercial use and, therefore, too expensive,” said 
he. “The ability of the package to aid in sales and merchan- 
dising is more important now. Except for certain export mar- 
kets, we can reduce package costs by eliminating expensive 
materials and construction methods required only to meet war- 
time’s special needs.” 


U.P. Container Engineer 


Reduces Damage Claims 


For the past year the Union Pacific Railroad has employed 
its own container engineer, as an experiment in reducing freight 
loss and damage. The railroad now reports that this innovation 
in carrier operation has been “highly successful,” and many 
shippers agree. Warren R. White, the road’s container engineer, 
is believed to be the first such expert employed by any rail 
carrier. A container engineer of 20 years’ experience, Mr. 
White came to the U. P. from the Navy shortly after V-J Day. 
He had served with the Navy both at home and overseas, as a 
container and packing engineer, designing containers. 

Officials of the U. P. pointed out that, despite technological 
progress in virtually every field of railroading, the freight loss 
and damage curve has moved steadily upward. During the 
recent war there was a shortage of competent packagers in 
industry, and inferior packaging materials. However, with the 
end of hostilities the labor and material shortages were mate- 
rially alleviated and agitation was begun to raise packaging 
standards. It was to keep step with this trend and to assist 
shippers that Union Pacific instituted its new service. In addi- 
tion, hundreds of new businesses have been founded in recent 
years, each with its own packaging problems, and such firms 
could A ag from the activities of a container engineer, railroad 
officials believed. 

Procedure Used 


Mr. White’s activities with the railroad are broad. A five- 
step procedure is used that is simple, methodical and productive 
of concrete results. A wide range of commodities is involved, 
including furniture, canned goods, hardware, textiles, automo- 
tive parts, caskets, water heaters, and cheese, with attention 
being given to every type of container. 

The railroad problem involves the following five steps: 


1. Investigation. Instances of container failure are brought to 
the attention of the company’s freight claim department from obser- 
vation of freight, from bad order reports submitted by railroad agents, 
and from claims received. Though much of the observation is the 
work of Mr. White, the road has also noted an increased efficiency 
on the part of its local freight inspectors and freight service inspectors 
as a result of working with the container engineer. They have become 
container conscious and have learned to recognize the basic packaging 
and container failures which result in damage. 

2. Analysis of failures. This is the technical high point of the 
company’s new damage prevention effort and the nucleus of its success. 

3. Engineer’s report. With the container flaw uncovered, the 
engineer prepares and submits a report to his superior, O. J. Wullstein, 
general freight claim agent of the U.P. Hundreds of these reports 
have been filed and acted upon. In many instances, photographs or 
drawings accompany the reports. 

4. Letters. Letters based on the above reports are then written 
to the party or parties at fault—the shipper, receiver, or manufac- 
turer—informing them of the damage, describing what occurred, ana- 
lyzing the trouble, and suggesting corrective measures. Such letters 
are written with an aim to guide and assist rather than to criticize. 

5. Personal calls. When circumstances warrant, Mr. White calls 
in person on the shipper or receiver, or both, talking to executives 
and working closely with engineers. Such visits have played a large 
part in prompting successful action following particularly serious 
damage cases, say rail officials. 


Examples of Benefits 


One instance cited by the railroad involved three cars of 
water heaters shipped by a west coast concern to a distributor 


a thousand miles away. When the heaters arrived they were. 


found to be so badly damaged they had to be returned for 
repairs. Mr. White inspected them before they were returned. 
He traced the damage to a failure in the improperly designed 
crates. He then visited the manufacturer, suggesting certain 
corrections in the crate design. The suggestions were adopted 
and subsequent carloads of heaters arrived at destination with- 
out damage. 

Another case concerned stoves, manufactured in the east, 
which had a consistent record of damage in transit. The con- 
tainer engineer’s investigation revealed a lack of thorough struc- 
tural members and of lock washers in the stove, causing a 
weaving action during transportation, and resulting in cracking 
and chipping of the enamel. 

A conference was held between the engineer and the manu- 
facturer, and proposed changes in the stove’s construction were 
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adopted. Since then, shipments of this particular stove have 
been made without damage. 

Although it is not possible to appraise such work in dollars 
and cents, said Mr. Wullstein, it is known that the corrections 
in containers and packaging have prevented recurring damages 
aggregating many thousands of dollars. “The prevention of 
damages through any remedial program represents tangible sav- 
ings to the shipping public and carrier alike,” said Mr. Wull- 
stein, ‘The program has also effected savings in commodities, 
many of which are valuable beyond their price because they are 
rece At the same time, distribution by the elimination of 

elay.” 


Shippers Appreciate Service 


An indirect result is the creation of additional business for 
the U. P., he said. 

In answer to letter and personal calls from the railroad, 
relative to container problems, more than 100 replies have been 
received in appreciation of the services given. A large eastern 
manufacturer wrote the railroad as follows: 


Appreciate greatly the service you are rendering on this and hope 
to hear from you on any further shipments of this sort that you know 
we can overcome by closer supervision. We have been receiving quite 
a few letters lately from carriers about contents lost out of cartons 
and being found free astray somewhere, but until your report we were 
unable to check why this did occur, feeling that our goods were being 
roughly handled. Your report discloses the source of this trouble 
in our own plant and enables us to prevent future occurrences. 


Letters like this have sold U. P. officials on the benefits of 
container engineering, say officials of the Union Pacific, who 
believe that the future will see container engineers in the 
employ of railroads, shippers and manufacturers, greatly re- 
ducing the amount of freight damage. 
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ROCK ISLAND-S. P.’s “GOLDEN ROCKET” 


The new $1,500,000 streamliner to be operated on a 39%- 
hour schedule between Chicago and Los Angeles by the Rock 
Island and Southern Pacific railroads will be named the Golden 
Rocket, officials of the two lines announced February 13. De- 
scribed by its owners as the most beautiful and luxurious train 
ever built, the Golden Rocket will go into service during the 
coming summer, operating tri-weekly on an extra fare basis. 
It will consist of 11 cars, including day-nite chair cars, sleeping 
cars, dining car, observation-lounge car, and a so-called fiesta 
car to provide coffee shop and bar service from daybreak to 
midnight. 

Ralph Haman, engineer of color and design, Pullman Stand- 
ard Car Manufacturing Co., who was in charge of designing the 
Golden Rocket, said that the color and design inspiration for 
the train came from the country, the people, the flora and fauna 
of the route through which it travels. Mr. and Mrs. Haman 


traveled for many weeks through the west, searching for mate- 
rials and ideas. 
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T. & P. TELETYPE SERVICE 


Direct teletype service connecting the Texas & Pacific 
Railway’s general offices in Dallas with general freight and 
passenger offices in ten major cities was recently inaugurated, 
to make possible fast clearing of information on shipments to 
and from the areas serviced by T. & P. agents. As freight 
moves along the line, reports will go out to each of ten cities 
—New York, Chicago, Pittsburgh, Cincinnati, Detroit, Atlanta, 
Birmingham, Phoenix, Los Angeles and San Francisco—on 
shipments destined for its particular area. For example, a con- 
signee in the Atlanta area will be able to receive hourly reports 
on the progress of a shipment out of San Francisco. 


LEWIS-SHEPARD’S POWER JACKLIFT 


A new electric lift truck, the Power JackLift, with 100 
per cent electric drive, electric lift and electric brake, has just 
been announced by Lewis-Shepard Products, Inc. An 8-page | 
illustrated booklet on the truck indicates that the platform 
model is available in several platform widths and lengths, and 
in 4,000- and 6,000-pound capacities. The pallet model comes ~ 
in several fork lengths, with a capacity of 4,000 pounds. The 
truck can be operated with the handle vertical and in every © 
other position. Its brake acts instantaneously with release of 
handle triggers. 















B. & O. ORDERS 4,000 HOPPERS 


The Baltimore & Ohio Railroad has just placed orders for | 
the construction of 4,000 fifty-ton steel hopper cars, with initial — 
delivery promised in July, 1947. Because of the continued coal 
car shortage, orders have been distributed among a number of 
car builders so that deliveries.can be obtained in the shortest” 
time. In addition to this order, the B. & O. has another 4,000} 
hopper cars on order, and since March, 1941, has placed orders 
for 14,025 hopper cars. 


